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BARGE LINE PROFITS 


Testimony before the House committee on appro- 
priations and statements made in the House in debate 
on the deficiency bill carrying an appropriation of 
$2,000,000 for the Inland Waterways Corporation again 


have raised the issue as to whether the government . 


barge service on the Mississippi and Warrior rivers is 
showing a profit on the basis of conditions that would 
be confronted if the service were privately owned and 
operated. 


Brigadier-General T. Q. Ashburn, chairman and ex- 
ecutive of the Inland Waterways Corporation, testified 
before the committee that the estimated profit of the cor- 
poration for 1926 was $207,645.17, after charging depre- 
ciation. That figure was contained in a brief statistical 
table submitted to the committee. Later on, the state- 
ment was made by the general that the profit for 1926 
would be in the neighborhood of $250,000. This part of 
the testimony indicated that the profit of $250,000 related 
to the entire operation, including the services on the Mis- 
sissippi and the Warrior rivers. The committee, in report- 
ing the bill, however, said the corporation showed a 
profit of approximately $250,000 from service on the 
lower Mississippi, the Warrior service having been oper- 
ated at a loss. On page 144 of the reported hearing on 
the bill appears a table showing that the lower Missis- 
sippi division, for the eleven months ended with Novem- 
ber, 1926, showed a profit of $486,927.84. 


General Ashburn told the committee that the gov- 
etnment’s investment in the corporation was now worth 
nearly $15,000,000. On that basis, taking the figure of 
$250,000 as the “profit” for 1926, the corporation earned 
$50,000 less than 2 per cent on the value of the property. 
No interest was paid by the corporation. No taxes were 
Paid by it. A $15,000,000 private corporation would pay 


meet the cost of money. 


On September 27, 1926 (see Traffic World, October 
2, 1926), General Ashburn, on the basis of results of 
operation for the first eight months of 1926, estimated 
that the corporation would show a profit of $347,632 for 
1926. The estimate now is from $207,645 to $250,000. 


The argument is advanced that conditions confront- 
ing the Warrior branch of the service have been unfavor- 
able and that now the situation with reference to that 
part of the service has improved and a profit is to be 
expected. It is further stated that, as to the lower Mis- 
Sissippi operation, the service will show a profit in the 
neighborhood of $480,000, based on the results for the 
eleven months ended with November. This will be a 
profit simply of excess of income over outgo, with esti- 
mates for interest and taxes out of the picture. 


Representative Wood, of Indiana, chairman of the 
subcommittee of the appropriation committee having 
charge of the bill, in debate in the House, said the cor- 
poration had an estimated profit of $250,000 for 1926, 
after deducting 3 per cent for depreciation. He said the 
corporation had taken into consideration all the things, 
except interest, that would be taken into consideration 
by any ordinary business corporation. Mr. Wood made 
no mention of taxes. It may be remarked, in passing, 
that the Coolidge administration regards the item of 
taxes of considerable importance to citizens. Repre- 
sentative Arentz, of Nevada, we think, made a pertinent 
remark when he said he thought the statement of Mr. 
Wood would “bear repeating.” We think it would bear 
not only repeating but an explanation more to the point 
than Mr. Wood gave. We think the words, “except in- 
terest,” constitute an important qualification in a discus- 
sion of whether or not the waterways corporation is 
showing a profit on the basis of conditions that would 
be confronted by a private operator. 


General Ashburn was questioned as to the interest 
matter when he was before the committee. Representa- 
tive Byrns, of Tennessee, said that, as he understood the 
general’s figures, “you have made every allowance in the 
way of salaries, overhead, depreciation, and everything 
that a private business would allow for.” The general 
replied: “Everything except interest on money. I 
should like very much if the committee would let me 
explain my position on that.” Again the matter of tax- 
ation was not included. The general’s explanation as to 
interest follows: : 
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lf we had sold this fleet in July, 1921, on the basis that the 
Shipping Board disposed of similar facilities, or if we had gotten 5 
cents on the dollar for all the stuff that we had sold, the total amount 
of money returnable to the government at that time would have been 
$650,000. Further than that, water transportation would have been 
gone. Since that time the total amount of money that Congress has 
given us in any shape, manner, or form is between $5,000,000 and 
$6,000,000. So that, taking into consideration the peace-time money 
you have actually invested, the peace-time value of the fleet is in the 
neighborhood of $5,000,000. It is today worth nearly $15,000,000. 
We have raised your original $5,000,000, your peace-time investment 
of $5,000,000, to something which is worth to the people of the United 
States in the neighborhood of $15,000,000. 


Mr. Cramton: How do you arrive at that figure? 

General Ashburn: I arrive at it by an appraisal by the Amer- 
ican Appraisal Co. of the United States. They set it at about $10,000,- 
000 in 1924, and since that time everything additional we have had we 
have added to that at its cost to us, including government donations, 
and subtracted a fair depreciation. 


Mr. Cramton: They appraised all the tangible effects, but not 
the good will of the business? 


General Ashburn: No; there is no good will appraised at all. 
That is actual tangible property. I feel that if this organization, 
which is your organization, has been able to take $5,000,000, or in the 
neighborhood of $5,000,000, and increase it three times, increase its 
tangible assets three times, that it has made interest on its money 
for a great many years, without charging interest on its appreciated 
value or even its initial value. That is the position I take in regard 
to charging interest against our operations. I think that any other 
business organization would take the same view. 

The fact remains that the taxpayers of the United 
States have put from $17,000,000 to $18,000,000 in this 
barge line enterprise on the Mississippi and Warrior riv- 
ers. They are now to put an additional $2,000,000 in it, 
as we have no doubt the $2,000,000 appropriation will be 
approved. The report of the Director-General of Rail- 
roads for 1924 shows that the government spent $12,193,- 
315.75 on the Mississippi-Warrior services. General 
Ashburn says between $5,000,000 and $6,000,000 has been 
added to that. Writing down the value of the barge 
property, as done by the general, may or may not be 
justified. The fact is that the taxpayers have paid the 
bill in the total amount indicaed. We are not at all sure 
that the $2,000,000 additional now being appropriated 
will be the end. Justification, such as now given for the 
$2,000,000 appropriation, will be forthcoming for addi- 
tional appropriations when it becomes necessary to draw 
on the public treasury for more money. 


From the statements made in the House in debate 
on the bill and the statements made before the commit- 
tee, the inference might readily be drawn that this 
government barge line might solve the vexatious 
agricultural problem at relatively small expense to the 
country. General Ashburn says that the fact that the 
barge line transported 10,000,000 bushels of grain a year 
down the Mississippi at 614 cents a hundred pounds be- 
low the all-rail cost, resulted in the farmer obtaining 
three cents a bushel more for his grain than if he had 
shipped it all-rail. And that was not all. As a result of 
the lower water rate on those 10,000,000 bushels, the 
farmers obtained three cents a bushel more on every 
bushel of the 300,000,000 bushels exported from the mid- 
dle west, according to the general, and the barge line 
service was, therefore, worth over $6,000,000 to the mid- 
dle west grain farmers. The barge line operation set the 
price of the grain, according to the testimony. Members 
of Congress wishing to grant relief-to the farmer, seem 
to have overlooked a simple solution of the agricultural 
problem. Here we have a governmental agency fixing 
the price of grain in a manner to which those who oppose 
governmental price fixing might take no exception. 
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We do not wish to be understood as undervaluing 
the service of the barge line to shippers. It gives them 
what they pay for and they pay less for it than if the 
barge line did not exist. We respect the administrative 
abilities of General Ashburn and his associates. But we 
do object and shall continue to object to holding this 
enterprise up before the public as profitable, when it is 
not so, judged by any private business standard. It is 
merely an example of government operation and owner- 
ship of a transportation enterprise, able to serve its 
patrons at low cost because ordinary heavy charges that 
private business would have to pay are financed by the 
taxpayers. The taxpayers, as a whole, and shippers who 
are not able to use the barge line, stand the expense of 
whatever benefit the barge line is to those who use it or 
profit by it in any way. If any think that is sound policy 
they are, of course, entitled to their opinion. But they 
should understand the situation thoroughly before they 
form an opinion. 


THE WOODS APPOINTMENT 

It is passing strange that the refusal of the United 
States Senate to confirm President Coolidge’s nomina- 
tion of Cyrus E. Woods as a member of the Interstate 
Commerce Commission was brought about entirely by 
political and sectional opposition and not, in any known 
measure, because of the principal objection that should 
have been made to Mr. Woods—that he was uninformed 
in the matters that would come before him as a member 
of the Commission and untrained in the subject of trans- 
portation, and that his was essentially a political appoint- 
ment. Not one voice that we know of, in the Senate or 
out of it, but our own, was raised against him except on 
political and sectional grounds. No traffic club, no asso- 
ciation of shippers or carriers, no individual student of 
transportation problems that we know of, in any public 
way, expressed the view that we believe most men of 
this sort entertain—except, as we say, ourselves. We do 
not argue from this that the Senate has been influenced 
by us, for we know better. The result in the Senate is 
due merely to sectional and political considerations. But, 
for all that, as sometimes happens, right has prevailed, 
though the motives of those who brought it about may 
not have been altogether righteous. 


We regard the appointment of Mr. Woods as the 
worst that could have been made. This is not because 
of his lack of knowledge and experience in the things 
with which he would have had to deal, for we have had 
many appointments of that sort and Mr. Woods is at 
least no worse than others in that respect. Nor is it be- 
cause of any lack of general ability and high character 
in Mr. Woods, for we believe him, in these respects, to 
be far superior to some other appointments that have 
been made. Given a situation in which a man with no 
special training or knowledge must be appointed, we 
should say that Mr. Woods was a splendid appointment, 
were it not for some other things that enter into the 
matter. Our objection goes to the political situation that 
gave rise to this appointment, the grounds for suspicion 
that Mr. Woods was being put on the Commission for a 
purpose, and the precedent that would have been set. If 
we do not miss our guess, it would have arisen to vex 
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those who were complacent in the situation and, for one 
reason or another, did nothing to correct it or to make 
their views known—or who, perchance, were not even 
wise enough to have such views. 


For Mr. Woods was purely a political appointment 
under peculiarly marked conditions. Senator Reed, of 
Pennsylvania, complained because of the way in which 
the Commission handled certain coal matters in which 
his constituents were interested, and attributed the state 
of affairs to the fact that Pennsylvania had no repre- 
sentative on the Commission. To placate him the Presi- 
dent appointed Mr. Woods. We do not say or even be- 
lieve (and if we did believe it we could not prove it) that 
Mr. Woods was to be put on the Commission to vote 
“right” on the coal cases in which Pennsylvania is inter- 
ested, though it was perfectly natural that there should 
be some suspicion of that sort. That was one of the bad 
things about the appointment. But the principal objec- 
tion was that he was openly appointed because of Penn- 
sylvania’s cricitism of the way in which the coal case 
was handled and its deniand for recognition. It would 
have opened the way for the same kind of appointment to 
meet some other similar demand when there was another 
vacancy and, in view of what had been done, it would 
have been hard to satisfy such a demand without grant- 
ing it. Thus, the way was marked for the gradua! devel- 
opment of a commission composed of men «ppointed 
because of this or that demand from this or that section, 
whose decisions would be arrived at by political or sec- 
tional majorities rather than by impartial and national 
consideration. There could be nothing worse and we 
hope those who are vitally concerned in having the 
right kind of Commission may be brought to realize the 
situation before there is another appointment. 


What are these organizations of railroad men and 
shippers who so smugly consider themselves author- 
ities on transportation problems going to do? Do they 
realize that the integrity and ability of the Commission 
is one of the most highly important things to them, who 
are so vitally concerned in the administration of regu- 
latory laws and policies? Do they not realize that, to 
say nothing of their duty to the public, they must look 
out for their own interests? What is the use of being 
an authority if no effort is made to use that authority 
where it will produce some results? For the traffic 
men of the country merely to know what kind of Com- 
mission we should have does no possible good. They 
must impress their view on those who must share it if 
appointments are to be what they should. What is to 
be done now about a successor to Mr. Cox? Have the 
men we have been talking about no views on the subject? 
If so, are they going to’ express them? It is not an 
impossible or even a difficult task to bring about the 
situation we have been suggesting. The president, for 
instance, appointed Mr. Cox because of pressure from 
commercial travelers. He appointed Mr. McManamy as 
a sop to union labor. Other Commission appointments 
have been made for the same kind of reasons. They 
were political appointments. Very well. If all the traffic 
elubs, and shippers’ conferences, and regional advisory 
boards, and traffic leagues, and organizations of railroad 
men, such as the American Railway Association and the 
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Association of Railway Executives, would unite in a 
demand for the right kind of appointments and send 
some one to Washington now and then to make pointed 
their demand, would it not then be good politics for the 
President to recognize them, especially when they were 
not appearing in the interest of any individual but only 
for a cause? Let us have done with the lazy, cowardly, 
don’t care attitude, and try to do something worth while. 


WOODS REJECTED BY SENATE 
The Trafic World Washington Bureuu 


Rejection of the nomination of Cyrus E. Woods, of Pennsy]l- 
vania, to be a member of the Commission, in the Senate, Jan- 
uary 24, by a vote of 49 to 28, resulted in a brief statement 
being made at the White House, January 25, on behalf of the 
President, to the effect that the President had no one in mind 
at that time for the place. 

Now that the nomination of Mr. Woods had been rejected, 
it was stated on behalf of the President, the President would 
have to canvass the situation to see whom he could find who 
would be suitable to fill the vacancy on the Commission. This 
statement disposed of speculation to the effect that the Presi- 
dent might return the nomination of Mr. Woods to the Senate. 
There also has been talk as to the President reappcinting 
former Commissioner Cox but the statement at the White 
House was not construed as meaning that the President would 
do that. 

The Woods nomination was considered in executive session 
by the Senate for three days. It was taken up on the afternoon 
of January 21. Consideration of the nomination was continued 
at the session of January 22 and the vote of rejection came on 
January 24 after an afternoon of debate. It was understood 
that the speeches for and against the nomination followed 
along the lines of the hearings that were held by the Senate 
interstate commerce committee on the nomination. 

Opponents of the nomination had desired that the matter 
should be considered in open executive session. The Senate 
voted 48 to 31 in favor of a resolution calling for an open ses- 
sion, offered by Senator Neely, of West Virginia. Senator 
Reed, of Pennsylvania, however, said a two-thirds vote was 
necessary to approve the-resolution. The Vice-President sus- 
tained that point and the Senate later sustained the chair by a 
vote of 45 to 32. 

Rejection of the nomination of Mr. Woods was attributed, 
in the main, to the fight made against it by the southern coal. 
producing states of West Virginia, Kentucky, Tennessee and 
Virginia, and to opposition of certain senators who opposed Mr. 
Woods because he held a substantial amount of railroad secur- 
ities and because, as they contended, he would have, as a com- 
missioner, reflected the views of “big interests.” 

Senator Edwards, of New Jersey, before the Senate went 
into executive session, January 21, took exception to statements 
Senator Reed, of Pennsylvania, made about former Commissioner 
Cox, in the hearings on the Woods nomination. He said New 
Jersey resented “very much the aspersions cast” upon the for- 
mer commissioner. He said he did not think, nor did he believe 
any one in the Senate thought, that Mr. Cox was a fit subject 
for St. Elizabeth’s. St. Elizabeth’s is the government hospital 
for insane in the District of Columbia. 

Senator Walsh, of Massachusetts, has offered a resolution 
in the Senate proposing an amendment to the rules of the 
Senate under which all nominations to the Interstate Commerce 
Commission, the Federal Trade Commission and the Tariff 
Commission would be considered and voted on in open session. 


REORGANIZATION OF I. C. C. 


Senators and representatives from Missouri have received 
from P. W. Coyle, traffic commissioner of the St. Louis Chamber 
of Commerce, a protest against S. 2808, which is pending on the 
Senate calendar, providing for regional appointments to the 
Commission. Senator Smith, of South Carolina, author of the 
bill, recently announced he would seek action on the bill at 
this session. A letter of protest against the bill sent by Mr. 
Coyle on behalf of the chamber to the Missouri senators and 
representatives last spring was attached to the communication 
received by the Missouri members. 


MONEY FOR RIVERS AND HARBORS 


The House has passed the annual War Department appro- 
priation bill carrying $50,000,000 for river and harbor improve- 
ments authorized in the rivers and harbors authorization bill 
passed last year. The measure was sent to the Senate. 


SIGNS RIVERS AND HARBORS BILL 
President Coolidge, late Jan. 21, signed the rivers and 
harbors bill. His advisers, who went over it, recommended 
that action. 
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Hard to Get a Fight.—The popular impression that it is easy 
to start a fight is wrong. For years the Commission has been 
inviting someone to knock a chip off its shoulder. Thus far 
no one has shown any inclination to accommodate the litigiously 
inclined regulating body. It would like to have someone take 
one of its decisions respecting joint rates from a point in Can- 
ada to a point in the United States into the courts. Seemingly, 
its decisions in cases of that sort have not hurt anyone enough 
to create a desire for “justice.” Justice is that intangible thing 
that someone will not give ‘to the applicant, for the asking. 
Commissioner Meyer, of the mild manner, votes as he does in 
such cases for the reason that he desires someone to go bawling 
to a court to exhibit bruises. He voted the way he did in the 
International Nickel case to facilitate someone’s going, anyone’s 
will do as well as the going of any particular person. It may be 
that the railroads object to going because the Commission puts 
weasel words into its decisions; that is, after indicating that 
a joint rate should be so and so, regardless of the fact that 
part of the haul is in Canada, it says, in effect: “Of course, 
we limit what we do to the transportation in the United States.” 
That being so, how, it might be asked, is anyone going to court 
with a tear-stained face and tell the judges he has been hurt, 
if the rate does not offend the provisions against the taking of 
property without compensation? It is suggested that, if a car- 
rier went to the court to show it that it had been constrained 
to put in a rate for application within Canada, the judges would 
look over their glasses and observe that such a rate was not 
ordered because the order expressly was limited to the part of 
the transportation within the United States. When one thinks 
of the frontier troubles in Europe, the thought is that the United 
States and Canada have been fortunate in having men regulat- 
ing the affairs of the railroads on each side of the line who 
have been level-headed and, therefore, not ready to take steps 
that would cause hard feelings on the other side. Few com- 
missioners have been politicians, primarily. That being so, they 
have not thought about talking for Buncombe County—that is, 
to the galleries. Talking for popular support has been the curse 
of the modern world. Inviting classes and communities to be 
sorry for themselves—to shiver because a man or a small coterie 
of men was about to take away the ‘liberty” of millions—has 
been, is, and probably for a long time will continue to be a 
favorite occupation of public men, particularly those not in but 
desirous of being in public office. Perhaps, if rates- lent them- 
selves to political exploitation more readily, Canada and the 
United States would not be as fortunate as they have been. 
Perhaps there might even arise a situation in which Canadians 
would be on one side, as Pennsylvania and Ohio are in the lake 
cargo coal case, with West Virginia, Kentucky and Tennessee 
on the other. The situation culminating in the defeat of the 
confirmation of Cyrus E. Woods is a fine sample of a politician 
talking too much. Senator Reed, of Pennsylvania is one of the 
successors to Quay and Penrose. Old-timers cannot imagine 
either Quay or Penrose doing as much talking in five years as 
Reed did in that matter in almost any one of five days one could 
pick out in the last year. His talking, many feel, was the chief 
ineligibility of Woods. 





Marshall and Jefferson Case.—Speaking of appealing to Bun- 
combe County, the title in No. 14323, Cities of Marshall and 
Jefferson, Tex., et al. vs. Texas and Pacific et al., should cause 
well read Americans, especially members of the bar, to smile. 
The idea of John Marshall and Thomas Jefferson ever being 
on the same side of a matter, except opposition to the policies 
of the mother country prior to the war for independence, is 
enough to make a graven image laugh uproariously. The cities 
in Texas were on the same side in the rate fight. Perhps, if the 
heroes of revolutionary America had lived to this day, they 
would be able to laugh over the disagreements they had a cen- 
tury and a quarter ago. The chances, however, are that they 
would have gone in opposite directions in the war between the 
states and would still be fighting the battles of that war too 
intensely even to be as well reconciled as the average American. 
If the two Texas cities could bring in something about Marbury 
vs. Madison and Aaron Burr, they could produce a more decided 
kick among the students on the American Constitution than 
they have done in linking together on the same side the names 
of Marshall and Jefferson in a rate case. If, however, the Mar- 
shall honored was not the great chief justice, then these re- 
marks must’ be taken as substituting him for the Marshall in- 
tended to be honored. Montgomery, Ala., the city, and Mont- 
gomery County, in that state, it is understood, were not named 
for the same hero; hence the possibility of Marshall, Tex., not 
having been named in honor of the man whose downfall. Jef- 
ferson so ardently desired. 
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Bricks A-flying in Conference.—A glance at the Commis- 
sion’s report on No. 16197, Atlas Portland Cement Company vs. 
Northampton & Bath et al., published in this issue, suggests 
that the commissioners, when they considered that case, may 
have needed someone to propose singing “Blest Be the Tie that 
Binds,” and refraining from any reference to Kilkenny cats. 
With Chairman Esch and Commissioners Aitchison and Lewis 
dissenting, it is possible, in the event the Commission ever 
again considers the case, with all its members voting, to have 
a six to five decision, which is rare among the commissioners. 
They usually manage to come nearer a unanimous decision than 
that. Their six to five decisions, it is believed, are rarer than 
the five to four decisions of the Supreme Court of the United 
States. But the idea of anyone suggesting that, because a 
court or a commission divides nearly equally, that it should be 
deprived of power would, be ridiculous. The whole theory of 
the government is founded on majority rule. The cases in 
which more than a mere majority ‘is required, in Congress or in 
the votes of the states, were classified as extra-hazardous by 
the man whose experience with the sensitiveness of the states 
and the furiousness of popular feeling constrained them to pre- 
scribe votes of more than a bare majority. At times, the ma- 
jority has raved at being balked by the requirement of more 
than a majority, but there never has been a majority determined 
enough, over a long period of years, to demand removal of the 
safeguards set up by the makers of the Constitution. Popular 
election of senators, it is believed, comes as near being an over- 
turn of what was intended to be a check on popular fury as has 
been accomplished. Anyone is entitled to his opinion as to 
whether that is or is not a good change, with no senator, senator- 
designate, or senator-elect barred from being used as an exhibit 
either for or against the proposition that it is a change for 
the better. However, getting back to the Atlas Portland Cement 
Company case, it is suggested that the brethren, in conference, 
must have had a lovely morning talking it over, especially 
with Commissioner Woodlock crashing through with an opinion 
that the rate could be held unreasonable without bothering about 
the fourth section. It is to be observed, however, that the Com- 
mission, unlike the courts, usually disposes of every issue tend- 
ered, regardless of whether it is really necessary or not. No 
one has ever found fault with it for doing that. There probably 
would be fault found if it made it a practice to sidestep issues, 
because it could dispose of the matter without passing on the 
points the litigants thought necessary to raise. 





Agricultural Health Regulations.—The Secretary of Agricul- 
ture has issued an amendment to the already rigid quarantine 
regulations, intended to assure that foot and mouth disease 
will not be introduced into the United States from southern 
Mexico. The disease is suspected of existing in southern Mex- 
ico. It has not been proved. In the head of the Department 
of Agriculture are vested such broad powers in such matters 
that, if the man were intent on making trouble between the 
United States and some country, he could do it without much 
trouble. In the old days, champions of the American hog ofter 
believed the imperial government of Germany used the quar. 
antine power to keep American hog products out of the Father- 
land, not because they were dangerous to health, but simply 
because the agrarian or junker element desired protection for 
the home product. However, use of that power was not one 
of the causes of the war between the two countries, so that, 
in a way of speaking, the German government, seemingly, kept 
within the limits of official decency in that matter, because no 
first-rate issue ever arose between the two countries on that 
score. 





Lake Cargo Coal Case.—Briefs in the lake cargo coal case 
began coming to the Commission right at the climax of the 
fight against the nomination of Mr. Woods. Two or three were 
made public several days before the vote was taken and more 
on the following days. The facts stated constituted the purest 
coincidence. Neither the Commission nor any member of it 
had ever intimated, even remotely, that it or he knew there 
was a fight on in the Senate. The Commission, in the months 
the case was discussed in House and Senate, gave no indication 
of being conscious of what was going on. The Commission, 
always, has taken the position that its reports speak for them- 
selves. Time and again it has been importuned to say some- 
thing about something someone has said about it or one of 
its reports, but, so far as can be recalled, it has never yielded 
to the extent of making a direct answer to anything other than 
a resolution of Congress or either house thereof or the prayer 
of a complainant. Only once, so far as can be recalled, has 
it stricken anything from the record, that once being the un- 
complimentary language in briefs by its own valuation bureau 
and the attorneys for the Wheeling and Lake Erie, in a valuation 
case. In the matter of controversial utterances that would look 


. well in newspapers, it emulates the sphinx. Anyone is free to 


infer anything he pleases from its attitude—that it is witless, 
arrogant, or filled with mock humility. On account of the fight 
about the rates on lake cargo coal and that on the Woods nomi- 
nation, it is believed, the case will be followed much more closely 
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than otherwise it would have been. A commonly held idea is 
that commissioners, on account of the discussion in Congress 
and the fight against Woods, will feel embarrassed about the 
matter, but not nearly so much as if the fight against Woods 
were still on or if he had been confirmed. In the ordinary rou- 
tine of such things, a decision in that case could not reasonably 
be expected before June. However, the lake season opens in 
May and it has been suggested, in other lake cargo cases, that 
the Commission should remember that fact and try to come to 
a conclusion in time to enable those in the lake cargo trade to 
make their arrangements in advance of the actual opening of 
Great Lakes navigation. 





Population on January 1, 1927.—According to the estimate 
of the population of the United States, January 1, 1927, made 
by the Department of Commerce, no fewer than thirteen of the 
states have populations near to or greater than those of the 
thirteen revolting colonies. They are California, Georgia, Illi- 
nois, Indiana, Massachusetts, New Jersey, New York, Pennsyl- 
vania, Ohio, Texas, Michigan, Minnesota, and Wisconsin. 
Roundly speaking, the colonies had 3,000,000 people. Each of 
the thirteen named states, other than Wisconsin, has more than 
3,000,000, according to the estimate. Wisconsin has only 2,918,- 
000, which is near enough to 3,000,000 to warrant inclusion in 
the list of states having as many people within its borders as 
the thirteen colonies which declared, and made good on that 
declaration, that they were independent states. It probably 
would be safe to say that any one of three times thirteen states 
has resources equal to the whole of the thirteen colonies, prob- 
ably not relatively, but. actually. Virginia, the greatest of the 
colonies, in numbers, and especially in leaders, has had a growth 
so relatively small that it gives emphasis, it is believed, to the 
fact that the country, for many years, has not primarily been 
an agricultural land but one deriving a large part of its wealth 
from manufactures.—A. E. H. 


CONSOLIDATION OF RAILROADS 
The Traffic World Washington Bureau 


With only four members of the Committee present, Alfred 
P. Thom, general counsel of the Association of Railway Ex- 
ecutives, completed his statement on the Fess railroad consoli- 
dation bill January 25 before the Senate interstate commerce 
committee. The senators present were: Fess, of Ohio; Sackett, 
of Kentucky; Metcalf, of Rhode Island, and Hawes, of Missouri. 

Mr. Thom discussed provisions of the bill relating to dis- 
senting security holders in proposed consolidations approved 
by the Commission. With reference to paragraph 2 of section 
5 of the interstate commerce act, which provides for acquisi- 
tion of control of one carrier by another, Mr. Thom said Mr. 
Cain, of the American Short Line Railroad Association, and Mr. 
Fulbright, of the National Industrial Traffic League, wished 
that part of the law repealed. He said he would not oppose 
such repeal if proceedings brought under paragraph 2 of sec- 
tion 5 and pending at the time of repeal were permitted to be 
carried to a conclusion. He offered an amendment to the Dill 
to that effect. 


Some of the difficulties experienced under paragraph 2 of 
section 5 were pointed out by Mr. Thom in support of his argu- 
ment that additional legislation was necessary. He said no 
machinery for carrying consolidations into effect was provided 
under the paragraph. He also said the question as to the 
power of the Commission to pass on the rights of dissenting 
stockholders was in issue under the paragraph. In effect, he 
said, the situation under the present law was that the public 
interest must wait on the private interest. 


Mr. Thom went into the question of whether the new legis- 
lation should be permissive or compulsory and advanced rea- 
sons why it would be in the public interest to have a permissive 
rather than a compulsory system. 

Referring to the plan embodied in the Cummins bill for 
taking net railway operating income in excess of 6 per cent to 
compel consolidations, Mr. Thom said it had not been settled 
that 6 per cent was a fair return. He said the Supreme Court 
had held that 6 per cent was not a fair return for a utility such 
as a water company and that it might be found that a railroad 
company was entitled to more than 6 per cent. His point in 
that connection was that such a provision as that contained in 
the Cummins bill was bound to lead to litigation and that thus 
consolidations in the public interest would not be promoted. 
He said there would be consolidations if they were permitted 
to develop along natural lines and business principles were 
permitted to come into play without compulsion from the gov- 
ernment. He referred to the Cummins bill as embodying “con- 
fiscatory pressure.” He agreed with Senator Hawes that com- 
pulsory consolidation probably would be a step in the direction 
of public ownership of the railroads because, he said, such 
compulsion would destroy the values of the properties for pri- 
vate purposes and public ownership would be inevitable. 

I response to a question by Senator Fess as to federal in- 
corporation of railroads in connection with consolidation, Mr. 
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Thom said federal incorporation would be the ideal way in 
which to handle the matter but he said the proposal for such 
incorporation was dropped because of the opposition of the 
state commissions. He believed that, under the provisions of 
the Fess bill, results could be obtained similar to those that would 
be obtained under a system of federal incorporation of railroads. 

Senator Hawes said Mr. Williams, of the Wabash, would be 
present later to be heard on the bill. The hearing was ad- 
journed until the following day. 

No hearing was held by the Senate interstate commerce 
committee, January 26, as had been planned, because only three 
members of the committee appeared for the session. The wit- 
ness was to have been Ben B. Cain, general counsel of the 
American Short Line Railroad Association, who desired to put 
before the committee the views of the short lines on the Fess 
bill and on the subject of consolidation generally. The day 
before, Senator Fess asked the clerk of the committee to notify 
each member of the committee that Mr. Cain was to appear. 
He said he believed a number of members of the committee 
desired to hear the testimony as to the position of the short 
lines. The committee was to make another attempt to hold 
a hearing January 27. The senators present January 26 were 
Fess, of Ohio; Hawes, of Missouri, and Wheeler, of Montana. 

Mr. Cain, speaking for the short lines, told the Senate inter- 
state commerce committee January 27 that the Fess bill was 
satisfactory to the short lines because it provided a method 
for such lines to ask the Commission to include them in con- 
solidations or mergers proposed by larger lines, and authorized 
the Commission to impose conditions requiring inclusion of lines 
left out by applicants in merger cases. 

Senator Wheeler expressed the view that the bill did not 
adequately protect the short lines because there was no com- 
pulsion provided for. Mr. Cain said he did not think “you 
can have compulsion” and that the bill afforded- an indirect 
method for inclusion of lines in instances in which the Com- 
mission held they should be included. 


MONEY FOR CIVIL AVIATION 


The House committee on appropriations has reported the 
state, justice, commerce and labor appropriation bill carrying 
$556,390 for administration of the air commerce act and $3,011,- 
775 for air navigation facilities. The Bureau of the Budget had 
recommended $796.250 for administration and $3,219,500 for air 
navigation facilities, covering the laying out and lighting of air- 
ways contemplated. 

The committee said it went exhaustively into the estimates 
submitted and came to the conclusion that the large admin- 
istrative and inspection force estimated for in the total of 
$3,219,500 was somewhat premature. The administration is 
under the direction of the Assistant Secretary of Commerce in 
charge of carrying out the provisions of the air commerce act. 
The committee said it was favorably impressed with the work 
the department was doing and which it contemplated doing. 
In its report, the committee said: 


The whole program of lighting and maintaining airways is, of 
course, in its initial stage. Nothing very definite can be determined 
as yet as to the amount of money that will be needed to carry out 
a suggested program nor is information available that would give 
wholly accurate information as to the extent to which such a program 
should be carried. This can be obtained only through experience 
gained by close observation over a period of time. Having this 
in mind, together with the expensive manner in which it must be 
undertaken, the committee feels itself justified in being somewhat 
conservative for the time being, feeling that even another year’s 
operation will bring to light much information which at the present 
time is difficult to ascertain as to the extent to which this pro- 
gram should go. 


TRANSPORTATION OF BLIND PERSONS 


A subcommitee of the House committee on interstate and 
foreign commerce, headed by Representative Newton, of Minne- 
sota, held a hearing, January 24, on S. 2615, a bill authorizing 
common carriers engaged in interstate commerce to transport 
any blind person, accompanied by a guide, for one fare. Repre- 
sentatives of organizations of blind persons appeared in support 
of the bill. Alfred P. Thom, Jr., general solicitor of the Asso- 
ciation of Railway Executives, advised the committee that he 
believed the bill was based on an erroneous principle in that 
provision was made for preference to a class, and pointed out 
that the ability to pay was not taken into consideration. He 
said that, if the bill were passed, other classes might ask for 
similar legislation, and mentioned, for example, persons afflicted 
with paralysis. The bill does not require carriers to transport 
a blind person and an attendant for one fare but provides that 
carriers may transport them for one fare. The subcommittee 
made a favorable report on the bill to the whole committee. 

The House committee favorably reported the bill January 27. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that the Black Bayou Railroad Company is entitled $8,129.90 
under section 204 of the transportation act, and that the carrier 
owes nothing to the President of the United States. 
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Decisions of Interstate Commerce Commission 





REFRIGERATION COSTS UNPROVED 


The Commission, by division 3, in I. ‘and S. No. 2634, 
Refrigeration Charges on Vegetables from Louisiana and Mis- 
sissippi, mimeographed, has found not justified, proposed in- 
creased refrigeration charges on vegetables, except cabbages 
and tomatoes, in carloads, from groups in Louisiana and Mis- 
sissippi to all destinations in the United States and Canada. It 
has ordered the cancellation of the schedules and discontinued 
the proceeding. 

According to the report the carriers elected to rest their 
justification of the proposed increased charges upon a showing 
that the present stated refrigeration charges were less than the 
sum of the cost elements set up and considered in this case. 
The Commission said the showing was not persuasive. 

“The cost may exceed the aggregate charge, but they have 
not proved it,” says the report, “and we find that the schedules 
have not been justified.’ The proposals were to add $5 per 
car to shipments from groups A and B in Louisiana and $10 per 
car from group C, the last mentioned being that part of the 
state on and east of the Texas & Pacific from Alexandria to 
New Orleans, including the Southern Pacific and its branches 
east of Franklin, La., and points on lines south of New Orleans. 
The other groups lie north and east of that group. The pro- 
posal was to increase the charge $10 per car from all points in 
Mississippi. 

Cost figures pertaining to ice in car bunkers, quantity of 
ice in car bunkers, of hauling ice in the car bunkers, repairing 
and maintaining refrigeration devices, switching to and from 
icing stations, and of supervision, were considered and discussed. 

As to the cost of ice the Commission said there was no 
explanation as to the wide spread in the cost of ice, from $4.50 
to $6.82 per ton in southern Louisiana. As to variations as to 
the amount of ice put into bunkers it said more extended tests 
were necessary, because, among other things, it was shown that 
9,201 pounds of ice were put in a smaller bunker while only 
8,689 pounds were put in the larger bunker. As to the cost of 
hauling ice in bunkers it said the carriers had submitted no 
evidence of out of pocket cost of such service; that as to cost 
of maintenance and repairs the figures had been made on a 
wrong basis; that the cost of switching cars, 35 cents, had been 
approved in other cases and that the cost of supervision figures 
were subject to infirmities and were unconvincing. 


MARSHALL AND JEFFERSON RATES 


In a report on further hearing in No. 14323, Cities of 
Marshall and Jefferson, Tex., et al. vs. Texas & Pacific et al., 
mimeographed, the Commission, following the principles an- 
nounced in the original report, 85 I. C. C. 115, has found rates 
from Kansas City, St. Louis, Memphis, New Orleans and points 
in defined territories, to the complaining points, unreasonable, 
since January 26, 1921, to the extent that they exceeded the 
aggregate of intermediates contemporaneously in effect and 
awarded reparation. 

It further found the present rates on sugar from New 
Orleans and points taking the same rates, to Marshall and Jef- 
ferson, just and reasonable, and prescribed a non-prejudicial 
relationship to Shreveport, La. 

As to rates on sugar, from New Orleans to the complaining 
cities, it found them unreasonable, since January 26, 1921, to 
the extent they exceeded the present rates, adjusted for that 
period to July 1, 1922, to reflect the reduction of that date, and 
awarded reparation. 

It found that no damage had been shown in consequence of 
the undue prejudice against Marshall and Jefferson or com- 
plainants at those points. 

The complaint attacked the class and commodity rates as 
unduly prejudicial to the complainants and unduly preferential 
of Shreveport, La., and TexarKana. Ark.-Tex. It also alleged 
that many of the rates were in excess of the aggregate of inter- 
mediates. No shippers were named as entitled to reparation, but 
reparation was requested on shipments that had moved since 
May 9, 1916. On that day an earlier case of the same title, 39 
I. C. C. 249, was decided. That complaint asked for reparation. 
December 8, 1923, division 4, found among other things that the 
rates were unreasonable to the extent they exceeded the aggre- 
gate of intermediates. Reparation was denied, as the record af- 
forded no basis for a finding as to those who paid the freight 
charges or suffered damage by reason of the undue prejudice, or 
the extent of that damage. At a hearing on January 26, 1923, 
a list of those entitled to reparation, containing more than 100 
names, was submitted. 

_ The case went forward on the assumption that the presump- 
tion of unreasonableness of rates in violation of the aggregate 


of intermediates had to be rebutted by the carriers if they wished 
to avoid reparation under the fourth section. The Commission 
said that if a violation of section 1 was sufficiently pleaded, 
the record fell far short of sustaining that allegation. 

In a dissent, Commissioner Woodlock expressed the opinion 
that the railroads had successfully rebutted the presumption of 
unreasonableness and therefore was unable to agree with the 
award of reparation. He was authorized to say that Commis- 
sioners Aitchison and Taylor agreed with him. 

The findings made by the majority are as follows: 


We find that the present rates on sugar, in carloads, from New 
Orleans and points taking the same rates to Marshall and Jefferson 
are, and for the future will be, just and reasonable maximum rates. 

We further find that the'rates on sugar, in carloads, from New 
Orleans and peints basing thereon to Marshall and Jefferson are, 
and for the future will be, unduly prejudicial to those points and 
unduly preferential of Shreveport to the extent that the rates to 
Marshall and Jefferson exceed those contemporaneously in effect to 
Shreveport by more than three cents and four cents, respectively. 

We further find that the rates on sugar, in carloads, from New 
Orleans and points taking the same rates to Marshall and Jefferson 
were unreasonable to the extent that they exceeded 51 cents and 
52 cents, respectively, from January 26, 1921, to July 1, 1922, and the 
present rates thereafter. 

We affirm our previous finding that the rates assailed to Marshall 
and Jefferson from Kansas City, St. Louis and Memphis and points 
in defined territories were unreasonable to the extent that they ex- 
ceeded the aggregate of intermediate rates contemporaneously in 
effect from and to the same points. 

We further find that the rates assailed from New Orleans and 
points in Louisiana taking the same rates to Marshall and Jefferson, 
except rates on sugar, were unreasonable to the extent that they 
exceeded the aggregate of intermediate rates contemporaneously in 
effect from and to the same points based on Shreveport. 

We further find that the rates from points in Atlantic seaboard 
territory, including Virginia cities, via Gulf and rail routes to Mar- 
shall and Jefferson were unreasonable to the extent that they exceeded 
the aggregate of intermediate rates contemporaneously in effect based 
on Shreveport. 

We further find that the rates assailed were not unreasonable 
except as indicated in the preceding paragraphs. 

With respect to rates on sugar from New Orleans and related 
points no order for the future will at present be entered, but de- 
fendants will be given an opportunity to reach an agreement with 
the Public Service Commission of Louisiana with respect to the 
intrastate rates involved in harmony with the finding herein. Should 
it develop that there are substantial commercial reasons for main- 
taining a more or less extensive group of sugar-producing points in 
Louisiana, the rates from such group may be based on the approxi- 
mate weighted average distance from the points therein rather 
than on the actual distance form New Orleans. 

Defendants agreed at the further hearing to accept affidavits 
from complainants as to the paying and bearing of the freight 
charges assessed at the rates herein found unreasonable.: These 
affidavits should show all pertinent facts including the method of 
purchase and sale, 

We further find that complainants who made shipments and paid 
and bore the charges thereon at the rates herein found unreasonable 
have been damaged thereby in the amount of the difference between 
the charges paid and those which would have accrued at the rates 
herein found reasonable, and that they are entitled to reparation, 
with interest. 


HIGHER MINIMUM UNJUSTIFIED 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, on I. and S. No. 2721, minimum weight 
on iron and steel pipe and tubing in Official Classification terri- 
tory, mimeographed, has found not justified a proposed increase 
in the minimum carload weight, from 36,000 to 46,000 pounds, on 
wrought iron pipe and seamless iron and steel tubing, from and 
to points in Official Classification territory. The suspended 
schedules have been ordered cancelled. 

Protests of boilermakers, fire extinguisher and sprinkler 
manufacturers caused the suspension of the schedules, except 
four individual line tariffs, which through inadvertence, the Com- 
mission said, became effective December 29. Mr. McManamy 
said it was understood they were to be cancelled on short notice. 

_ The object of the carriers, as set forth by them in their 
defense of their proposal, was to save equipment. They said 
there was available, in Official Classification territory, a large 
number of mill-type gondolas, particularly suitable and largely 
used for wrought iron pipe shipment, with a capacity of 100,000. 
The carriers professed to fear shortage in the supply of such 
cars on account of light loading. They said that in 1925 the 
aggregate weight carrying capacity of freight cars in the coun- 
try was 105,569,386 tons; that in 1902 the average car capacity 
was 56,000 pounds, whereas in 1925, it was 89,000 pounds. They 
said that if the average car capacity had not increased but had 
remained at 56,000 pounds, the carriers, to meet the increase in 
loading since 1902, would have had to furnish 1,413,109 more 
cars in 1925 than they did furnish. 

A number of large jobbers and manufacturers, who inter- 
vened, the Commissioner said, testified in support of the pro- 
posed increase. He said that apparently the increase to 46,000 
pounds would not hurt them because their weights usually ex- 
ceeded 46,000 pounds. 
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Shippers of sprinkler or fire extinguisher systems, the re- 
port said, made shipments of less than 46,000 pounds and some- 
times of less than 36,000, such articles going direct to con- 
sumers. Other protestants, he said, made mixed shipments of 
iron and steel articles, including the pipe and tubing involved 
in this case. In disposing of the case, the Commission said: 


Wrought iron pipe and iron and steel tubing move on fifth-class 
rates except for short hauls. Protestants contend that there is no 
justification for singling out wrought iron pipe and seamless iron or 
steel tubing and subjecting these articles to an increase in minimum 
weight when no such action is taken in connection with other iron 
or steel articles. In behalf of protestants it was testified that of 
the 661 iron and steel articles classified fifth class in carloads in 
the official classification, all but 18 are subject to minima not in 
excess of 36,000 pounds; that of the 18 excepted articles 13 are sub- 
ject to a minimum of 40,000 pounds, 1 to 46,000 pounds, and 4 to 50,000 
pounds; that practically all of the articles subject to minima in 
excess of 36,000 pounds generally move under commodity rates; that 
of the 223 iron and steel articles named in exceptions to the official 
classification, all but one are subject to the classification minima, 
and that many of the articles, taking the minimum of 36,000 pounds, 
will load in excess of that weight and more heavily than the articles 
here considered. Protestants state that inasmuch as the proposal 
to reduce the minimum weight was brought about because of diffi- 
culty encountered in policing the shipments, it may be taken for 
granted that the same trouble will recur, if the proposed increase 
is permitted. * * * 

We have frequently approved efforts of the carriers designed 
to bring about a more adequate utilization of their equipment. How- 
ever, upon consideration of the facts of record in this proceeding 
it is apparent that the increased minimum here proposed would not 
furnish any substantial incentive toward increased loading on the 
part of large or small manufacturers, jobbers, or consumers. The 
former are, and have been, loading far in excess of not only the 
present minimum but also the proposed minimum. The latter are 
undoubtedly loading as heavily as the nature of their business per- 
mits, as it is mainifestly their interest to do. The proposed minimum 
would not result in any materially increased loading by these shippers. 
It would result in materially increased charges to them for space 
that is not needed and can not be used, or in the form of less-than- 
carload rates. It would operate to the advantage of the large shipper 
and to the disadvantage of the small shipper by diverting business 
from the latter to the former. It would also result in materially in- 
creased charges on mixed shipments of the articles here considered 
and other articles of iron and steel now taking the same rates and 
a minimum of 36,000 pounds. It would constitute a marked exception 
to the minimum prevailing on practically all articles of iron and steel 
classified fifth class and moving on class rates, an exception for 
which no adequate reason is disclosed upon this record. : 

We find that the proposed increased minimum has not been justi- 
fied. The suspended schedules will be ordered canceled and this 
proceeding discontinued. 


. PRESUMPTION NOT OVERCOME 


With nine Commissioners voting, the Commission, in No. 
16197, Atlas Portland Cement Co. vs. Northampton & Bath et al., 
mimeographed, has found a rate of 26 cents on 23 carloads of 
cement shipped from Navarro, Pa., to Dunraven, N. Y., unrea- 
sonable to the extent it exceeded 22.25 cents and awarded repar- 
ation. The 26-cent rate, imposed on shipments made in 1922, 
was in disregard of the long and short haul part of the fourth 
section. The carriers said the fourth section departure was 
made on account of competition. Later, the 26-cent rate was 


also reduced, on account of truck competition, to the 22.25 cent 
level. ae 


The complaint alleged the combination of 26 cents was unrea- 
sonable and also in violation of the long and short haul part 
of the fourth section. It was found that the rate was being 
maintained without fourth section permission or even an appli- 
cation for its continuance. 

The case was originally tried under the shortened procedure 
plan. No exceptions were filed to the first proposed report. 
After its service, however, the report said, the complainant filed 
a petition to reopen the case for the introduction of testimony 
to show damage by reason of the fourth section departure. The 
petition was granted. Another proposed report was served and 
argument was had on the subject. 

There was no dispute about the facts or any question of 
tariff interpretation. The issue turned on the question whether 
reparation should be granted, there having been no evidence, the 
Commission said, of damage necessary to an award of reparation 
under section 4. 

On that point the Commission said that the unlawful rate 
situation shown by the record raised a presumption of unrea- 
sonableness and that the mere assertion of the defendants that 
the rate to the farther disant point was depressed by reason of 
competition and that the rate assailed was subsequently reduced 
for the same reason, unsupported by evidence as to the reason- 
ableness of other of the rates, was insufficient to overcome that 
presumption. 

Five of the nine Commissioners voting on the case, Com- 
missioner Hall not participating, wrote or assented to concurring 
or dissenting views, Chairman Esch leading a dissenting party 
of three, Commissioners Eastman and Woodlock, concurring 
parties, consisting of themselves. These separate expressions 
cover the perplexing subject of fourth section reparation so 
pointedly that they are herewith given. 

Commissioner Eastman, concurring, said: 


In the dissenting expression of the chairman it is stated that 
the decision of the majority “is counter to a long line of previous 
decisions,” which are then listed. I believe this to be a misappre- 
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hension of the situation. What these cases hold is that a violation 
of the long-and-short haul clause of the fourth section does not in 
itself establish the unreasonableness of the higher rate. With that 
I agree, and it is not inconsistent with what is here decided. Viola- 
tion of the long-and-short-haul clause does not ‘“‘in itself’ prove un- 
reasonableness, but only raises a presumption of unreasonableness. 
This presumption may, as here, justify a finding of unreasonableness, 
but only when accompanied by absence of rebutting evidence. 

As for the presumption, what the Supreme Court said in the 
Patterson case may have been obiter, but it was merely a state- 
ment of what would in any event, it seems to me, have been self- 
evident. When a carrier charges more for a short haul than it 
voluntarily charges for the greater service of a longer haul over the 
same route, the conclusion from that fact standing alone must be 
that the charge for the shorter haul and lesser service is unreason- 
able. In other words, it is a situation which calls for explanation 
and places a burden of proof upon the carrier. It may be able to 
meet that burden without difficulty, but until it does the conclusion 
inevitably follows. Here not only was no evidence produced suffi- 
cient to rebut the presumption, but there is the added evidence of 
unreasonableness that no fourth-section relief was sought and the 
offending higher rate was subsequently reduced voluntarily. 


Commissioner Woodlock, concurring, said: 


I concur in the conclusion purely on the ground that a rate of 
26 cents for 180 miles on cement loading over 85,000 pounds per car 
is more than reasonable, regardless of the violation of the long-and- 
short-haul clause of the fourth section. 


Chairman Esch, dissenting, said: 


The expression of the Supreme Court in the Patterson case was 
purely obiter dicta, since the court was dealing with departures 
from the aggregate-of-intermediate-rates provision, and it expressly 
held that the question of reasonableness under section 1 was not in 
issue. There does not appear to be any more reason for presuming 
that the rate to the intermediate point is too high than that the 
rate to the farther distant point is too low, if we lay aside any 
hought of penalizing the carrier, which is specifically provided for 
elsewhere in the act. The majority’s decision is counter to a long 
line of previous decisions, including Oregon Fruit Co. vs. §. P. Ce., 
50 I. C. C. 719; Iten Biscuit Co. vs. C. B. & Q. R. R. Co.:,. 66.1. CG. C. 
724, 53 I. C., C. 729; Memphis Freight Bureau vs. C. G. W. R. R. 
Co., 81 I. C. C. 626; Colorado Milling and Elevator Co. vs. Director 
gar on 87 I. C. C. 222; Central Pennsylvania Lumber Co. vs. T. V. 

y. Co., 88 I. C. C. 303; Diamond Match Co. vs. Director General, 

. C. C. 68; Vossler Co. vs. E. J. & E. Ry. Coa,,.96 - © €. %; 
Moore-Lawless Grain Co. vs. C. B. & Q. R. R. Co., 101 I. C. C. 52; and 
Ohio Farm Bureau Federation vs. N. Y. C. R. R. Co., 14 Fc. S. 
490. See also Davis vs. Portland Seed Co., 264 U. S. 403. 


I am authorized to state th i 
Join’ in ae Tee oO at Commissioners Aitchison and Lewis 


N. & W. MUST STOP TO UNLOAD 


The Commission, by division 3, in No. 17187, Ohio Farm 
Bureau Federation et al. vs. Norfolk & Western, mimeographed, 
has found the failure of the defendant to provide for stoppage, 
in transit, partly to unload carload shipments of feed, fertilizer, 
tankage and twine, to be unreasonable and requires that carrier 
provide such a service in Central territory. No order, how- 
ever, was issued and the amount of the charge the carrier is 
to make for the service is not set forth. The Commission con- 
tented itself with saying the defendant was expected to publish 
and maintain a tariff rule in accordance with the findings. 

The complainant alleged the failure of the Norfolk & 
Western to provide such a rule was in violation of the first 
section. The Commission was asked to require the establishment 
of such a service at a cost of $6.30 per car for each stop. The 
complaint also covered the failure to provide for stoppage to 
finish loading, but the report said that that phase of the com- 
plaint was withdrawn at the hearing. A like complaint was 
filed with the Ohio commission to cover intrastate traffic. 

All carriers in Central territory, except the defendant, the 
Chesapeake & Ohio and a few smaller lines, the report said, 
provided for such a service, with no restriction as to the amount 
of freight that might be unloaded. The practices of the other 
carriers, however, are not uniform. The Norfolk & Western 
objected on the grounds, among others, that the stoppage 
privilege worked to the disadvantage of shippers who could not 
ship in carloads, and of jobbers who received goods in carloads 
and distributed in less than carloads, deprived the carrier of 
less-than-carload revenue, was difficult to police and caused 


errors on the part of carrier agents. In disposing of the case, 
the Commission, in part said: 





In general the difficulties, abuses and errors to be encountered 
by carriers in the performance of the stop-off service are not ma- 
terially different from those met in the performance of their duties 
in connection with the general practice of milling grain in transit, 
the reconsignment of carload traffic and other transit services, gen- 
— recognized as commercial necessities. 

t_is evident that the stoppage of cars in transit for a partial 


_. unloading as desired by complainants would afford farmers an op- 


portunity to obtain fertilizer, feed and other necessities at carload 
rates without the inconvenience of trucking for great distances and 
without injury, undue hazard or burden to the carrier, if properly 
limited and restricted. It should not be available where a back 
haul or an unduly circutous out-of-line haul is required, or in other 


instances generally excepted in tariffs by carriers maintaining this 
practice. 


Commission Hall, dissenting, said: 


The only defendant is the Norfolk & Western. It furnishes 
the usual carload service from origin to destination on all com- 
modities. So does the Chesakeape & Ohio. Neither of them accords 


‘to shippers or consignees the additional and exceptions service here 


required from the Norfolk & Western on four commodities. Its fail- 
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ure to do what some of its neighbors do in that respect is found 
unreasonable. If unreasonable on four commodities, why not on forty, 
or on all? How can the asserted usage of other carriers become the 
test of unreasonableness? The majority make no order and content 
themselves with an expression of what they expect. Believing, as 
I do, that there is no foundation in law or in fact for the finding 
and conclusions reached, I deem it unnecessary to develop in detail 
the grounds of my dissent. 


KANSAS CITY SWITCHING 


The Commission, by division 3, in I. and S. No. 2724, Absorp- 
tion of Switching Charges at North Kansas City, Mo., mimeo- 
graphed, has found justified the proposed cancellation, by the 
St. Louis-San Francisco, of its absorption of switching charges 
of connecting lines on grain, seeds and hay at North Kansas 
City, Mo. By so doing the Commission brings about uniformity 
in absorption practices in the Kansas City switching district 
in accordance with an agreement between carriers to cancel all 
absorptions on grain, seeds and hay in the Kansas City district. 
That agreement grew out of the Commission’s decision in 
Switching Charges at North Kansas City, 91 I. C. C. 369. In 
that case the Commission said that all shippers in the district, 
similarly situated, should be placed upon the same basis, as 
the carriers said they were trying to do. The Commission 
pointed out, however, that the suspended schedules with which 
it was dealing in that case, if permitted to become effective, 
would result in many fourth section violations. Its condemna- 
tion of the. schedules was without prejudice to the filing of new 
ones which would accomplish the result without violating the 
fourth section. 

Two sets of schedules filed by the St. Louis-San Francisco 
were suspended. Both were filed with a view to correcting er- 
rors, because that carrier, in its first effort made errors, and in 
its effort to correct the first error it failed to cover all the 
defects. 

Protest by the Arcady Farms Milling Co. caused the suspen- 
sion of the schedules. It contended that the charges resulting 
from the cancellation would be unreasonable, unduly prejudicial 
to it and in violation of the long and short haul part of the 
fourth section. The respondent said the fourth section violations 
claimed by the protestant would not take place. 

The Commission, with Commissioner Campbell dissenting, 
but not stating his views, in disposing of the case said: 


If the second suspended schedule is permitted to become effective 
the existing preference of protestant and other industries at North 
Kansas City and prejudice against industries in Kansas City will 
be removed. The desirability of such a result is obvious. If, as con- 
tended by protestant, its plant is directly intermediate to St. Joseph 
within the meaning of the fourth section, it is worthy of note that 
industries in Kansas City, where the switching charges on grain, 
seeds, and hay are not absorbed, are quite as directly intermediate 
to its plant. Without undertaking, upon this record, to which only 
one of the carriers entering Kansas City is party, to decide the 
various fourth-section questions which might arise in this as in any 
other switching district upon such a contention as that made by 
protestant, and which should be dealt with in an appropriate proceed- 
ing upon an adequate record, we are of opinion that the desirability 
of placing protestant’s industry upon the same basis as all other 
industries similarly situated within the Kansas City switching limits 
outweighs the possibility that on some future record a violation of 
the fourth section may be found to have resulted. 

We find that the second suspended schedule, filed to become 
effective August 30, 1926, has been justified. An order will be entered 
discontinuing this proceeding as of February 10, 1927. 


REPARATION ON EGGS 


A finding of unreasonableness and an award of reparation 
have been made in No. 17676, Sheaffer & Marvel vs. Baltimore 
& Ohio et al., mimeographed, as to the rates on eggs, in car- 
loads, from Brownwood and Killeen, Tex., to Philadelphia, 
shipped in 1923. The Commission, by division 4, found the 
rates unreasonable to the extent they exceeded $2.205 and 
awarded reparation on two carloads. 


CANADIAN-AMERICAN RATES 


In No. 16892, American Cement Tile Manufacturing Com- 
pany vs. Pennsylvania et al., mimeographed, the Commission, 
by division 4, again deals with the question of joint rates be- 
tween the United States and Canada. It found rates on cement 
roofing slabs, reinforced with metal, in carloads, from Wampum, 
Pa., to Toronto, Ont., unreasonable to the extent they exceed or 
may exceed 75 per cent of sixth class and awarded reparation 
to that basis. No order for the future was entered but the 
Commission said that if the carriers did not, within a reason- 
able time, comply with-.the finding, the matter might again be 
brought to its attention for appropriate action looking to the 
establishment of a reasonable rate for that part of the haul 
within the United States. It called attention, as usual in such 
oat to its decision in the International Nickel case, 66 I. C. 

In its award of reparation it called attention to the fact 
that its order ran only against the defendants in the United 
States, without prejudice, however, to the right of the Canadian 
lines to participate in the reparation. : 

Commissioner Meyer concurred with Commissioner East- 
man in making the decision solely for the purpose, as he did in 
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the International Nickel case, of facilitating a judicial deter- 
mination of the questions involved. 

Commissioner Woodlock dissented because he said, as in 
the dissent he wrote in the Spanish River Pulp & Paper Mills 
case, 113 I. C. C. 343, he could not see how the Commission 
could pass upon the reasonableness of a through rate between 
points in the United States and Canada. 


RATE WAS APPLICABLE 


The Commission, by division 4, has dismissed No. 17114, 
Cronk & Carrier Manufacturing Company vs. Gulf, Mobile & 
Northern et al., mimeographed, finding the rate charged on 
eleven carloads of wooden handles, from Meridian and Pyland, 
Miss., to Montour Falls, N. Y., between December 1, 1922, and 
June 14, 1924, was applicable. The rate was the sixth class of 
87.5 cents. The Commission found one shipment was under- 
charged because a rate of only 87 cents was imposed. The rate 
was alleged to be inapplicable and in violation of the first three 
sections. 


LUMBER RATES CONDEMNED 


The Commission, by division 3, in No. 16457, New Jersey 
Lumbermen’s Committee vs. Atlantic Coast Line et al., mimeo- 
graphed, has found rates on lumber and forest products taking 
the same rates, from points in southeastern and Carolina terri- 
tories and Virginia Cities, to Jersey City, Trenton and other 
destinations in New Jersey not unreasonable except to the ex- 
tent the rates for Delaware, Lackwanna & Western and Erie 
deliveries at Newark and Harrison and Erie delivery at Wee- 
hawken exceed those prescribed in North Carolina Pine Associ- 
ation case, 85 I. C. C. 270. No order was issued but the car- 
riers were directed to comply promptly with the order in that 
case. The report said the record did not show that there had 
been any shipments to Newark, Harrison or Weehawken under 
the rates found unreasonable. 


OIL CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17598, 
Thomas Traffic Company vs. Los Angeles & Salt Lake, mimeo- 
graphed, on a finding that a rate of 8 cents on 44 carloads of 
petroleum refined oil, from O’Donnell Spur to Wilmington, 
Calif., for export, imposed on shipments moving between July 
and November, 1923, was not unreasonable. Two locals of 4 
cents were imposed. The complainant contended that two lo- 
cals contemplated two terminal services for each rate and that 
inasmuch as but two terminal services were performed under 
the combined locals the rate should have been less than the 
combination. The rate was reduced to 7 cents dfter the ship- 
ments were made, on account, as the defendant contended, of 
carrier competition. The Commission said that no discrimina- 
tive evidence was submitted. ‘ 

? 


LUMBER OVERCHARGE REPARATION 
The Commission, by division 4, in No. 17488, National- 
American Wholesale Lumber Association, Inc., for Robert R. 
Sizer & Co., vs. Atlantic Coast Line et al., mimeographed, has 
found an‘ overcharge on a carload of lumber shipped from 


Charleston, S. C., to Armory, Mass., and reconsigned to Boston, 


in November, 1922. It found the car was overcharged to the 
extent the rate exceeded 42 cents plus a reconsignment charge 
of $2.70, and awarded reparation to that basis. 

The carriers contended that the 42 cent rate was not ap- 
plicable to the route of movement over the New York Central 
and Boston & Albany because the concurrence symbols FX-4 
and FX-3 of those roads were shown with a circled 1 reference 
“Issued in favor of Southern Railway.” The Commission said 
that that contention was not meritorious. It pointed out that 
there was nothing in the body of the tariff that limited the ap- 
plication of the rates named therein in the manner claimed by 
defendants. It said that in Healy & Towle vs. C. & N. W., 43 
I. C. C. 83, it had called attention to the fact that concurrence 
sheets were not posted in the same manner as tariffs and that 
no opportunity was afforded the general: public to ascertain 
whether or not the concurrences limited the application of the 
tariff in so far as the participating road was concerned. 


AUTOMATIC TRAIN DEVICES 


The Commission, by division 1, in No. 13413 (sub No. 24), 
mimeographed, after inspection and test, has found the instal- 
lation of an automatic train-stop device, by the General Railway 
Signal Co., on the Baltimore division (west end) of the Balti- 
more & Ohio, to meet the requirements of its specifications 
and order and approved the installation. It has prescribed re- 
quirements in respect of apparatus and operations with which 
the carrier is expected promptly to comply. 


IMPORTED WOOD PULP RATE 


The Commission, by division 3, in No. 17049, United Paper- 
board Co., Inc., vs. Boston & Maine et al., mimeographed, has 
found the rate of 37.5 cents on imported wood pulp, carloads, 
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from Boston, 'Mass., to Whippany, N. J., imposed on shipments 
since September 1, 1924, to be unreasonable to the extent 
it exceeded, exceeds, or may exceed, 28.5 cents. It has 
awarded reparation. The lower rate is to be made effective not 
later than March 15. 


DEMURRAGE CASES DISMISSED 


The Commission, by division 4, has dismissed No. 17694, 
Milne Lumber Co. vs. Detroit, Toledo & Ironton, mimeographed, 
finding the demurrage charges collected on lumber at Detroit 
on one carload of lumber less than applicable, and on one car 
in excess of the applicable charges. The report also includes 
a sub-number, Same vs. Same. The Commission said the charges 
should be adjusted in accordance with the finding. The ship- 
ments were made in 1924. 


LIMESTONE RATES ORDERED 


The Commission, by division 4, in a report written by Com- 
missioner Woodlock, in No. 16278, Grangers Manufacturing Co. 
vs. New York Central et al., mimeographed, has found rates on 
agricultural limestone, from West Stockbridge, Mass., to points 
in eastern New York, unreasonable and unduly prejudicial. It 
said that no shipments had moved at the unreasonable rates; 
that no damage had been shown to have resulted from the un- 
due prejudice; that the evidence with respect to damage was 
too uncertain and speculative to afford a sufficient basis for 
an award of reparation and that reparation, therefore, was de- 
nied. Specific rates, ranging from 7.5 cents from West Stock- 
bridge to Albany, N. Y., to 13 cents to Lehigh, Pa., were ap- 
—— The rate to Yonkers is 10 cents and Binghamton 11 
cents. 

No order was issued, but the carriers were given 90 days 
to put the adjustment into effect. The destination area, roughly, 
was the triangle bounded by lines from New York City to Bing- 
hamton, Binghamton to Albany, and Albany to New York City. 


TRAIN CONTROL DEVICES 


The Commission, by division 1, in No. 13413, the automatic 
train control device case, Sub. No. 23, mimeographed, after in- 
spection and test, has found the installation of automatic de- 
vices, by the General Railway Signal Company, on the Champlain 
division of the Delaware & Hudson to meet the requirements 
of its specifications and order, except as to certain apparatus 
and operations. It has prescribed requirements with which the 
carrier is expected promptly to comply. 


CARROT INCREASES ALLOWED 


The Commission, by division 3, in I. and S. No. 2782, esti- 
mated weights on carrots from Mississippi and Louisiana to 
northern, eastern and western points, mimeographed, has found 
justified the proposed increased estimated weights on carrots 
from points on the Illinois Central and Yazoo & Mississippi 
Valley, vacated its order of suspension and discontinued the 
proceeding. The schedules were suspended upon the protests 
of the Louisiana commission and the Associated Traffic Bureau 
of Kalamazoo, Mich. 

Uniformity of weights, approximating the actual weights, 
the carriers said, was sought. They conducted weight tests and 
found that the actual weights were greater than the estimated 
weights to which objection had been made, or that the capacity 
of containers was not actually used. The proposed weights are 
the same as those on beets. The Commission said it seemed 
clearly established that the bushel container would hold 40 
pounds, the proposed estimated weight, and that the seven- 
eighths bushel container, if properly packed, would hold 35 
pounds, the proposed weight. They were the weights about 
which there was much contention. 


LIVE STOCK REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13198, Chicago Live Stock Exchange vs. 
Director-General, as agent, Chicago & North Western et al., as 
to rates, in the federal control period, from St. Cloud and other 
points in Wisconsin, to Chicago. In the federal control period 
disarranged schedules made it necessary to send the stock over 
the Soo Line from Fond du Lac, Wis., to Chicago instead of 
sending the cattle all the way over the North Western. The 
shippers said the service was no more valuable to them than 
over the North Western direct. The Commission found the rates 
unreasonable to the extent they exceeded those which would have 
applied over the North Western rails all the way and awarded 
reparation to that basis. 


PAVING BRICK TO FLORIDA 


The Commission, in fourth section application No. 12655, 
paving brick to Florida points, mimeographed, has. denied au- 
thority to establish rates on paving brick from the paving brick 
center in the southeast, in the Birmingham group, to Tampa, St. 
Petersburg, Palmetto, Bradentown and Sarasota, Fla., all around 
Tampa Bay, lower than the rates contemporaneously maintained 
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to intermediate points. The denial is made in fourth section 
order No. 9440. The desire of the carriers was to meet water, 
water-and-rail and market competition, from Westport, Md., and 
prospective paving brick importations from Holand, Belgium and 
England. The rates proposed were 18.5 cents from Robbins, 
Tenn., and Birmingham, Ala., and 15.5 cents from Campania, Ga., 
to Tampa, in place of rates of 25, 23.5 and 19.5 cents, now in 
effect. 

In disposing of the case the Commission pointed out that 
the present rates from Robbins and Campania to Tampa yielded 
6.1 and 7 mills, ‘respectively, while the proposed rates would 
yield only 4.55 and 5.6 mills, respeuctively. It pointed out that 
the average operating expenses of the Seaboard, in 1923, were 
10.3 mills on an average haul of 175 miles; those of the Southern 
10.26 mills on an average haul of 178 miles and on the Louisville 
& Nashville 8.26 mills on an average haul of 209 miles. 


SCRAP CAR WHEEL RATES 


A finding of unreasonableness and undue prejudice and an 
award of reparation have been made in No. 18222, Hyman- 
Michaels Company vs. B. & O. et al., mimeographed, as to the 
joint class rates applicable on scrap car wheels, carloads, from 
Windsor, Ont., to Michigan City, Ind., and Pullman, Ill. The 
Commission said the question as to jurisdiction presented in 
this case did not differ from that in International Nickel Com- 
pany vs. Director-General, 61 I. C. C. 627, and that until the 
issue of law therein stated had been reviewed by the courts 
there was no valid reason why a different conclusion should 
be reached upon the facts in this case. 

The Commission, by division 3, found that the joint class 
rates applicable were, are and for the future will be, in so far 
as the transportation takes place within the United States, un- 
reasonable and unduly prejudicial to the extent that they ex- 
ceed or may exceed a rate to Michigan City of $4.20 per long 
ton, or a rate to Pullman of $4.50 per ton. The Commission 
found outstanding undercharges which it said might be waived. 
It issued a cease and desist order but no order for the future. 


ELECTRIC CRANE GIRDER RATE 

The Commission, by division 4, in No. 17014, Knight-Lut- 
trell Iron Company, Inc., vs. Seaboard Air Line et al., mimeo- 
graphed, has found the sixth class rate of 88.5 cents charged 
on electric crane girders, carloads, from Pittsburgh, Pa., to At- 
lanta, Ga., inapplicable and awarded reparation on shipments 
made in January, 1924. It found that the applicable rate was 
58 cents on a minimum of 60,000 and awarded reparation to 
that basis. 


STONE CASE DISMISSED 


The Commission, by division 1, has dismissed No. 17190, 
Racine Crushed Stone Company vs. C. M. & St. P. et al., mime- 
ographed, finding the rate imposed on crushed stone from Ra- 
cine, Wis., to Chicago and other points in Illinois since June 1, 
1923, not unjust or unreasonable. 


SAND CASE DISMISSED 


The Commission, by division 1, has dismissed No. 17337, 
Racine Crushed Stone Company vs. C. M. & St. P. et al., mime- 
ographed, finding that shipments of sand and gravel since 
March 1, 1924, from Beloit, Wis., to Beach and Waukegan, IIl., 
and Kenosha, Wis., had not been misrouted as alleged and that 
the rates charged were not unreasonable or otherwise unlaw- 
ful. The rates were alleged to be unjust and unreasonable. 
Reparation was sought in an amount of $2.70 per car which 
was imposed as a switching charge. It was alleged not to be 
applicable. 


REVISION WAS GENERAL 


The Commission, by division 1, has dismissed No. 17263, 
Murphysboro Paving Brick Company vs. Mobile & Ohio et al., 
mimeographed, thereby denying reparation on ten carloads of 
paving brick from Murphysboro, Ill., to Hickman, Ky., which 
moved prior to the general readjustment of rates on brick and 
clay products in southern territory. The defendants pointed 
out that the rate assailed was the lawfully applicable one at the 
time the shipments moved; that it was established in compli- 
ance with the Commission’s order in I. and S. No. 1303 and that 
it remained in effect until a rate of 9 cents was established in 
accordance with the mileage scale: prescribed in Brick and 
Clay Products in the South, 88 I. C. C. 543, generally. known as 
the Southern Brick Case. The Commission said the revision 
orderer by it, to the basis of which the complainant sought 
reparation, affected a large territory and involved many in- 
creases as well as reductions. In such circumstances, it said, 
it had consistently denied reparation. 


BOX SHOOK RATES 


In No. 16778, W. M. Cady Lumber Company et al. vs. The 
Apache et al., mimeographed, the Commission, by division 1, 
in a report written by Commissioner Taylor, has found rates 00 
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lumber and box shooks from Flagstaff and McNary, Ariz., to 
points in the Imperial Valley of California, unreasonable to the 
extent they exceeded, exceed or may exceed 44.5 cents from 
Flagstaff, and 49.5 cents from McNary. The finding extends to 
branch line as well as main line destinations. The new rates 
were ordered to be established not later than March 25. Rep- 
aration was awarded to the Flagstaff Lumber Company on ship- 
ments made between April 1 and July 1, 1923, from Flagstaff, 
Ariz., to Westmoreland, Calif. The report covers a sub-number, 
Flagstaff Lumber Company vs. Arizona Eastern et al. 


SUGAR TO LYNCHBURG 

The Commission, by division 3, in No. 17521, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. Pennsylvania et al., 
mimeographed, has found the rate on sugar, carloads, from 
Yonkers and Brooklyn, N. Y., to Lynchburg, Va., unreasonable, 
to the extent that it exceeded 39 cents, and awarded reparation 
to that basis, on shipments in 1920 and 1921. A rate of 42 
cents was applied while contemporaneously there were lower 
rates from Brooklyn and Yonkers to Lone Jack and other 


_ points farther distant than Lynchburg. 


Commissioner Hall dissented, saying that the earnings on 
the applicable rate compared favorably with rates on sugar on 
comparable hauls from Savannah, Ga., and New York to desti- 
nations in Ohio and Virginia. 


INTENT NOT SUPERIOR TO TERMS 


The Commission, in No. 16576, Delmar Company vs. Great 
Northern, mimeographed, has found local rates on grain from 
points in Montana, North Dakota, South Dakota, and Minnesota 
to Duluth, Minn., and Superior, Wis., unrestricted as to routing, 
applicable through Minneapolis as well as over the more direct 
routes, except where the tariffs provided for an additional charge 
beyond Minneapolis. It awarded reparation. The report also 
covers No. 16466, International Grain Company vs. Northern 
Pacific et al. and five sub-numbers thereunder: Hatton Farmers’ 
Elevator Company vs. Great Northern; International Grain Com- 
pany vs. Great Northern; Same vs. Minneapolis, St. Paul & Sault 
Ste. Marie; Same vs. Same; and Buxton Grain & Potato Com- 
pany vs. Great Northern. 

The question was as to these terms of the tariffs in the 
course of which the Commission said the intent of a tariff was 
not superior to its terms, applied within reason. The absence 
of routing restrictions and of any addition to that rate provided 
by the tariff, the Commission said, made the rate (in this in- 
stance the Duluth-Superior rate), applicable over any route des- 
ignated by the shipper. 

The complainant, in the title case, alleged that the rates 
charged on various sorts of grain, between May 3 and Sept. 10, 
1922, from the origin territory hereinbefore mentioned, originally 
billed to Minneapolis, and reconsigned to Superior, Wis., were 
inapplicable. Reparation only was thought. The shipments 
moved over the Great Northern. The complainant paid the 
through rates to Minneapolis and 6 cents on corn, oats, and rye 
and 6.5 cents on the wheat for the part of the haul from Minne- 
apolis to Superior. 

The question was as to whether shipments were required 
to go by the short routes to Duluth and Superior on the through 
rates or -whether they might be sent via Minneapolis. The 
longer routes involve hauls ranging from 12 to 23 miles greater 
than the direct routes. The Commission said a specific tariff 
rule restricting the rate to the short route was established on 
September 25, 1923, after the shipments in question had moved. 
Prior to that time there was a question as to whether the tariffs 
were sufficient to restrict the shipments to the direct route. 
The carriers claimed that the tariffs were sufficient and there- 
fore exacted 6 and 6.5 cents for hauls from Minneapolis to Duluth 
and Superior in instances where the grain was sent via that 
market. In disposing of the case the Commission said: 


The Great Northern here contends that tariffs are to be con- 
strued in the same way as any other legal document, in accordance 
with their evident intent, and that the intention of the Great North- 
ern to restrict the Duluth rate to the direct route is evidence by the 
general custom of years, acquiesced in by shippers; by_the publication 
of higher rates to points hetween Minneapolis and Duluth than to 
Duluth; and by its tariff provision for the application of the direct 
_ —_— indirect routes in certain instances specifically referred to 
of record. 

The intent of a tariff is not superior to its terms, applied within 
reason. The absence of routing restrictions and of any addition 
to that rate provided by tariff, such as the Northern Pacific provided 
for in its rule 33, made the Duluth rate applicable over any open 
route designated by the shipper. 

We find that complainants in Nos. 16576, 16466 (Sub. No. 
1), 16466 (Sub. No. 2), and 16466 (Sub. No. 5), made shipments over 
the Great Northern and paid and bore the charges thereon; that 
they were amaged thereby in the amount of the difference between 

e charges paid and those which would have accrued at the ap- 
Dlicable rate; and that they are entitled to reparation, with interest. 
They should comply with rule V of the rules of practice. 


Commissioner Taylor, dissenting, said he could not agree 
with the majority in its finding that the through rates from the 
Points of origin in question to Duluth and Superior, without 
the additional 6 or 6.5 cents beyond Minneapolis, were applicable 
on shipments moving through Minneapolis over the Great North- 
ern. He said he was unable to accept complainants’ view that in 


the absence of routing restriction a shipper had the right to 
route his traffic when moving over only one line by any route 
he might select no matter how circuitous. He said he was op- 
posed to upholding such a contention and believed that even 
where rates were unrestricted as to routing the shippers had to 
use reasonably direct routes. In the instant case, he said, the 
reasonably direct route was via Willmar and St. Cloud, Minn., 
and not through Minneapolis, the latter involving materially 
greater hauls and expensive terminal handling at that point. 
Continuing, he said: 


Paragraph 8 of section 15 confers upon the shipper the right to 
designate routing of his traffic where joint line hauls are involved and 
two or more through routes and through rates are available. It 
does not confer this authority upon the shipper where, as in this 
case, the movements are over a single line. 

To have maintained the through rates from Buxton and other orig- 
inating points to Superior and Duluth via Minneapolis would have 
resulted in fourth-section violations at intermediate points between 
Minneapolis and Superior and Duluth. I am of the opinion that the 
tariff should be interpreted in such a way as not to produce the 
unlawful result of a fourth-section violation. The record shows that 
for many years prior to the movement of the shipments in question 
the carriers uniformly charged, on similar shipments, the combination 
rates, consisting of the rate to Minneapolis and the proportional 
beyond, without protest from the shipper. 


WOOL RATES INVESTIGATION 


The Commission, on further hearing; in No. 14787, wool rates 
investigation, 1923, mimeographed, has definitely held that it 
has power to establish through routes and to prescribe reasonable 
maximum joint rail-and-water rates on wool and mohair from in- 
terior points on shipments moving via Pacific ports and Panama 
Canal to Boston and other north Atlantic ports. It affirmed the 
original finding (91 I. C. C. 235) that the establishment of such 
through routes and joint rates was not neeessary or desirable 
in the public interest and that the failure of the carriers to 
establish such routes and rates was not unreasonable or other- 
wise unlawful. 


AUTOMATIC TRAIN DEVICE 


The Commission, by division 1, in No. 13413 (Sub. No. 27), 
after inspection and test, has found the installation of a train- 
stop device by the General Railway Signal Company on parts 
of the New Jersey & Lehigh and New York divisions of the 
Lehigh Valley system, to meet the requirement of its specifica- 
tions and order. It has approved the installation with excep- 
tions and has prescribed requirements as to apparatus and 
operation with which the carrier is expected promptly to comply. 


SOUTHWESTERN PACKER RATES. 


In a report on No. 15028, Peyton Packing Co. vs. Abilene & 
Southern et al., mimeographed, written by Commissioner Wood- 
lock, the Commission, by division 4, found the rates on glue 
stock, carloads, from El Paso, Tex., to Chicago and St. Louis 
unreasonable to the extent they exceed or may exceed 67.5 cents 
to Chicago and 59.5 cents to St. Louis. It said the record was 
insufficient to warrant findings as to points other than St. Louis 
and Chicago. : 

A further finding is that the rates on soap stock from El 
Paso to Los Angeles and points taking the same rates, and on 
inedible tallow to Los Angeles and San Francisco and _ points 
taking the same rates, are unreasonable to the extent they ex- 
ceed, or may exceed, on soap stock to Los Angeles, 65 cents 
and on inedible tallow 80 cents to San. Francisco and 65 cents 
to Los Angeles. 

The rate on edible tallow from El Paso to Los Angeles was 
found unreasonable to the extent it exceeds or may exceed $1.15. 

The new rates are to be made effective not later than March 
21. 

The Commission found the rates on green salted hides, car- 
loads, from El Paso to Kansas City, St. Louis, Chicago, Los 
Angeles and San Francisco, and points basing thereon or taking 
the same rates, not unreasonable or unduly prejudicial. A like 
finding was made as to the rate on tankage and dried blood 
from El Paso to Los Angeles and points taking the same rates, 
and on tin cans, carloads, from Kansas City, St. Louis, New 
Orleans and points taking rates based thereon, to El Paso. 

Commissioner Eastman, concurring, in part, said the evi- 
dence and precedents, taken together, were confusing and that 
he found it difficult to arrive at conclusions with a proper degree 
of conviction that they were right. However, upon one point 
he said he was clear and that was that the rates on hides from 
El Paso to Chicago, St. Louis and Kansas City were. unduly 
prejudicial in comparison with rates from Fort Worth. He said 
there was no reason why the rates from El Paso should yield 
materially higher ton-mile earnings for longer hauls than were 
yielded by rates from Fort Worth. 


EASTWARD MEAT ADJUSTMENT 


In a report, on reargument, in No. 14771, John Morrell & 
Co. et al. vs. New York Central et al., mimeographed, the Com- 
mission has abandoned its idea of having fresh meat rates from 
St. Louis and other Mississippi River crossings, to destinations 
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in Trunk Line and New England territories based upon per- 
centages of the Chicago-New York rate. It has substituted 
therefor specific differentials, the illustrative differential being 
St. Louis 8 cents over Chicago. In the original report, 104 I. 
C. C. 104, it said the differentials should be based upon a rate 
from St. Louis 117 per cent of the Chicago-New York rate. 

The Commission, in the head notes to its report, on re-ar- 
gument, said the conclusions in the original report, had been 
modified in part. It summarized the modification by reversing 
the finding that the through rates on cured meats and hides, in 
carloads, from packing points west of the Mississippi to desti- 
nations in Trunk Line and New England territories were un- 
reasonable. 

As to the abandonment of the percentage method of having 
the differentials made and stated it said it withdrew its finding 
that the local and proportional rates on fresh meats, in Car- 
loads, from St. Louis and other Mississippi River crossings to 
destinations in the territories herebefore mentioned should be 
based upon 117 per cent of the Chicago-New York rate from 
St. Louis and prescribed rates for the future, the new rates to 
be made effective not later than April 20, based upon specific 
differentials over Chicago, the specific differential of St. Louis 
8 cents over Chicago being the key rate. Further it said it 
had denied reparation under the rates prescribed on fresh 
meats, carloads, but awarded reparation to certain complainants 
and interveners under the rating and rates, in Official Classifi- 
cation territory, prescribed on dried, dry-salted; smoked, and 
pickled meats, loosé, in carloads. 

Claims for reparation were not considered in the original 
report. On account of the scope of the issues and the extent of 
the original hearings no testimony in respect of individual 
claims was received. A hearing was held last May, solely to 
enable those who had filed claims for reparation to lay a gen- 
eral foundation for awards under Rule V. 

The reparation matter and the conclusions as to specific 
joint through rates on cured meats and green salted hides, 
from Cedar Rapids and from Missouri River packing points, 
Kansas City to Sioux City and the base rate on fresh meats 
from the Mississippi River crossings were re-argued last June. 
This report is based upon the record then closed. Petitions 
concerning other phases of the subject were denied. 

This report also embraces No. 14771 (Sub-No. 1), Swift & 
Company et al. vs. New York Central et al.; No. 14771 (Sub. 
No. 2), Wilson & Company, Inc., et al. vs. Same; No. 14981, 
Armour & Company et al. vs. Atchison, Topeka & Santa Fe et 
al.; No. 14981 (Sub.-No. 1), Cincinnati Abattoir Company vs. 
Baltimore & Ohio et al.; No. 15041, Independent Slaughterers’ 
Traffic Association vs. New York Central et al.; Portions of 
Fourth Section Application No. 2073; and No. 18164, East Side 
Packing Company vs. New York Central et al. 

As a result of the finding in the original report, the Com- 
mission in this report said, the spread in rates on fresh meats, 
Mississippi River crossings over Chicago, would be increased 
from 6 to 13.5 cents, while the spread on live stock, 6.5 cents, 
would remain unchanged. ‘The Commission’s finding. reduced 
the spread at Chicago, fresh meat over live stock, from 30.5 to 
22.5 cents, leaving a greater spread of 29.5 cents, fresh meat 
over live stock, in the proportional rates from the Mississippi. 

The Commission said that the full effect of the original 
finding, upon the St. Louis packers, who shipped a substantial 
part of their tonnage of fresh meats to the east, was not fore- 
seen. Their principal competition, the report said, was with 
the Chicago packers. In comment upon the effect of the original 
finding, the Commission said the increase in the spread would 
be the practical elimination of the St. Louis packers from the 
eastern markets. 

“Whether their fears would be fully realized we do not 
know,” said the Commission, “but certain it is that such a 
difference must seriously affect their sales.” 


That relationship, the report said, was not brought into 
issue at the original hearings, or until a new complaint, No. 
18164, East Side Packing Company vs. New York Central et al., 
was filed. No one complained, it said, of the then-existing re- 
lationship. For many years, the report added, the spread on 
fresh meats, St. Louis over Chicago, to the east, was the same 
amount, in cents per 100 pounds, as Chicago over St. Louis to 
the west. The present rates on fresh meat from the Missouri 
River are 28 cents to St. Louis and 36 cents to Chicago, a 
spread of 8 cents. A spread of 8 cents, St. Louis over Chicago, 
the report said, therefore, would restore the old balance be- 
tween the western and eastern rate structures. The situation 
at Davenport, the Commission said, was practically the same 
as at St. Louis. 

After discussing the make-up of rates from southwestern 
points to the east, using Oklahoma, Wichita and Fort Worth to 
illustrate the situation, the Commission reached its conclusion 
that the inclusion of St. Louis, Davenport and other upper Mis- 
sissippi crossings as 117 per cent points was a mistake and 
said it was withdrawn. Specifically it found, on the points 
heretofore mentioned in the summary, as follows: 


The inclusion of St. Louis, Davenport and other upper Missis- 
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sippi River crossings as 117 per cent points in our original Con- 
clusion No. 2(b), and the first sentence of Conclusion No. 4, are 
hereby withdrawn. In lieu thereof we find that the rates assailed 
on fresh meats from the Mississippi River crossings St. Louis to 
East Dubuque, Ill., inclusive, are and for the future will be unjust 
and unreasonable to the extent that they exceed or may exceed the 
rates prescribed in Conclusion No. 2 from Chicago to eastern des- 
tinations by more than 8 cents — 100 pounds. We further find 
that the through rates which will result from points west of the 
Mississippi River by adding the existing western factors to the local 
rates here prescribed from Mississippi River crossings to the east 
will not be in excess of reasonable through rates. Consequently, pro- 
portional rates lower than the local rates will not now be prescribed. 
But this should not be accepted as departing from the principle fol- 
lowed in recent cases that proportional rates should ordinarily be 
lower than reasonable local rates between the same points. 

We further find that the rates assailed on fresh meats, in 
carloads, from Wichita, Oklahoma City and Fort Worth are and 
for the future will be unjust and unreasonable to the extent that 
they exceed or may exceed rates composed of the existing propor- 
tionals of 37, 43 and 54 cents, respectively, up to St. uis, plus 
the rates herein prescribed from St. Louis to New York and other 
destinations. 


An order will be entered in connection with and supplemental to 
our original order prescribing rates under Conclusion No. 2, which 
included Chicago and other points to New York and other destina- 
tions in trunk-line and New England territories. 


In complying with the order defendants should see that the joint 
rates from the southwest by way of Memphis, Tenn., do not exceed 
the Memphis combinations. 


Reparation 


The circumstances surrounding the rates assailed on fresh meats 
impel us to deny the claims for reparation under the reductions in 
rates prescribed in our original and in this report. 

In Eastern Live-Stock Case, 36 I. C. C. 675, 703, decided Decem- 
ber 2, 1915, we found that respondents had justified the proposed in- 
creased rates on fresh meats, in carloads, from points in trunk-line 
and New England territories. The base rate of 47.3 cents, minimum 
20,000 pounds, was increased with our authority to 47.5 cents, mini- 
mum 21,000 pounds, effective January 13, 1916. This rate, like those 
related thereto, as modified by the general increases and reductions, 
remained in effect until reduced on April 27, 1926, to 79 cents in com- 
pliance with orders entered in connection with the original report 
in this proceeding. The evidence in the Eastern Live-Stock Case 
with respect to fresh meats was much less complete and exhaustive 
than in the record under consideration. The fact that now, ten years 
later, we have ordered reductions in rates which were increased and 
maintained under our authority during this period, carries with it 
no presumption that our earlier decision was-erroneous upon the 
facts submitted. Under the circumstances claimants have no vested 
right to awards of reparation based upon the theory that the extent 
of the unreasonableness must have existed during a period extend- 
ing from a date two years prior to the filing of their claims (March 
21, 1921), until the reduced rates became or may become effective. 

We are of the opinion and find that the claims for reparation 
under our findings with respect to the rates assailed on fresh meats 
should be denied. 


The circumstances are different with respect to the finding in 
Conclusion No. 6 of the original report that the rating in official 
classification of fourth class and the rates on dried, dry-salted, smoked 
and pickled meats, loose, in carloads, from the various packing points 
in central, western trunk-line and trans-Mississippi territories to 
all destinations in trunk-line and New England territories for the 
future will be unjust and unreasonable to the extent that the rating 
exceeds fifth class on like traffic, in packages, and to the extent that 
the rates from and to the territories named above exceed the 
contemporaneous rates on cured meats and packinghouse products, 
packed. The finding was made for the future and is hereby extended 
to apply in the past on shipments made within the statutory period. 

During the past eleven years the shippers have been attempting to 
secure this reduction in rating in official territory. In the Eastern 
Live-Stock Case, after commenting upon unexplained differences in 
ratings in the official classification. between cured meats loose and 
cured meats packed, we said (p. 704) that: 


“The loadings thus do not suggest the propriety of different rat- 
ings or rates. Respondents’ witnesses furnished no explanation of 
the differences here discussed and although there may be an adequate 
explanation it is at least certain that the record affords none.” 

At the time of the Fifteen Per Cent Case, 45 I. C. C. 303, the 
request for the reduction in rating was presented to the carriers 
and assurances were given that the situation would be corrected. 
paring the hearings on the Consolidated Classification Case, 54 
I. C. G. 1, the representative of the Official Classification Committee 
himself suggested that the rating on pickled meats in bulk should 
be fifth class instead of fourth. Subsequent to conferences in Chicago 
and Buffalo, N. Y., in 1921 the Central Freight Association carriers 
recommended the change, and after further conference in Chicago 
in 1922 again recommended the change. Their recommendation was 
concurred in by their traffic representatives. The trunk-line and 
New England carriers declined to concur, stating, as one of theif 
reasons, the fact that the eastern packers voiced strong objections. 
The latter enjoy many a rates on cured meats, loose, the 
same as on cured meats, pack which, in many instances, were 
and are even less than the sixth-class rates. 

Defendants attempted to comply with our order as to the rating 
by establishing, effective May 1, 1926, in their “Exceptions to the 
Official Classification,” which are separate tariff publications, a rat 
ing of fifth class. Our order required. a change in the classification. 
If the classification itself is not amended in due course the matter 
may be brought to our attention for appropriate action. 

We find that the claimants named in the list below are prope 
parties to these proceedings; that they have made shipments o 
dried, dry-salted, or smoked and pickled cured meats, loose, in cal- 
loads, from their respective packing plants located at points named 
in Appendix A of our original report to various destinations in trunk- 
line and New England territories, during periods commencing tw? 
years prior to the dates set opposite their respective names in thé 
list below, except as noted, and continuing until the dates on which 
the reasonable rates upon such c as prescribed in our ordef 
became effective (about May 1, 1926) except as noted, and pal 
and bore charges thereon based upon the rating and rates hereill 
found to have been unreasonable; that they have been damag 
thereby and are entitled to reparation, with interest. The partie 
listed below should comply with rule ¥ of our Rules of Practice. 
Any claims of other parties not listed below are denied, due to defects 
in pleading or lack of evidence or both. 


Commissioner Woodlock concurred in the decision except 
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as to the differential, St. Louis over Chicago. 
thought it should be 10 instead of 8 cents. 

Commissioner Eastman, dissenting, said he agreed with the 
finding as to reparation and also that the local rates on fresh 
meats from the Mississippi River crossings to eastern destina- 
tions should not exceed the rates from Chicago by more than 8 
cents. But he said he could not agree that the proportional 
rates on fresh meats from the crossings were unreasonable to 
the same extent. On that point he said: 


He said he 


Consider the result, using Cedar Rapids as a typical point. The 
rate on fresh meats to New York will be reduced by 6 cents to 93.5 
cents, thus becoming 117.6 per cent of the corresponding rate on hogs, 
which is 79.5 cents. But in the case of rates from Chicago it was 
found in the original report that the rate on fresh meats might 
properly exceed the rate on hogs by 40 per cent. In that report 
one of the important issues in the case was wholly ignored, namely, 
the relation between the rates on fresh meats and the rates on live 
stock from the interior Iowa points. There will be no peace or 
stability in this adjustment until that issue is determined. In the 
meantime I am unable to join in a finding which lowers the level 
of the through rates on fresh meats without any consideration, 
adequate or inadequate of what that level should be. 

In this connection I call attention to the following passage from 
the majority report: 

“The western adjustment on live stock, fresh meats and cured 
meats up to the river and to Chicago is based largely upon commer- 
cial equalization, and up to the time of the general increases was gen- 
erally satisfactory.” 


Whatever may have been the situation in the past, that adjust- 
ment is_ clearly not “generally satisfactory’? now, except to the 
interior Iowa packers, and in my judgment it is indefensible. 


Commissioner Taylor dissented on the reparation feature 
of the case. He said he did not dissent from any proper read- 
justment of the rates for the future and that it was only against 
the effect of a retroactive reduction so wide in extent and effect 
as this, that he disagreed with the majority. 


SOUTHERN SAND AND GRAVEL 


The Commission, in a report written by Commissioner Lewis, 
in No. 17517, rates on chert, clay, sand and gravel within the 
state of Georgia, and the cases joined with it (mimeographed), 
has prescribed a basis of reasonable rates on the commodities 
mentioned, also slag, to be made effective not later than June 
1, for interstate application, based on a single-line and joint- 
line scale set forth in the report, from Montgomery, Ala., and 
Chattanooga, Tenn., to destinations in Georgia and Mississippi, 
between points in Georgia, and between points in Georgia and 
other points in southern territory, except points in Florida. It 
has also prescribed so-called short line arbitraries, to be applied 
over the rates prescribed for the standard lines. 


The Commission has found rates on gravel from Montgom- 
ery and Chattanooga to destinations in Georgia and Mississippi 
also unduly prejudicial to the extent they exceed, distance con- 
sidered, rates contemporaneously maintained on slag from Bir- 
mingham and other Alabama points to the same destinations. 

In I. and S. No. 2470, sand, gravel and slag from Alabama 
and Tennessee to points in Georgia, one of the cases joined with 
the Commission-initiated case, it has found proposed increased 
tates on slag from Copperhill, Tenn., to points in Georgia not 
justified and directed the cancellation of the schedules, without 
Prejudice to the establishment of rates on the basis of those 
found reasonable in the general inquiry. ' 

It has found the intrastate rates in Mississippi do not result 
in undue prejudice to the complainants and has dismissed No. 
17689, Roquemore Gravel Co. et al. vs. Atlanta, Birmingham & 
Atlantic et al. 

This report also embraces No. 17699, Roquemore Gravel 
Co. et al. vs. Atlanta, Birmingham & Atlantic Railway Co. 
et al.; No. 17699 (Sub. No. 1), Same vs. Atlanta, Birmingham 
& Atlantic Railway Co. et al.; No. 17689, Roquemore Gravel 
Co. et al. vs. Atlanta, Birmingham & Atlantic Railway Co. et 
al.; No. 17763, Same vs. Atlanta, Birmingham & Atlantic Rail- 
way Co. et al.; No. 17764, Dixie Sand & Gravel Co. vs. Atlanta, 
Birmingham & Atlantic Railway Co. et al.; No. 17764 (Sub. 
No. 1), Same vs. Atlanta, Birmingham & Atlantic Railway 
Co. et al.; and investigation and suspension docket No. 2470, 
sand, gravel and slag from Alabama and Tennessee to points 

Georgia. 

The title complaint is a proceeding instituted by the Com- 
— upon petition filed by the Atlantic Coast Line and eight 
ee carriers, operating in Georgia, to determine whether 
25. Georgia commission’s rates prescribed by order of February 
a 1925, for intrastate application resulted in violation of the 

td and thirteenth sections and, if so, what rates should be 


charged to cure the situation. As to the other cases, Commis- 
sioner Lewis said: r 


the In Nos. 17699, 17699 (Sub.-No. 1), 17764, and 17764 (Sub.-No. 1) 
maintsge eons are in substance that the rates on sand and gravel 
nooga ned by the defendants from Montgomery, Ala., and Chatta- 
arent, Tenn., to destinations in Georgia, Florida, and Mississippi 
of sin reasonable, and as to gravel also unduly prejudicial in favor 
such 3 shipped from Birmingham, Ala., and other producing points 
No. 1176 3 Cadeden and Anniston, Ala., and Copperhill, Tenn. In 
ontgoms it is alleged that the rates on sand and gravel from 

sissip er and Chattanooga to destinations in Georgia and Mis- 
Pi are unreasonable and unduly prejudicial in favor of intra- 
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state shippers of the same commodities between points within the 
said states and also in favor of shippers of crushed stone intrastate 
between points in Georgia. In No. 17689, it is alleged that the rate 
of 79 cents per ton maintained on sand from certain specified points 
in Georgia located on the Central of Georgia, and the Atlanta, 
Birmingham & Atlantic to Birmingham is less than a just and 
reasonable rate. We are asked in all of the complaint cases to 
require the establishment of just, reasonable, and nonprejudicial 
rates for the future. 

The only issues remaining for determination in I. & S. No. 2470 
involves the propriety of certain schedules by which the Louisville 
& Nashville proposes to increase the rates on slag from Copperhill, 
Tenn., to certain points in Georgia. Upon protest of the Tennessee 
Copper Company and others the operation of the schedules was sus- 
pended by us and subsequently voluntarily postponed by the re- 
spondent to February 27, 1927. 


‘Georgia, by the order issued in February, 1925, undertook 
to put the rates on a reasonable basis. The complainants and 
the Georgia commission, Mr. Lewis said, advocated uniform 
scales but proposed a lower scale for some of the commodities 
than for others. The Georgia commission advocated its scale 
as a reasonable one for application throughout the territory 
under consideration. The Mississippi interests opposed the pre- 
scription of a general distance scale and especially opposed such 
a scale in so far as Mississippi destinations were concerned. 
They said the cost of carrier operation in the Mississippi valley 
territory was much lower than in the southern territory gen- 


erally. They preferred to have the Mississippi situation left 
as it was. 


Carriers and complainants also presented scales, the latter 
saying their scale was intended to be used in all instances, 
whereas the carrier scale was merely intended as a maximum, 
with the idea that specific rates would be made to move the 
traffic. They contended that traffic would move on the scale 
they advocated. In disposing of the case the Commission said: 


Turning to the level of the scale, all of the rates which have 
been proposed in these proceedings, whether by shippers of by 
carriers, are relatively. low as compared with the going rates on 
most other forms of traffic. The commodities, as we have seen, are 
of unusually low value. It is doubtful indeed whether any traffic 
moves which is worth less at the point of production than clay, 
gravel or sand. In the price to the consumer the cost of transporta- 
tion is a heavy factor. Moreover, these commodities load very 
heavily, move in cars of relatiely low tare weight as compared with 
the load, are not susceptible to damage, and normally move in con- 
siderable volume without unusual switching operations at either 
end of the haul and without anything in the nature of special service. 
No cost studies covering their movement have been supplied, and we 
lack that aid in passing upon the rates. Our judgment must, there- 
fore, chiefly be guided by rate comparisons, with the scales pro- 
posed by the carriers fixing the maximum limit, which under the cir- 
cumstances can reasonably be considered. In arriving at our con- 
clusion, we have taken into consideration those scales, those pro- 
posed by the carriers in 1917, those fixed by the Georgia commission, 
those proposed by complainants and interveners, those which we 
have prescribed in this and other territory in prior cases, and_the 
prevailing level of the rates which now move the traffic. How- 
ever, we have heretofore adverted to the fact that this traffic moves 
longer distances in the South than it does in other territories. The 
carriers apparently recognize the importance of having rates that will 
permit the continuance of the long-haul movement of this traffic 
and have proposed single-line rates for movements beyond 400 miles, 
the general level of which do not here appear unreasonable. Viewing 
the rates proposed by the carriers for these longer hauls as the 
maximum basis which should here be considered, we find that for 
distances beyond 400 miles they have, on the whole, justified the 
reasonableness of the general level of their proposed single-line rates. 
These proposed rates, however, are not properly graded and in order 
to have a harmonious scale regrading has been necessary. This will 
bring about slight reductions in some instances and slight increases 
in others. It is to be understood that the rates herein approved for 
the longer hauls are made in the light of the peculiar circumstances 
surrounding the movement of this low-grade traffic in the South and 
are not to be taken as a precedent in fixing reasonable rates on 
other traffic. 

We find that the rates maintained on sand, gravel (washed or 
unwashed) and clay gravel, in straight or mixed carloads, by 
defendants in No. 17699 from Montgomery, Ala., and by defendants 
in No. 17764 (Sub. No. 1) from Chattanooga, Tenn., and by defend- 
ants in No. 17763 from Montgomery and Chattanooga, to destina- 
tios in Georgia and Mississippi and that the rates maintained by 
respondents in No. 17517, for the interstate transportation of sand, 
gravel (washed or unwashed), clay, gravel, crushed stone, and slag, 
in straight or mixed carloads, between points in the state of Georgia, 
and between points in the state of Georgia and points in other states 
in southern territory, except Florida, are and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, rates 
set forth in the following tables, subject to a minimum weight of 
90 per cent of the marked capacity of the car, except that when 
car is loaded to full visible capacity actual weight shall govern: 


F : 
Distance scales for interstate application over standard or trunk 


lines. Rates in cents per net ton. 
. Single-line Joint-line 
rates rates 
Distance— Cents Cents 
Serer ee ere ree ee ee te 50 65 
Sh. Ss EE. I ae Gd ve cin og ins SES CASS ee SSeS 55 70 
SO mallee Otel VOR BOs ik o:ovccc cere pc sevcegevcesive ts 60 75 
Gh EE OI TI on oo < gio sci gtd pee scaie 60 ont ene see 70 85 
a oe er a ery Pa ee | 80 95 
OR ee I GI 2 eno. 0 Sais bidinns OS hc dew oe ohlweld wabiom 90 105 
SOD Sethe GE POE Ds ico oliwivelse'e vovion cob sg boca see 100 115 
SO Sees, WN I Uo an o's sinwlennis we oes vieese vases 110 125 
2 ee meee ee MD, 5 .oaicvi<ve ciemcie pins egin.g.eb spends 120 185 
176 Gee GRE GVO TOG. 5 oo seine kpc ctoe cobervcves 130 140 
eS ee SU ae Seer rr re eer eee 135 145 
ee en ® .. OPE PRRoeE eee Ree eee 140 150 
S00: BaD OI PE Tiss a 0 a0 0 so geiceesientnae ome bees 150 160 
300 miles and over 366.5 oo. ccc ce ccceccereteenes 160 170 
Ce, Se Ct es oi. a8 5 oped 5 de Comeinsee bev esis oe 165 175 


SP Se, Se GE UE so s.n.0 0s phe ey cnpbeeece te ahenne 175 180 
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400 miles and over 190 
440 miles and over 200 
480 miles and over 210 
520 miles and over 215 
560 miles and over 225 
600 miles and over 235 
640 miles and over 245 
680 miles and over 255 
720 miles and over 265 z, 
760 miles and over 275 
800 miles and over 285 





Table B 
When the transportation is in whole or in part over either of 
the so-called short lines shown in Appendix B, rates are to be 
determined as follows: 
Apply the rates applicable under appropriate scale or scales 


above set forth in Table A, plus the following arbitrary which is to 


accrue solely to the short line: 

Arbitrary 25 cents per net ton. 

In determining whether hauls are single-line or joint-line, car- 
riers under common control or management shall be regarded as one 
line. All of the defendants and respondents are to be classed as 
standard lines for the purpose of these findings, except those short 
lines for which special rate treatment is herein accorded. 

In computing distances for the application of the foregoing rates, 
we find that the shortest routes shall be used over which carload 
traffic can be moved without transfer of lading. 

We further find that the rates maintained on gravel (washed or 
unwashed), and clay gravel, in straight or mixed carloads, by de- 
fendants in No. 17699 (Sub. No. 1) from Montgomery, Ala., and by 
defendants in No. 17764 from Chattanooga, Tenn., to destinations in 
Georgia and Mississippi are, and for the future will be, unduly 
prejudicial to complainants at Montgomery and Chattanooga, and 
unduly preferential of shippers of slag, in carloads, from Birmingham, 
Gadsden, Anniston and other slag producing points in northern Ala- 
bama, and from Copperhill, Tenn., to the extent that they exceed, 
distance considered, the rates contemporaneously maintained by 
said defendants on slag, jn carloads, from the Alabama points above 
referred to and from Copperhill, Tenn., to the same destinations, 
subject to the application of the rates under the scales above set 
forth as maximum rates. ‘ 

We have heretofore discussed the 79-cent rate maintained by the 
Atlanta, Birmingham & Atlantic and the Central of Georgia on 
sand from points in the Junction City, Ga., district mentioned in 
No. 17689, to Birmingham. It is admitted to be a relatively low rate 
and, as has been stated, is maintained in order that the Junction City 
district shippers may ship sand to Birmingham on a parity with 
Montgomery shippers. The rates between points in Alabama are 
not in issue in these proceedings and the above-named carriers 
serving the Junction City district and the shippers there located 
strongly urge that we do not disturb the present parity of rates, at 
least until the rates from Montgomery to Birmingham are revised. 
To do so they assert, will mean serious loss to the Junction City 
district shippers as well as the carriers. We are impressed with 
this contention and in view of the situation disclosed we find that 
we are not here justified in disturbing the present adjustment. Under 
the circumstances disclosed, No. 17689 will be dismissed without 
prejudice to the right of complainants to seek a reopening of same in 
the event that as a result of these proceedings the intrastate rates 
between points in Alabama are revised to the level herein approved 
for interstate application and the Atlanta, Birmingham & Atlantic 
and the Central of Georgia do not follow with a like revision of the 
interstate rates from the Junction City district to Birmingham. 


Fourth Section Relief 
No fourth section applications were heard with these proceedings 
and no relief from the provisions of the fourth section will here be 
authorized in connection with the rates herein approved. Such 
carriers as may desire fourth section relief may file with us ap- 
propriate applications for our determination. 


No order was issued against the Georgia Rates, for the 
reasons set forth in a paragraph devoted specifically to that 
feature of the case, as follows: 


The changes in rates both intrastate within Georgia, and inter- 
state to Georgia, brought about by the Georgia Commission’s order 
of February 25, 1925, have been fully discussed. We have been im- 
pressed with what appears to us to have been the broad-minded 
attitude taken by the Georgia Commission when it undertook the 
revision of these rates which resulted in its order of February 25, 
1925. This order as we have seen resulted in raising many de- 
pressed intrastate rates applying between important producing and 
consuming points, and subsequently had the effect of bringing about 
substantial increases in important depressed interstate rates. Con- 
sidering the results brought about by this order it could not be 
found from this record to have brought about a rate situation which 
has in the past been unjustly discriminatory against interstate com- 
merce. We are, however, in these proceedings approving a distance 
scale of rates for application alike to the interstate transportation 
of all the commodities here considered. There is, of course, no 
transportation reason for the maintenance of a different basis of 
intrastate rates on these commodities within Georgia tnan that herein 
found reasonable for interstate transportation. However, in view 
of the attitude taken by the Georgia Commission in the past which 
we have above adverted to we do not now deem it necessary to 
make any finding or enter any order in No. 17517 for the future in so 
far as unjust discrimination against interstate commerce is there 
involved, because it is felt that the Georgia commission will co- 
operate in authorizing such revisions as may be necessary to bring 
their rates into harmony with the interstate adjustment herein 
approved. 


Commissioner Aitchison, in concurring views, said he con- 
curred only because the scale prescribed for the longer distances 
was substantially that proposed by the carriers. In his view 
the grading flattened out too quickly, providing, as it did, addi- 
tional compensation of only 20 cents per ton, or two mills per 
ton-mile, for an added haul of 100 miles in certain of the 100- 
mile blocks. That, he said, was obviously below the cost of 
service and imposed an undue burden on other traffic. Com- 
missioner Woodlock joined in that concurrence. Commissioner 
Hall did not participate in the case. 


MOBILE TERMINAL PLANS 


The Commission, by division 4, in its formal report on 
finance docket No. 5895, operation by Louisville & Nashville 
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under trackage rights, mimeographed, authorizing the applicant 
to operate over tracks of the Alabama State Docks Commission 
and of the Gulf, Mobile & Northern, in Mobile county, Alabama, 
told why the arrangement was desired and how it was to be 
accomplished. 

Trackage rights to be acquired by the Louisville & Nash- 
vile, over the dock commission railroad extend from the point 
of connection between the two lines in the northern part of 
Mobile to a connection with the Chickasaw spur of the Gulf, 
Mobile & Northern, a distance of about four miles. A contract 
for 99 years, subject to the approval of the Commission, given 
in this report, provides for joint operation of freight and switch- 
ing, subject to the reasonable control of the docks commission. 
The Louisville & Nashville is to pay for the use of the facilities 
a rental based on a proportion of 6 per cent of $192,900, the 
agreed value of the facilities, plus maintenance. The proportion 
is to be the ratio of L. & N. car-miles to total car-miles on the 
tracks jointly used. 

The rights to be acquired from the Gulf, Mobile & Northern 
include the Chickasaw spur, from its connection with the docks 
commission line to its junction with the main line at Criehton 
switch and from that point to Frascati, in all about ten miles 
of line. That arrangement is for 50 years and the interest rate 
is 5 per cent on an agreed valuation of $282,000. 

The lines described form a loop around Mobile over which 
the applicant expects to handle its freight more efficiently and 
economically, although there will be an increased haul of about 
12 miles. The loop, however, will enable the applicant to avoid 
the congested part of the city. 


DEPRECIATION CHARGES 


In No. 19157, Depreciation Charges, of electric railway com- 
panies, the Commission issued a notice, January 27, “to all 
concerned,” relative to prescription by the Commission, under 
paragraph 5 of section 20 of the interstate commerce act, of 
the classes of property for which depreciation charges ‘‘may 
properly be included under operating expenses, and the per- 
centages of depreciation which shall be charged with respect 
to each of the classes of property.” 

Reference was made in the notice to the Commission’s de- 
cision in No. 15100, Telephone and Railroad Depreciation 
ee 118 I. C. C. 295. (See Traffic World, December 4, 1926, 
p. 1300.) 

The Commission said that, as the fundamental principles 
which were controlling in the application of depreciation ac- 
counting for the property of steam railroad companies and tele- 
phone companies appeared to be controlling also with respect 
to the application of depreciation accounting for other classes 
of common carriers, the depreciation section of the bureau of 
accounts which conducted the various preliminary investiga- 
tions now proposed that the Commission enter an order con- 
cerning depreciation charges of electric railways substantially 
the same as that entered with respect to depreciation charges 
of steam railroad companies. After setting forth the classes 
of property of electric railway companies for which deprecia- 
tion charges might properly be included under operating ex- 
penses, the Commission said that, in the place of finding (8) in 
No. 15100 regarding the assignment of specific amounts to the 
primary accounts under road and equipment the depreciation 
section proposed the following finding should be made: 


That each electric railway company which has not yet assigned 
appropriate amounts to the primary road and equipment accounts 
covering property for which depreciation accounting is herein pre- 
scribed shall do so not later than January 1, 1928; that such com- 
panies as have already made an assignment of investment to the 
primary accounts, shall redistribute the same; that such distribution 
or redistribution shall be made as indicated below; and that the re- 
mainder of the amount in the books representing the carrier’s in- 
vestment in road and equipment shall be carried in subaccounts which 
will be provided for later in the Commission’s classifications, for in- 
clusion of the carrier’s unassigned investment in road and equipment; 

(a) Where the property has been constructed by or for the ac- 
counting company, the amount to be assigned to the primary accounts 
covering depreciable property shall be based upon the actual cost 
of construction if such information is available, and if the actual 
cost is not available the amount to be assigned to the primary ac- 
counts covering depreciable property shall be upon basis of the esti- 
mated cost of construction as of the date the property became avail- 
able for operation. 

(b) Where the investment account of the carrier includes the 
cost of property not constructed by or for the accounting company 
which was purchased at a cost in excess of its depreciated structural 
value as of the date purchased, such structural value, less an allow- 
ance for that portion of the purchase price includible in accounts not 
classed as covering depreciable property, shall be apportioned to the 
primary accounts covering the depreciable property. 

(c) Where the investment account of a carrier includes the cost 
of property not constructed by or for the accounting company which 
was purchased at a price equal to or below its depreciated structural 
value as of the date purchased, the apportionment of the cost to 
the accounting company to the primary accounts covering the de- 
preciable property shall be upon a basis which will permit the 
assignment. to the other primary road and equipment accounts of 
an appropriate proportion of the same. 


In conclusion, the Commission, in its notice, said: 


Before consideration is given by the Commission to the propriety 
of the action proposed by the depreciation section, a public hearing 
upon the matters involved will be held at the offices of the Commis- 
sion in Washington, D. C., beginning at 10 A. M., February 28, 1927, 
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before Examiner Bunten at which hearing opportunity will be offered 
for the presentation of evidence. The data accumulated in connection 
with the’ preliminary investigation of the depreciation section with 
reference to depreciation charges of electric railways will be made 
a part of the record in this proceeding. 

As a matter of information a copy of the report and orders con- 
cerning a and railroad depreciation charges accompanies 
this notice. 


VIRGINIAN COAL RATES 


The Commssion has reopened No. 14454, Wyoming Coal Co. 
vs. Virginian et al., and No. 13832, Gulf Coal Co. vs. Virginian 
et al., the validity of its order in which was recently sustained 
by the Supreme Court of the United States (see Traffic World, 
December 18, p. 1429), upon petition of the Virginian and against 
the opposition of the complainants and the Chesapeake & Ohio. 
The reopening is for the purpose of taking further testimony. 

Among the claims made by the Virginian is that because 
it has made joint rates in connection with the Norfolk & West- 
ern to the west there is no necessity for such rates with the 
Chesapeake & Ohio. The complainants asked for westbound 
rates in connection with the Chesapeake & Ohio. That carrier 
contended that, inasmuch as the complaints asked for joint rates 
from mines on the Virginian, westbound, in connection with the 
Chesapeake & Ohio, and inasmuch as the original complaints 
had not been enlarged to ask for joint rates, westbound, in con- 
nection with the Norfolk & Western, the Commission was with- 
out power to modify its order so as to include rates in connec- 
tion with the Norfolk & Western. The complainants also pointed 
to the fact that they asked for rates in connection with the 
Chesapeake & Ohio as a reason for denying the petition to have 
the order modified so as to permit the joint rates in connection 
with the Norfolk & Western to stand as a substitute for joint 
rates in connection with the Chesapeake & Ohio. 


MIDCONTINENT OIL RATES, 1925 


The Commission, in No. 15584, Sinclair Refining Co. et al. 
vs. Ahnapee & Western et al., and the cases joined with it, 
called, by the Commission, Midcoritinent Oil Rates, 1925, has 
issued an order requiring the carriers to put into effect, not 
later than April 20, oil rates which shall not exceed the rates 
or bases of rates embodied in its report dated May 10, 1926, and 
made public in the latter part of last June. (See Traffic World 
July 3, p. 15.) 

The rates therein set forth are maximum rates, the chief 
intent of which is to establish an adjustment more satisfactory 
in its relationships than is in existence. The chief thing in the 
report, it is believed, so far as the volume of traffic is concerned, 
is the permission under which the carriers may increase the rate 
from the Tulsa group, No. 3, to Chicago, from 36 to 39 cents on 
refined oils. 

Although increases were allowed in the report the carriers 
did not take advantage of the Commission’s supposedly favor- 
able decision allowing increases. It gave them 120 days in which 
to readjust their rates. That time expired in October. In the 
meantime petitions for reopening were filed. Just recently some 
of them have been denied. Others are still pending. Issuance 
of the order directing the carriers to make the adjustment, how- 
ever, will not prevent the consideration of the contentions in 
the pending applications. 

Unwillingness of the carriers to take advantage of the per- 
missive report, it is believed, is due to the fact that the Com- 
mission requires some rates from the Kansas City and Kansas 
groups to be reduced. The increases and reductions, being not 
applicable to hauls by the same carriers, would not offset each 
other, hence objections by the carriers which would have to 
make reductions. Unofficially it has been said the shippers from 
the Tulsa group have at least half-way persuaded carriers from 
that group that it would not be to their interest to increase their 
rates, hence those who have been interested in the matter have 
an idea that the three cent increase which the Commission said 
the Oklahoma lines might take was not so attractive as it had 
been when the decision was announced. :; 

The Commission, in the report in this case, said that rates 
on gas and fuel oil, crude and other lower grades, should be 
made on the basis of 80 per cent of the rates on refined. At 
present rates on the lower grades and crude are definite cents 
per 100 pounds under the rates on refined products. The basis 
upon which the new rates are to be made is put out in the re- 
port to which reference has been made, and published in The 
Traffic World at the time. 


HOCH-SMITH OIL CASE 


The Commission, by means of a mimeographed notice in 
No. 17000 Rate Structure Investigation (Part 4), Rates on Petro- 
leum, etc., has changed the program for hearings in No. 18458, 
the petroleum investigation instituted before the program of 
Dutting general investigation under the Hoch-Smith docket. 
It has cancelled the hearing to be held at New Orleans on 
February 23, and set it for the same city on March 2. It has 
cancelled the hearing to have been had at Cincinnati on March 
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9 and set it for Washington on March 28. The hearings are to 
be before Attorney-Examiner Keeler. 


In the same notice the Commission announced necessary 
changes in the matter of the distribution of exhibits and corre- 
spondence in relation thereto, as follows: 


As indicated in notices previously issued, the above hearings 
are being held primarily for the purpose of receiving respondents’ 
testimony and rebuttal testimony from shippers. In view of the 
above changes in the dates of hearings, the dates by which respond- 
ents will be expected to distribute their exhibits are postponed as 
follows: Southwestern and_southeastern lines, February 21, 1927; 
central, eastern and New England lines, March 16, 1927. A list of 
parties of record who have requested copies of respondents’ exhibits 
will be prepared and mailed to respondents on or about February 1. 
On and after that date correspondence relative to respondents’ ex- 
hibits should be mailed to the following representatives of the re- 
——. — ee . 

astern lines—R. N. Collyer, chairman, Trunk Line Association, 
143 Liberty Street, New York, N. Y. ‘ 

Central territory lines—E. F. Austin, Central Freight Association, 

2088 Transportation building, Chicago, Il. \ 
ew England lines—Frank Van Ummersen, chairman, New Eng- 
land_ Freight Association, South Station, Boston, Mass. 

Southeastern lines—J. G. Kerr, assistant to vice-president, Louis- 
ville & Nashville Railroad Company, Louisville, Ky. 

Southwestern lines—Robert N. Nash, Assistant Freight Traffic 
Manager, St. Louis-San Francisco Railway Company, St. Louis, Mo. 

The above notice embraces the following named proceedings: 
No. 17471, Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. Co. et al.; 
No. 17561, American Refining Co. et al. vs. A. & R. R. R. Co. et al.; 
No. 17911, Arab Gasoline Co. vs. A. & R. R. R. Co. et al.; No. 18006, 
Kansas City Refining Co. vs. A. & S. Ry. Co. et al.; No. 18007, Mid- 
Continent Refiners Traffic Assn. vs. A. & S. Ry. Co. et al.; No. 
18061, Trans-Continental Oil Co. vs. A. & V. Ry. Co. et al.; No. 
18413, Indian Refining Co. vs. A. & V. Ry. Co. et al.; No. 18451, 
Muscle Shoals Oil Co. vs. A. & V. Ry. Co. et al.; No. 18605, Caldwell 
& Taylor Co. vs. A. T. & S. F. Ry. Co. et al.; No. 18199, Standard Oil 
Co. of Ky. vs, A. & V. Ry. Co. et al.: No. 18253, Texas Co. vs. A. & 
R. R. R. Co. et al.; No. 18653, Empire Refineries, Inc., vs. A. T. & S. F. 


Ry. Co. et al.; No. 18689, Ohio Valley Refining Co. vs. B. & O. R. R. 
Co. et al. 





HOCH-SMITH APPEAL 


The California deciduous fruit industry, on the assertion 
that a serious depression now exists and for more than five 
years last past has existed, has appealed to the Commission for 
relief more quickly than would come, presumably, from an ob- 
servance of the customary procedure of hearing before an ex- 
aminer, a proposed report and disposition by a division. The 
appeal is made in No. 19130, California Growers’ and Shippers’ 
Protective League vs. Santa Fe et al. 

Asking a reduction in the rates on deciduous fruit, other than 
apples, from California to all transcontinental groups from A 
to J, it further asks for hearing before a commissioner, and, with- 
out a proposed report, argument before the entire Commission. 
At present the rate to all groups other than J is $1.73. The 
rate to group J is $1.62. Those rates are alleged to be in viola- 
tion of section 1 of the Hoch-Smith resolution. The complaint 
says the $1.73 rate is 50 per cent higher than the rate in effect 
on June 24, 1918, and the $1.62 rate is 40.8 per cent higher than 
the rate on the day before the President increased rates in the 
war year, notwithstanding a large increase in the volume of the 
movement and the increase in loading per car, between 1913 
and 1926, such increase in the number of cars and in loading 
resulting in an increase in the revenue, per car, from about 
$300 to $500. The complaint contends that the shippers of such 
fruit are required, by reason of the increases, to pay dispropor- 
tionately high rates. 


The complaint alleges that the depression has been more 
severe in the current year than in any prior year; that the 
products of the industry do not move freely; that in order to 
promote freedom of movement it is necessary that the lowest 
possible lawful rates compatible with the maintenance of ade- 
quate transportation be established and maintained, and that 
such rates be placed upon a just and reasonable basis with 
relation to other rates. 

Neither of the rates, according to the complaint, is the lowest 
possible lawful rate, but that, on the contrary, each is “greatly 
in excess of such lowest possible lawful rate, and that neither 
of said rates is upon a just or reasonable basis with relation to 
other rates.” 

This request for an expeditious disposition of the matter is 
based upon the declaration of the Commission, in No. 17000, 
Rate Structure Investigation, 113 I. C. C. 3, that “pending further 
progress in the investigation of the issues in No. 17000, parties 


- are not debarred from what may prove to be the more expedi- 


tious and satisfactory course of presenting their grievances by 
complaint or of seeking the reconsideration of our former de- 
terminations which may control the situation.” The complaining 
league said that “by reason of the acute economic depression 
and the urgent need for relief, it brought the complaint at this 
time to the end that the relief might be expeditiously afforded, 
in pursuance of the Hoch-Smith resolution and in conformity 
with the orders of the Commission in relation to the investiga- 
tion thereunder.” It said that the nature and importance of the 
issues justified and required departure from the proposed report 
procedure and that disposition at the earliest date made it 
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desirable and necessary that a hearing be had before a com- 
missioner and oral argument before the entire body. 


SUSPENDED TARIFFS 


In I. and S. No. 2835, the Commission has suspended from 
January 23 until May 23 schedules as published in supplement 
No. 10 to Kansas City Southern I. C. C. No. 4424, and supple- 
ment No. 1 to Boyd’s I. C. C. No. A-1726. The suspended sched- 
ules propose to increase the rates on eggs in straight carloads, 
or in mixed carloads with dressed poultry, from points in Kan- 
sas, Oklahoma and Arkansas to New Orleans, La. The following 
is illustrative, rates in cents per 100 pounds, on eggs, carloads: 


To New Orleans, La., from Sulphur Springs, Ark., present 9144, 
proposed 126; Westville, Okla., present 91%, proposed 123; Sallisaw, 
Okla., present 9114, proposed 119; Topeka, Kans., present 137, pro- 
posed 159. 


In I. and S. No. 2836, the Commission has suspended from 
January 30 until May 30 schedules as published in supplement 
No. 9 to Kansas City Southern I. C. C. No. 4421; supplement 
No. 24 to Boyd’s I. C. C. No. 1644; supplement No. 5 to Johan- 
son’s I. C. C. No. 1881, and various other schedules filed by 
agents and individual lines. The suspended schedules propose 
to increase the carload minimum weight on broom corn, pressed 
in bales, from 18,000 to 20,000 pounds, for a standard box car, 
subject to rule 34 (graduated minima) of the Consolidated Clas- 
sification, between various points in the Southwestern and West- 
ern Trunk Line territories. 


In I. and S. No. 2834, the Commission has suspended from 
January 21, until May 21, schedules as published in the following 
tariffs: Louisville & Nashville, Supplements Nos. 99 and 100 to 
I. C. C. No. A-14513, and Supplement No. 11 to I. C. C. No. 
A-15420. The suspended schedules proposed to establish specific 
commodity rates on canned goods, carloads, from Tellico Plains, 
Tenn., to certain L. & N. R. R. stations in Alabama and Georgia, 
which would result in increases. The following statement is 
illustrative; rates in cents per 100 pounds on canned goods, 
carloads. 

From Tellico Plains, Tenn. 


To— Present Proposed 
CE Mx vceas ge eeemaeweeeoule awed s eelewe ee 24.5 38.5 
I nnn @ sreieiesiS wanna eet cic bikgaeinc eae 24.5 37 
I SEE. Hudvwiweccéuceseebue, peceevesoueeee 24.5 51 


In I. and S. No. 2837, the Commission has suspended from 
January 27 until May 27 schedules as published in the following 
tariffs: H. Wilson, supplement No. 65 to I. C. C. No. A-94, sup- 
plement No. 32 to I. C. C. No. A-157, supplement No. 7 to I. C. C. 
No. A-172. The suspended schedules propose to restrict the 
rates applicable on brass, bronze and copper articles from Scran- 
ton and Williamsport, Pa., group points to destinations in Cen- 
tral Freight Association and Western Trunk Line territories 
so this traffic cannot be routed through higher rated New York 
and Philadelphia group points. except when the traffic is charged 
the higher New York or Philadelphia rates, as the case may be. 

In I. and S. No. 2838, the Commission has suspended from 
January 27 until May 27 schedules as published in the following 
tariffs: Boston & Maine: Supplement No. 5 to I. C. C. No. 
A-2501, and supplements Nos. 16 and 18 to I. C. C. No. A-2570; 
Merchants and Miners Transportation Co.: Supplement No. 7 
to I. C. C. No. 1087, supplement No. 12 to I. C. C. No. 1088, and 
others. 

The suspended schedules of the Boston & Maine propose 
to change the routing specified in its tariffs in connection with 
joint through rates on various commodities from points on the 
Boston & Maine, and other connecting lines in New England 
territory to points in Delaware, District of Columbia, Maryland, 
New Jersey, New York, Pennsylvania, Virginia and West Vir- 
ginia in connection with the Merchants and Miners Transporta- 
tion Company, and the suspended schedules of the M. and 
M. T. Co. propose to cancel the joint through rates named in 
its tariffs on classes and commodities between points in the 
above named states and points on the Boston & Maine and other 
connecting lines in New England territory in connection with 
the Boston & Maine via Boston (Mystic Wharf), Mass., result- 
ing in the first instance in the point of interchange between 
the B. & M. and the M. and M. T. Co. at Boston, Mass., and in 
the second instance in leaving no joint through rates in effect 
betwen the points named over the above named route. 


COMMISSION ORDERS 


Swift & Co. has been permitted to intervene in No. 18890, 
Lever Brothers Co. vs. Boston & Albany (New York Central) 
et al. 

North American Cement Corp. has been permitted to inter- 
vene in No. 19054, G. H. Treyz & Co. et al. vs. Baltimore & 
Ohio et al. 

The Commission has reopened No. 14498, Ragland Coal Co. 
vs. Virginian et al., and No. 14831, Winding Gulf Colliery Co. 
vs. Chesapeake & Ohio et al., for further hearing at such time 
and place as it may hereafter direct. The proceedings were 
reopened for reconsideration on October 19, 1926, and reopened 
for reargument before the entire Commission on December 6, 
1926. 
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The Commission has denied the petition as amended filed 
by Ocean Stone and Gravel Co. and Tampa Coal Co., for reopening 
of No. 17517, rates on chert, clay, sand and gravel within the 
state of Georgia; No. 17699 (and Sub. No. 1), Roquemore Gravel 
Co. et al. vs. Atlanta, Birmingham & Atlantic et al.; No. 17689, 
Roquemore Gravel Co. et al. vs. Atlanta, Birmingham & Atlantic 
et al.; No. 17763, Same vs. Same; 17764 (and Sub. 1), Dixie 
Sand & Gravel Co. vs. Atlanta, Birmingham & Atlantic et al.; 
and I. and S. 2470, sand, gravel and slag from Alabama and 
Tennessee to points in Georgia, for rehearing prior to final de- 
cision and for modification of scale of rates proposed by the 
examiner. 

The Commission has vacated its order of January 11 in No. 
19016, Modern Chemical Manufacturing Co., Inc., vs. Abilene & 
Southern et al., requiring carriers to furnish data regarding the 
value and weights of commodities involved in the complaint. 
The data requested are such as are usually furnished by the 
classification committee in defense of classifications under attack 
such as in this case. That being the fact, the order is un- 
necessary. 

Hyman-Michaels Company, Inland Steel Co. and Calumet 
Steel Co. have been permitted to intervene in No. 18356, Ship 
Supply Co. vs. Louisville & Nashville et al., for the purpose of 
filing exceptions to report proposed by examiner therein, but 
petition in so far as it requested oral argument therein has been 
denied. 

The order entered in No. 16729, the Southwestern Milling 
Co., Inc., vs. Santa Fe et al., on October 8, 1926, which was 
by its terms made effective on December 10, 1926, upon not 
less than five days’ notice, and which was subsequently modi- 
fied to become effective on January 25, 1927, has been further 
modified so as to permit the defendants to comply therewith on 
January 25, 1927, upon not less than one day’s notice; but in 
all other respects, the said order of October 8, 1926, as subse- 
quently modified, shall remain in full force and effect. 

The last paragraph of the order of October 2, 1926, in No. 
15367, Superior Coal Co. vs. Director-General, as agent, Pitts- 
burgh & West Virginia et al., has been corrected to read as 
follows: 


It is ordered, That Andrew W. Mellon, director general of rail- 
roads, as agent of the President under section 206 of the transporta- 
tion act, 1920, defendant herein pursuant to said section in respect 
of. the Pittsburgh & West Virginia, Wheeling & Lake Erie, and 
Akron, Canton & Youngstown railroads, be, and he is hereby, au- 
thorized and directed to pay unto complainant, the Superior Coal 
Company, on or before November 30, 1926, the sum of $671.10, with 
interest thereon at the rate of 6 per cent per annum from April 
25, 1918, as reparation on account of inapplicable reconsignment and 
transportation charges exacted for the transportation of numerous 
carloads of coal shipped from Chandler, Ohio, to Akron, Ohio, and 
reforwarded to Cleveland and Lorain, Ohio. 


Fourth section application No. 12169, of Buffalo, Rochester 
& Pittsburgh, has been reopened for further hearing at such 
time and place as the Commission may hereafter direct. 

The Commission has dismissed the complaints in No. 11818, 
American Wholesale Lumber Co. vs. Director-General, as agent, 
Aberdeen & Rockfish et al., No. 11818 (Sub. No. 1 to 13), Van 
Cleave Saw Mill Co. et al. vs. Director-General, as agent, and 
No. 11818, (Sub. 14 to 27), Chicago Lumber & Coal Co. et al. vs. 
Santa Fe et al., upon request of complainants. 

The Traffic Bureau, Chamber of Commerce, Greenville, 
S. C., has been permitted to intervene in No. 18524, Traffic 
= of South Atlantic Ports vs. Aberdeen & Rockfish 
et al. 

The Minnesota & Ontario Paper Co. has been permitted to 
intervene in No. 18775, The Northwest Paper Co. vs. Chicago, 
Milwaukee & St. Paul et al. 

The Western Union Telegraph Company has been permitted 
to age in valuation No. 928, in re valuation of Pennsyl- 
vania et al. 


IRON AND STEEL MEETING 


In connection with Docket 17000, rate structure investigation, 
Part 6, iron and steel articles, hearings in which have been 
announced for March 16 at Pittsburg, A. H. Brown, chairman 
of the Central Freight Association Shippers’ Committee, has 
arranged for an open meeting of the central territory interests 
in the ball room of the Hotel Deshler, Columbus, Ohio, at ten 
o’clock, eastern time, Thursday, Feb. 3. The purposes of this 
meeting are to enable all interested to discuss the formation 
and personnel of the committee, in order that it be fully repre- 
sentative and satisfactory; to inform shippers and receivers 
of iron and steel articles of the purpose and nature of the pro- 
ceeding; to enable the committee to get the benefit of views from 
all possible angles; and to discuss the possibility of adopting 
some general principles on which all may stand during the 
hearings. ; 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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RATES ON POTATOES 


Dismissal of the complaint in No. 17348, Boyle Commission 
Company vs. C. B. & Q. et al., has been recommended by Exam- 
iner R. J. Olentine on a finding that rates on potatoes, carloads, 
from certain points in Idaho, Colorado, Nebraska and Utah to 
Nashville, Tenn., were not shown to have been unreasonable or 


otherwise unlawful. The complainant alleged that the rates 
charged on 28 carloads of potatoes from and to the points indi- 
cated, in the period August 25, 1921, to December 11, 1924, were 
unreasonable and in violation of the long-and-short-haul clause 
in that they exceeded the rates contemporaneously in effect to 
New Orleans, La. No joint rates were in effect from points of 
origin to Nashville and it was shown that the charges col- 
lected were based on the applicable combination of the rates 
to and beyond East St. Louis, Ill., or Evansville, Ind. At the 
time of movement, the examiner continued, there were in effect 
rates to New Orleans which were generally lower than the rates 
to Nashville. Defendants stated that, under the governing tar- 
iffs, the rates to New Orleans were not applicable to points in 
Tennessee over the L. & N., with the exception of on shipments 
originating at Filer and Buhl, Idaho, on the Oregon Short Line 
in September, 1921, when the tariff failed to restrict application 
over the L. & N. The examiner said the carriers had agreed 
to refund these overcharges on presentation of expense bills. 
He said the departure from the fourth section was protected 
by appropriate application. He said complainant offered no 
proof to show that the rates were unreasonable per se, but had 
based its case entirely on the comparison of the New Orleans 
and Nashville rates. He said such a comparison was of but 
little value, inasmuch as the rates to New Orleans and other 
Gulf ports were depressed by water competition and were not 
recognized as a maximum to Nashville and other southeastern 
destinations. He said some of the shipments apparently were 
overcharged, while others were undercharged, and that these 
charges should be properly adjusted on the basis of the ap- 
plicable rates. 


DEMURRAGE WAS APPLICABLE 


Attorney-Examiner Arthur R. Mackley, in No. 18511, South- 
ern Roads Co. vs. Galveston, Harrisburg & San Antonio et al. 
said the Commission should find demurrage charges amounting 
to $23, collected on shipments of crushed rock and fuel oil, held 
by the line-haul carrier, for payment of charges for delivery to 
connecting switching line, in September, 1924, were applicable 
and their assessment, not shown, to have been unreasonable. 

When the shipments of crushed rock and fuel oil, billed to 
Craven & Lang’s siding on the Illinois Central at New Orleans, 
arrived at the end of the Southern Pacific lines they were held 
for the payment of charges, because the consignee was not on 
the credit list of the Southern Pacific lines in Louisiana. De- 
murrage in the amount mentioned was imposed under a pro- 
vision of the tariff imposing demurrage, at the usual rates, when 
the cars were held for surrender of bill of lading or payment 
of lawful freight charges. 


Complainant contended that that provision was intended to 
apply on cars held for reconsignment, diversion or reshipment, 
or held in transit on the order of the consignee, consignor or 
Owner, and not on cars to be delivered in accordance with the 
original bills of lading; also that the bill of lading contract had 
not been completed, an absorption provision of Morgan’s Louisi- 
ana-Texas tariff having had the effect of making a joint rate 
to complainant’s delivery point on the siding hereinbefore men- 
tioned, reached by the Illinois Central. 


Defendants denied that the absorption tariff had the effect 
of making a joint rate to delivery points on the Illinois Central; 
that the cars were not held short of billed destination; that 
prompt notice of arrival and of requirements as to the payment 
of freight charges was given to the complainant; that complain- 
ant made no application for credit, as required by the defend- 
ant’s rules; and that payment could as well have been made to 
the Southern Pacific in Louisiana as to the Illinois Central. 

Mackley said the Commission should find the cars were not 
held short of billed destination within the meaning of the appli- 
cable tariffs, including the Southern Pacific absorption tariff. 
He said the requirements as to the credit list had not been 
shown to be unreasonable. The record, he said, indicated that 
they were in harmony with the principles announced in Regula- 
lions for Payment of Rates and Charges, 69 I. C. C. 351 and that 
the complaint should be dismissed. 


FRUITS TO TOPEKA, KAN. 


Examiner David T. Copenhafer, in No. 18086, W. O. Ander- 
Son Commission Co. et al. vs. Alabama & Vicksburg et al., has 
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recommended a relationship of rates on fruits and vegetables, 
from points in Florida south of Jacksonville, to Topeka in 
comparison with rates to Kansas City. He said the Commission 
should find the rates to have been and to be unduly prejudicial 
but not unreasonable except as to celery, on shipments of which 
he recommended reparation. The complaint alleged unreason- 
ableness and undue prejudice with undue preference for fruit 
and vegetable dealers in the same general territory as Topeka. 

Copenhafer said the Commission should find the rates un- 
duly prejudicial to Topeka to the extent they had been, were 
and might exceed, the factors from Jacksonville to Kansas City, 
by more than five per cent. He said the Commission should 
further find that the rates on cabbage, potatoes, fruits and mixed 
vegetables were not unreasonable, but that the rates on celery 
were and are unreasonable to the extent the factor from Jack- 
sonville to Topeka exceeded 140 cents. 


REPARATION ON SHAVINGS 


An award of reparation has been recommended by Exam- 
iner W. K. Berryman in No. 18674, Eblin and Company vs. N. C. 
& St. L. et al., on a finding that a rate of 94 cents charged on 
shipments of cottonseed shavings from Jackson, Tenn., to Brook- 
lyn, N. Y., and Jersey City, N. J., was inapplicable and that the 
applicable rate was 44.5 cents. A rate of 44.5 cents was ap- 
plicable on cottonseed hull fiber or shavings from and to the 
points in issue. Complainants bought and billed the shipments 
as cottonseed hull fiber or shavings but the description was 
changed by the Southern Weighing and Inspection Bureau to 
cotton linters. The examiner said the Commission should find 
that the shipments consisted of cottonseed shavings. 


RATE ON OIL-WELL MACHINERY 

In a proposed report in No. 18612, Sinclair Oil and Gas 
Company vs. Mobile & Ohio, Examiner Lewis L. Prout has 
recommended dismissal of the complaint on a finding that the 
rate charged on one carload of oil-well machinery from Mobile, 
Ala., to Tulsa, Okla., in December, 1922, was not unreasonable 
or in excess of the applicable rate, as alleged. Charges were 
collected on a rate of $1.465, plus certain wharfage, demurrage 
and other incidental charges. 


RATE ON SCRAP ALUMINUM 
Dismissal of the complaint in No. 18224, Cline & Bernheim, 
Inc., vs. C. & N. W. et al., has been recommended by Examiner 
F. A. Clifford on a finding that the applicable combination rate 
of 94.5 cents charged on a carload of scrap aluminum shipped 
from Nashville, Tenn., to Aurora, Ill., on March 12, 1924, was not 
unreasonable. 


RATES ON COAL 

Examiner Horace W. Johnson has recommended dismissal 
of the complaint in No. 18345, Russell The Coal Man, Inc., vs. 
Cc. C. C. & St. L. et al., on a finding that rates charged on three 
carloads of coal shipped from Boonville, Ind., to Elkhart, Ind., 
and reconsigned to South Bend, Ind., via an interstate route, in 
May, 1923, were not unreasonable or otherwise unlawful. The 
examiner said the shipments were overcharged 10 cents per 
net ton and that the overcharges should be promptly refunded. 


RATES ON HORSES AND MULES 


On a proposed finding that rates charged on carload ship- 
ments of horses and mules from Sikeston and Oran, Mo., to 
Memphis, Tenn., between January 8 and June 3, 1922, were in- 
applicable on certain of the shipments and applicable on other 
shipments, Examiner B. E. Stillwell, in No. 18461, Jos. A. Max- 
well Sons Commission Company vs. St. Louis-San Francisco, has 
recommended that refund of overcharges be directed and that 
the complaint be dismissed. He said the Commission should find 
that a rate of $53.50 per car, regardless of length, was applicable 
to all shipments that moved prior to April 1, 1922, and that a rate 
of $75.50 was applicable to the shipments that moved thereafter. 


RATES ON LUMBER 

Examiner William A. Maidens, in a proposed report in No. 
18344 McGinnis-Burdette Lumber Company vs. Alabama, Tennes- 
see & Northern et al., has recommended a finding that a rate 
of 34 cents on a carload of yellow pine lumber shipped on Sep- 
tember 6, 1924, from Bogueloosa, Ala., to Memphis, Tenn., was 
unreasonable to the extent that it exceeded, exceeds or may 
exceed 22.5 cents, and that reparation should be awarded to 
the basis of the rate found reasonable, minus a stoppage charge 
of $19. Charges were collected in the sum of $235.82, based 
on the rate of 34 cents, plus a charge of $19 for stoppage and 
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dressing in transit at Lisman, Ala. The dressing charge was 
not questioned. At a rate of 34 cents, the examiner said, the 
amount should have been $235.92. The examiner said the ap- 
plicable rate was 28.5 cents and that the shipment was over- 
charged $34.99. 


RATES ON GASOLINE, ETC. 


Examiner Arthur Kettler, in a proposed report in No. 18028, 
Empire Refineries et al. vs. Santa Fe et al. has recommended 
a finding that rates on gasoline and other petroleum products 
taking the same rates, in carloads, from Ponca City, Cushing 
and Okmulgee, Okla., to Poplar Bluff, Sikeston and other des- 
tinations in Missouri intermediate thereto or intermediate to 
St. Louis, were, are and for the future will be unreasonable to 
the extent that they exceeded, exceed or may exceed 32 cents, 
and that reparation should be awarded. 


TOMATO REFRIGERATION CHARGES 


Examiner E. P. Hurley has recommended dismissal of the 
complaint in No. 18329, Charles S. Simpson Company et al. vs. 
Grand Trunk Western et al., on a finding that refrigeration 
charges assessed at Port Huron, Mich., on carload shipments of 
tomatoes destined to Toronto and Montreal, Canada, were not 
and are not unjust or unreasonable. 


MINIMUM ON BARRELS 


In a proposed report in No. 18331, St. Louis Cooperage Com- 
pany et al. vs. C. B. & Q. et al., Examiner E. J. Murphy has 
recommended that the carload minimum on slack wooden barrels 
from St. Louis, Mo., to destinations in Illinois, be found to have 
been applicable but unreasonable, that the present applicable 
charges be found not unreasonable, and that reparation be 
awarded. 

Complainants alleged that the charges assessed for the 
transportation of new empty wooden barrels, slack cooperage, 
in carloads, from St. Louis to various destinations in Illinois 
were and are unreasonable and illegal. The evidence related 
to 66 shipments which moved in the period between September 
1, 1923, and August 1, 1926. The examiner said the shipments 
that were delivered or tendered for delivery prior to Aprijl 14, 
1924, were barred from consideration under the allegation of 
unreasonableness, by the statute of limitations. 

Charges were assessed on the basis of the class D and 
minimum third-class rates and a minimum of 14,000 pounds. The 
examiner said the Commission should find that the minimum of 
14,000 pounds on which the charges assailed were based was 
applicable, but that it was unreasonable to the extent that it 
exceeded 10,000 pounds for 36-foot cars, subject to rule 34 of 
the western classification providing graduated minima for longer 
cars; that the charges assessed on the basis of the unreasonable 
minimum were unreasonable to the extent that they exceeded 
charges based upon the minimum herein found reasonable, and 
that the present applicable charges were not unreasonable. He 
said reparation should be awarded to the Schaperkotter Cooper- 
age Company on shipments that moved in the statutory period 
but that the evidence of record was not sufficient to warrant a 
finding that the other complainants paid and bore the charges 
on their shipments. 


RATES ON SMITHING COAL 


An award of reparation has been recommended by Examiner 
C. J. Peterson in No. 17825, Tuffli Brothers Pig Iron & Coke 
Company vs. Western Maryland et al., on a finding that rates 
charged on smithing coal, carloads, from Douglas, W. Va., and 
Logan, Pa., to Cardin, Okla., in April, June and October, 1920, 
were inapplicable. He said the Commission should find that a 
rate of $7.20 per net ton was applicable to two shipments that 
moved from Douglas, and that a rate of $8.60 was applicable to 
two shipments that moved from Logan. Rates ranging from 
$7.90 to $10.88 were charged. The shipments’ were consigned 
to Chicago and St. Louis and reconsigned to Cardin. 


RATES ON ROUGH GRANITE 


Dismissal of the complaint in No. 18098, Montello Granite 
Company vs. Minneapolis, St. Paul & Sault Ste. Marie et al., has 
been recommended by Examiner S. A. Aplin, on a finding that 
rates charged on rough granite, carloads, from Bradford and 
Westerly, R. I., to Montello, Wis., were not and are not unreas- 
onable or otherwise unlawful. 


RATES ON BOX MATERIAL, ETC. 


Dismissal of the complaint in No. 18294, B. C. Jarrell and 
Company vs. L. & N., has been recommended by Examiner D. C. 
Dillon on a proposed finding that rates on box and crate material, 
and vegetable hampers from Humboldt, Tenn., to Woodburn and 
Franklin, Ky., and over an interstate route to Portland, Mitchell- 
ville and Fountain Head; Tenn., are not unreasonable or unduly 
prejudicial. He said reparation should be denied. The defend- 
ant stated that it reduced the rates assailed, effective July 25, 
1925, to harmonize with a general adjustment on its lines of 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 5 


rates on lumber and related articles. The examiner said it had 
been found in numerous cases that a readjustment of rates 
initiated by carriers in the exercise of their judgment in good 
faith and within reasonable limits should not be at peril of lia- 
bility of reparation. 


REPARATION ON FRUITS, ETC. 


In No. 15084, Walter Hill Company et al. vs. Santa Fe et al., 
Examiner Harry C. Barron has recommended an award of repara- 
tion on shipments of fruits and vegetables which moved subse- 
quent to November 1, 1923, from California points to Prescott, 
Ariz., and on which charges were paid at the rates found un- 
reasonable in the previous report, 107 I. C. C. 101. The only issue 
involved was the right of complainants to reparation on ship- 
ments made subsequent to the hearing. 


REPARATION ON PEANUTS 


An award of reparation has been recommended by Examiner 
Edgar Snider in No. 17808, Alton Mercantile Company vs. Santa 
Fe et al., on a proposed finding that a rate of 143 cents assessed 
on three carloads of peanuts from Petersburg and Suffolk, Va., 
to Enid, Okla., between December, 1923, and April, 1924, was 
unreasonable to the extent that it exceeded 123 cents per 100 
pounds. The examiner said the 143-cent rate was reduced to 
123 cents, effective July 25, 1925. 


RATES ON CABBAGE, ETC. 


Examiner Paul A. Colvin has recommended dismissal of the 
complaint in No. 17772, Traffic Bureau, Chamber of Commerce, 
Lynchburg, Va., vs. Pennsylvania et al.,on a proposed finding that 
rates on cabbage and potatoes, carloads, from Freehold, N. J., 
and certain points in New York, to Lynchburg, Va., were not 
and are not unreasonable, unjustly discriminatory or otherwise 
unlawful. The report also embraces two sub numbers, Same vs. 
Same, and Same vs. Lehigh Valley et al. 


RATING ON DINITROCHLORBENZOL 


In a proposed report in No. 18311, E. C. Klipstein & Sons 
Company vs. Central of New Jersey et al., Examiner Paul A. 
Colvin has recommended a finding that the official classification 
rating of fourth class on dinitrochlorbenzol, carloads, as applied 
to shipments from Grasselli, N. J., to South Charleston, W. Va., 
is and for the future will be unreasonable to the extent that 
it exceeds fifth class. The examiner said the fourth-class rating 
had been in force for a number of years and so far as the record 
indicated had been uniformly applied on shipments in official 
classification territory. Therefore, he said, following Garratt- 
Callahan Co. vs. A.C. L. 88 I. C. C. 103, and similar cases, repara- 
tion should be denied. Dinitrochlorbenzol is a liquid derived 
from a coal tar base. The examiner said the record showed that 
the value of the commodity was much below the average of other 
dye intermediate and was more nearly comparable with that of 
coal-tar products to which defendants had voluntarily given the 
fifth class rating. He followed Du Pont de Nemours & Co. vs. 
Director-General, 73 I. C. C. 129, and 85 I. C. C. 475, in which 
fifth class was held to be a reasonable rating in official classifi- 
cation for crude anthracene. 


COTTON CASE PROPOSAL 


Examiner William J. Koebel has proposed the dismissal of 
No. 17737, Smith-Wilson & Co. et al. vs. Atchison, Topeka & 
Santa Fe et al., on a finding that the rates, rules and regulations 
no cotton, any quantity, shipped uncompressed to be compressed 
by and at carrier’s expense, from points in the Pecos Valley 
of New Mexico on the Santa Fe, to Texas gulf ports via the 
Pecos (Tex.) gateway, and beyond, over the Texas & Pacific, 
Sweetwater, Tex., are not unreasonable. He said the establish- 
ment of joint rates on such traffic and over that route, with 
concentration privilege at Pecos, which would short-haul the 
Santa Fe’s single-system route via Clovis, N. M., and Sweetwater, 
Tex., with concentration at Roswell, N. M., was not necessary 
or desirable in the public interest. 

The complaint alleged that the refusal of the Santa Fe to 
publish and apply rules, regulations and rates on cotton that 
would cause its own short-hauling in the manner indicated, was 
unreasonable. The complaint asserted that the present handling 
over the single-system route via Clovis, N. M., and Sweetwater, 
with privilege of concentration at Roswell, resulted in delay 
and wasteful transportation in violation of the first and fifteenth 
sections, . 

The Texas & Pacific, named as a defendant, admitted ma- 
terial allegations in the complaint and expressed willingness to 
establish joint rates with the Santa Fe via Pecos. Its witness 
testified in behalf of the proposed arrangement and submitted 
a brief, the examiner said, in support of the prayer. The ex- 
aminer said the evidence fell far short of convincing him that 
the joint rates and concentration at Pecos were necessary Or 
desirable in the public interest. Nor did the evidence, he said, 
show that the route of the Santa Fe system was unreasonably 


Janu 


long 
Texé 


Pho 
iner 
load 
fron 
unre 
ami 


60,00 
grou 


that 
and 
and 
and 
orn 


Pho 
Kin; 
Clar 
Pres 
Will 
Flag 


Holl 
Gall 


grou 


the 


ad 
es 
od 
ia- 


al. 
ra- 
3e- 
tt, 


ue 
ip- 


er 
ta 
ed 
a., 
as 
00 
to 


he 


at 
es 
ot 
se 


1S 


yn 
> 


at 
¥ 4 


al 


d 
ut 
or 
of 
e 


Se We Fe ONS FUR GB ee 


oie week. ee 


January 29, 1927 


long in comparison with the proposed route via Pecos and the 
Texas & Pacific. 


RATES ON SUGAR 


In a proposed report in No. 16742, Traffic Bureau of the 
Phoenix Chamber of Commerce et al. vs. Santa Fe et al., Exam- 
iner John H. Howell has recommended that rates on sugar, car- 
loads, from California points to destinations in Arizona and 
from California and Colorado points to Gallup, N. M., be found 
unreasonblae and that reparation should be awarded. The ex- 
aminer’s recommendations follow: 


The commission should find that the rate on sugar, minimum 
60,000 pounds, from Holly and other Santa Fe points in Colorado 
grouped therewith to Gallup was, is and will be, unreasonable to 
the extent that it exceeded, exceeds, or may exceed 71 cents; and 
that the rates on sugar, minimum 60,000 pounds, from Los Angeles 
and other refineries in southern California and from San Francisco 
and other refineries in central and northern California were, are, 
and will be unreasonable to the extent that they exceeded, exceed, 
or may exceed the following: 


(1) () (1) (2) 
To Cts. Cts. To Cts. Cts. 
TE. dasecnian cantons 63 79 cp ee ee 46 70 
Po 55 70 ee ee 63 e 
I. oa Sconaxeaw'é twats 67 RE Serene 70 
EEE, Sicieuic :icsvacewn 63 79 PE ov: 0: o:etu.d Waahurenetes-ere 73 i 
TEE. werweciseewees 65 79 MEN cs2ive koleiew aa cava earaner 79 84 
WEEE Seen dices eeseee 67 82 rere 79 84 
WEE e.ctiwecceccabheve 70 oe PE Hk Oi wen eeeeeuie 70 as 
rr ee 70 ne PI sis necenuanee 70 
CEE 6.6 6.0100s cberareenes 75 





(1) From Los Angeles and group. (2) From San Francisco and 
group. 


The Commission should further find that complainants except 
the C. N. Cotton Company, made shipments as described and paid 
and _ bore the charges thereon; that they have been damaged thereby 
in the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that they are entitled to reparation. Complainants should comply 
with rule V of the rules of practice. 

The report also embraces No. 16770, Bashford-Burmister 
Company vs. Atchison, Topeka & Santa Fe et al.; No. 16770, 
sub No. 1, Central Commercial Company vs. Same; No. 16770, 
sub No. 2, Wheeler Perry Company vs. Santa Maria Valley et 
al.; No. 16770, sub No. 3, T. F. Miller Company vs. Atchison, 
Topeka & Santa Fe et al.; No. 16770, sub No. 4, E. F. Sangui- 
netti vs. Southern Pacific et al.; No. 16770, sub. No. 5, Arizona 
Grocery Company vs. Atchison, Topeka & Santa Fe et al.; No. 
16770, sub No. 6, Arizona Wholesale Grocery Company et al. 
vs. Arizona Eastern et al.; No. 16770, sub No. 7, C. N. Cotton 
Company vs. Atchison, Topeka & Santa Fe et al.; No. 16770, 
sub No. 8, Babbitt Brothers Trading Company et al. vs. Same; 
No. 16770, sub No. 9, Wm. H. Dagg Mercantile Company vs. 
Same; No. 17549, Phelps Dodge Mercantile Company vs. Same; 
No. 17549, sub No. 1, Baffert & Leon vs. Same; No. 17466, 
United Verde Extension Mining Company vs. Same; and No. 
17781, Simpson-Ashby Company vs. Southern Pacific. 


SAND AND GRAVEL IN SOUTHWEST 


On rehearing in No. 9702, Memphis-Southwestern Investiga- 
tion, Attorney-Examiner William A. Disque has proposed that 
findings in the previous report, 77 I. C. C. 473, respecting rates 
on sand and gravel in the portion of the southwest covered by 
the proceeding, be affirmed. The report also embraces No. 
6390, Memphis Freight Bureau vs. St. Louis, Iron Mountain & 
Southern et al.; No. 7250, Shreveport Chamber of Commerce et 
al. vs. Alabama & Vicksburg et al.; No. 7304, City of Memphis 
et al. vs. Chicago Rock Island & Pacific et al.; No. 9886, Cham- 
ber of Commerce, Monroe, La., vs. Arkansas & Louisiana Mid- 
land et al.; No, 9927, Railroad Commission of Arkansas et al. 
vs. Arkansas Central et al.; No. 10084, Natchez Chamber of 
Commerce vs. Natchez & Southern et al.; No. 10418, Arkansas 
Jobbers’ & Manufacturers’ Association vs. Director-General et 
al.; and 10419, Arkansas Jobbers’ & Manufacturers’ Association 
vs. Director-General et al. 


These cases, Mr. Disque said, in so far as they related to 
the rates on sand and gravel prescribed in 77 I. C. C. 473, had 
been reheard upon petition of the highway commission of the 
state of Arkansas. He said the prescribed rates were now 
Maintained in the portion of the southwest covered by the pro- 
ceedings, which, roughly, was most of the territory east of the 
Kansas City Southern, including the state of Arkansas. He 
said the intrastate rates in Arkansas were held to the prescribed 
basis by the so-called Shreveport order herein, as supported by 
a federal injunction obtained by the carriers. The highway 
commission asked that the Commission reduce the prescribed 
rates, particularly as applied to Arkansas intrastate shipments 
of gravel made by or for the account of the state. Continuing, 
Mr. Disque said: 


__ It (the highway commission) relies mainly on the fact that in 
ao eral of the southern and southwestern states other than Arkansas 
: ere are mileage rates, required by state authority, on gravel shipped 
th or for the account of state governments, which are lower than 

© so-called commercial rates in those states and lower than the 
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intrastate rates in Arkansas applicable on both commercial and state 
governmental traffic. The highway commission also refers to a few 
specific commercial rates on gravel applicable between —- in the 
southwest, apparently made to meet competitive conditions, which 
are lower than the prescribed rates. It points out that so far as 
transportation conditions are concerned, as we have frequently 
found, there is no justification for generally higher rates in Arkansas 
than elsewhere in the southwest. It shows that under the prescribed 
rates the per-car earnings, generally for hauls of 75 miles and less, 
are about the same on gravel as on brick, bauxite and manganese 
ores, and phosphate rock, in Arkansas, although the value of a car 
of gravel is many times less than the per-car values of the other 
commodities. These facts are not persuasive. 

If undue prejudice is avoided, the carriers are free under the 
law to move governmental traffic at reduced rates or even free of 
charge, but it is not the function of this commission to require 
special rates on governmental traffic. A rate that is prescribed as 
reasonable is reasonable for all who may have occasion to use it. 

The highway commission contends that the application of higher 
rates on Arkansas state governmental traffic than on governmental 
traffic of and in other states results in unjust discrimination against, 
and in undue prejudice to, the state of Arkansas. However, that 
would not justify us in reducing the prescribed rates. Moreover, the 
question of the relationship between the intrastate rates in Arkansas 
and those in other states is not directly involved in these proceed- 
ings; we are here inquiring only into certain interstate rates and 
the relation between those rates and certain intrastate rates. 

As an alternative to the relief sought, the highway commission 
asks that the Shreveport order be cancelled, so that the Arkansas 
Railroad Commission may be free to require such rates as it may 
deem appropriate for this traffic. The Memphis Freight Bureau 
offered evidence to the effect that sand and gravel dealers at Mem- 
phis ship into Arkansas in competition with Arkansas producers and 
that any reduction in the intrastate rates without a corresponding 
reduction in the rates from Memphis would result in undue prejudice. 
This supports the outstanding Shreveport order. 

Respondents offered no new evidence, resting the case upon the 
original record and previous findings. 

The record as now supplemented affords no basis for modifying 
the previous findings or the order entered in accordance therewith. 


L. & N. CONSTRUCTION CASE 


In a proposed report in Finance Docket No. 5322, Construc- 
tion and Operation by Louisville & Nashville, Attorney-Examiner 
C. E. Boles and Engineer-Examiner E. Gray have recommended 
a finding that public convenience and necessity require the con- 
struction of a new line of railroad from Chevrolet, Harlan county, 
Ky., to a point near Hagans, Lee county, Va., a distance of ap- 
proximately 14 miles, and operation over tracks of the Inter- 
state Railroad Company in Virginia. 

By its order entered June 3, 1924, in Clinchfield Railway 
Lease, 90 I. C. C. 113, the Commission authorized the L. & N., 
and the Atlantic Coast Line to acquire joint control of the Caro- 
lina, Clinchfield & Ohio, under lease, upon five conditions, the 
second requiring the L. & N. to file, within twelve months, its 
application for a certificate of public convenience and necessity 
to construct proposed connections between its eastern Kentucky 
division, called the McRoberts line, and its Harlan county branch, 
on one hand, and the Clinchfield on the other, and to make either 
or both connections if found to be required by public con- 
venience and necessity. 

In partial compliance with the condition, the L. & N. asked 
authority to construct the line from Chevrolet to Hagans and to 
operate under a trackage-rights agreement in common with the 
owner, the Interstate Railroad Company, a line of railroad from 
Norton to Miller Yard, Va., a distance of 18 miles. The L. & N. 
asked the Commission to suspend the requirement of the condi- 
tion as to a connection between its eastern Kentucky division 
and the Clinchfield. The examiners held that the question as 
to the latter connection could not be considered in this proceed- 
ing. They said the application to be relieved of complying with 
the condition necessarily called for modification of the order in 
the Clinchfield lease case, and that that, in turn, required the 
reopening of that proceeding and further hearing as to the 
probable necessity for building the connection. They, therefore, 
recommended dismissal of that part of the application seeking 
modification of the order in the Clinchfield lease case. They 
indicated that there was probably justification for the applicant 
being relieved of the condition involved. 

The examiners said the chief objects to be attained by the 
L. & N. project were to provide a better route between the Har- 
lan coal field and the Carolinas, primarily to haul coal, and to 
create a new merchandise route between Louisville and Cincin- 
nati, and territory north and west of those points, on the one 
hand, and the Carolinas and the south Atlantic ports on the 
other. 

The examiners said the Clinchfield Coal Corporation seemed 
to be the only intervener unconditionally opposing the granting 
of the application. The Blackwood Coal & Coke Company denied 
that the public convenience and necessity required construction 
of the line, the examiners said. The Southern Railway alleged 
an interest in the merchandise route and denied that the pro- 
posed route would better the present service, the report said. 
The examiners said the two companies last named intervened 
primarily to protect their right to oppose reduction of the pres- 
ent freight rate on coal from the Kentucky fields to the south- 
east, which the L. & N. represented it intended to make after 
building connections for that traffic. They said intervening peti- 
tions of the C. & O., the N. & W., the Virginian, and the Vir- 
ginia Coal Operators’ Association were filed solely for the pur- 
pose last mentioned. 
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EX-LAKE ORE TO GRANITE CITY 


The By-Products Coke Corporation of Chicago has asked 
the Commission for an argument before the whole body on I. 
and S. 2709, Ex-Lake Iron Ore from Chicago to Granite City, 
Ill., and a reconsideration of the decision therein made by divi- 
sion 4. 

In support of its petition it says it makes pig iron at its * 
plant at Chicago; that, in the manufacture, it uses iron ore which 
originates at the northern ranges, moves via rail to upper lake 
ports, whence it is transshipped via the lakes and delivered at 
the petitioner’s dock adjacent to the plant. The pig iron manu- 
factured therefrom, the petition says, is marketed in the St. 
Louis district and throughout Illinois, lowa, Missouri, Wisconsin, 
and Indiana, in competition with the pig iron produced by the 
St. Louis Coke & Iron Corporation at Granite City. It further 
said the rate of $1.20 per ton on the ore from Chicago to 
Granite City was available only to the manufacturer at St. Louis. 
The petitioner claims it has a natural advantage in its location 
adjacent to Lake Michigan and that the St. Louis Coke & Iron 
Corporation has a like advantage in having its plant located 
in the St. Louis district, in proximity to coal from the southern 
districts and iron ore from Missouri mines. 


The petitioner takes the position that the rate of $1.20 on 
ore, ex-lake, from Chicago to St. Louis will tend to equalize the 
disadvantage of the St. Louis Coke & Iron Corporation in respect 
of its greater distance from the northern ore producing ranges 
and from Lake Michigan. It further contends that not only have 
the railroads failed to justify but that the record shows the rate 
to be below a reasonable minimum and unduly preferential and 
prejudicial. The petitioner claims that the report attaches no 
weight whatsoever to the uncontroverted evidence that, based 
on an average distance of 283 miles from Chicago to Granite 
City, the rate will yield earnings of only 3.7 mills per net ton- 
mile. It says that a reduction in the ex-lake iron ore rate to 
a point admittedly low, unquestionably is unduly prejudicial and 
preferential. It further says that the report is in error in failing 
to find undue preference and prejudice, because both exist as a 
matter of fact and that to approve the rate of $1.20 is to deny 
to the petitioner the benefit of its natural location. 


FINANCE APPLICATIONS 


The Gulf & Interstate Railway Company of Texas has applied for 
authority to execute a general mortgage and to issue thereunder one 
registered general mortgage gold bond for $700,000, and one registered 
general a gold bond for $828,700, and to deliver them to the 
Atchison, Topeka & Santa Fe at par in satisfaction of an equal 
amount of indebtedness of the Gulf & Interstate to the Santa Fe. 
Authority also was asked to issue one first mortgage bond for $300 
or three first mortgage bonds for $100 each to be used by applicant 
in refunding three $100 first mortgage bonds if it should be ascertained 
that the bonds were in fact issued and outstanding and are presented 
for payment or refunding before they are barred by the statute of 
limitations. All of the bonds will bear 6 per cent interest. 


The Virginian & Western Railway Company, with the Virginian 
Railway Company joining therein, has applied for authority to con- 
struct and operate a line of railroad extending from a connection with 
Guyandot River branch of the Virginian Railway Company at or near 
Itmann, W. Va., down the Guyandot River to a connection with the 
Chesapeake & Ohio Railway Company at or near Gilbert, W. Va., a 
distance of about 40 miles. The applicant said it had constructed 
about 8 miles of main line from Glen Rogers to Morri and its Vir- 
ginian connecting branch about 9 miles long from Milan Junction 
to Virwest, W. Va. It said those lines were under lease to and 
operated by the Virginian Railway Company and that the railroad 
which it now _proposed to construct would also be operated by the 
Virginian under lease. It said the line it proposed to construct 
was in effect an extension of the Guyandot River Branch of the 
Virginian. The applicant is a subsidiary of the Virginian. It said 
the proposed railroad would afford railroad facilities to a territory 
and population in Wyoming and Mingo counties, West Virginia, now 
without such facilities; would be an important link of interstate 
transportation for through business over and between the Virginian, 
the N. & W., and the C. & O. railroads; and would afford an effective 
western outlet for coal produced on the Virginian railway as well 
as an effective eastern outlet for coal. 

The St. Louis-San Francisco has applied for authority to issue 
common and preferred stock to capitalize uncovered expenditures 
chargeable to capital stock made between January 1, 1922, and 
December 31, 1925. The issues, permission for which is asked, 
are to be $15,096,240, preferred, and $13,,586,616 of common, the 
latter to be used in the redemption of the former. Speyer & Co. 
and J. & W. Seligman are to be underwriters who will take any part 
oe issue of preferred not subscribed by the common stock- 

ers. 

The preferred shareholders are entitled to receive 6.5 per cent 
non-cumulative dividends and be redeemable, at stated times, at 
$110 plus the proportionate share for the dividend period in which 
the shares may be redeemed. They are to be exchangeable for 
common stock at the ratio of 10 shares of preferred for nine 
shares of common. The preferred is to be offered to the holders 
of common stock at 100. The underwriters are to receive com- 
pensation at a rate not exceeding three per cent. 

The Midland Valley has asked for authority to issue $446,000 
5 per cent bonds under its first mortgage dated April 1, 1913. The 
object is to reimburse the applicant, in part, for capital expenditures 
amounting to $619,109, for additions and betterments made between 
January 1, 1924, and September 30, 1926. The bonds are to be sold 
in the open market, or through stock or bond brokers, at not less 
than 90 per cent of their face value and the Commission is not to 
exceed 2 per cent. The company asked that, pending the sale of the 
bonds, they might be pledged as security for loans either on demand 
or not exceeding two years. 

The Norfolk Southern has applied for authority to issue and 
sell $300,000 of equipment trust certificates at 97.18 and interest in 
connection with the acquisition of three locomotives and 150 gondola 
cars, 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 5 


The Fairport, Painesville & Eastern has asked authority to ex- 
tend its line from Painesville to Madison, O., 6 miles, to make a con- 
nection with the Nickel Plate, and to build a 2-mile spur to reach 
shale beds south of Madison, O. 


UNCONTESTED FINANCE CASES 


The Virginian Terminal Railway Company has been authorized 
to issue and deliver $84,000 of five per cent first mortgage fifty-year 
gold bonds to the Virginian Railway Company in reimbursement of 
advances made by it to the terminal company. The Virginian Rail- 
way Company was authorized to guarantee the bonds and to pledge 
them with the trustee of its first mortgage dated May 1, 1912, and 
to procure the authentication and delivery of $84,000 of first mortgage 
5 per cent fifty-year gold bonds. 

The Chicago & North Western has been authorized to procure 
the authentication and delivery of $1,375,000 of general mortgage 4% 
per cent gold bonds, to be held by the company until the further order 
of the Commission. 

The Fordyce & Princeton Railroad Company has been authorized 
to abandon, as to interstate and foreign commerce, approximately 5 
— of its line extending from Trigg, Ark., in a southwesterly di- 
rection. 

The Mobile & Ohio has been authorized to issue and sell $1,450,000 
of equipment trust certificates at not less than 98.4891 per cent of 
— and oa dividends, in connection with the procurement of 
equipment. 


TENTATIVE VALUATION REPORTS 


Northern Telegraph Company, as of June 30, 1916, $152,238. 
The Minnesota, Dakota & Western Railway Company, as of 
June 30, 1918, $650,790. 


PENNSYLVANIA VALUATION 


The Pennsylvania Railroad Company and affiliated lines have 
filed a formal protest with the Commission against the tentative valua- 
tion of the properties set forth in Valuation Docket No. 928. 


FINAL VALUATION REPORTS 


Valuation No. 484, Red River and Gulf Railroad, opinion No. B-452, 
119 I. C. C. 535-51, final value for rate-making purposes, of the prop- 
erty owned and used for common carrier purposes found to be 
r++ ale and of the property used but not owned, $351, as of June 30, 

Valuation docket No. 679, Gulf Ports Terminal Railway Co., 
opinion No. B-448, 119 I. C. C._ 449-64, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $460,000, as of June 30, 1917. 

Valuation Docket No. 619, River Terminal Railway Co., Opinion 
No. B-423, 119 I. C. C. 12-24, final value, for rate-making purposes, 
of the property owned and used for common carrier purposes, found 
to be $877,175 and of property used but not owned, $15,397, as of 
June 30, 1917. 

Valuation No. 608, New Orleans and Lower Coast Railroads Co., 
opinion No. B-437, 119 I. C. C. 265-85, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $622,170, as of June 30, 1918. 

Valuation No. 685, Rahway Valley Company et al., opinion No. 
B-445, 119 I. C. C, 389-411, final value for rate-making purposes, of 
property used for common carrier purposes, found to be $5,495, and 
of property used but not owned, $268,761, as of June 30, 1917. 


PETITIONS FOR REHEARING, ETC. 


Armour & Co. and Swift & Co., interveners in No. 15823, 
Duluth Chamber of Commerce vs. Chicago & North Western 
et al., have asked the Commission for a modification of its 
order in that case. 

The National Poultry, Butter & Egg Association, for and 
in behalf of its shipper members located in South Dakota and 
southern Minnesota, also its receiver members located at Chi- 
cago, Ill., and points east of Chicago, has asekd the Commission 
to vacate its order, or suspend the effective date of its order 
in No. 15823, Duluth Chamber of Commerce vs. Chicago & North 
Western et al., in so far as said order authorizes increases in 
the present rates on butter, eggs and dressed poultry from points 
in South Dakota and Minnesota to Chicago. 

The Mobile Chamber of Commerce and Business League, an 
intervener in No. 15082, Capital Grain & Feed Co. et al. vs. 
Illinois Central et al., has asked the Commission to grant re- 
hearing and reconsideration therein. 

The complainant in No. 16285, Sub. 1, Swift & Co. vs. At- 
lanta, Birmingham & Atlantic et al., has asked the Commission 
for further hearing therein upon the question of reparation, 
stating that it believed the Commission erred in that portion 
of its opinion (118 I. C. C. 601), at page 606, in which it found 
that the rates assailed were not unreasonable in the past and 
denied reparation. 

The complainant in No. 16515, Benson Produce Co. vs. 
— Northern has asked the Commission to grant a rehearing 
therein. 

The Chicago, Milwaukee & St. Paul has asked the Com- 
mission to relieve it as a party defendant to No. 16285 (and 
Sub. 1), White Provision Co. et al. vs. Atlanta, Birmingham & 
Atlantic et al., and No. 16726, Chicago Live Stock Exchange 
et al. vs. Atlanta, Birmingham & Atlantic et al., from compliance 
with the Commission’s order. , 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been decided 
to withdraw No. 19058, A. J. Thompson Produce Co. et al. vs. 
Beaumont, Sour Lake & Western et al. from the modified pro- 
cedure docket, to be set down for hearing in regular course, and 
to place No. 19068, Northwestern Livestock Shippers’ Traffic 
— vs. Great Northern et al. on the modified procedure 
docket, 
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WESTERN CLASS RATE HEARING 


(Special correspondence from Omaha) 

Omaha is the scene of a far reaching railroad rate hearing. 
It began Jan. 25 at the Omaha Athletic Club, with Commissioner 
McManamy presiding. 

What is known as Western Trunk Line territory, excluding 
Illinois, is involved. The hearing will take in all the class rates 
now in effect in Wisconsin, Minnesota, North and South Dakota, 
Iowa, Missouri, Kansas and Nebraska and it has been broad- 
ened to embrace that part of eastern Colorado defined by a line 
extending from Cheyenne, Wyo., to Trinidad, Colo., inclusive 
of Denver, Pueblo, and Colorado Springs; also that part of 
eastern Wyoming marked by a line drawn from Cheyenne 
through Casper to Sheridan. All basic interstate and intrastate 
rates will be involved. 

The hearing is the outgrowth of complaints filed by the 
Omaha Chamber of Commerce Traffic Bureau two years ago, in 
which Hastings, Grand Island and Lincoln intervened, asking 
for overhead class rates from the eastern seaboard and as far 
south as Birmingham, Ala., and Atlanta, Ga. 

A steering committee of shippers met 21 times with the nine 
carriers involved in an effort to formulate suitable class rates. 
A compromise was effected, but this was voted down by the 
shippers at a Chicago meeting. 

An unusual thing was the calling by the Commission, last 
October, for data consisting of cost studies, tonnage statistics, 
and other material evidence gathered and presented by a joint 
committee of the shippers, carriers and the various state com- 
missions. Nine railroads, nine shippers, and nine state com- 
missions were represented. 

The railroads have prepared a statistical abstract of this 
data which contains 500 pages of printed matter and which 
cost more than $25,000. 

The big effort will be to establish a consistent scale of class 
rates in the territory. An effort will be made to cut the rate 
on agricultural commodities and raise them on other classifica- 
tions so there will be equitable leveling upward primarily to 
afford some measure of farm relief. 

The first hearing is expected to last at least three weeks 
and the carriers will submit testimony, but will not be cross- 
examined. A few weeks afterwards another hearing will be 
held in which the railroads will be cross-examined. 

Representatives of both sides of the case held meetings 
Monday. A committee of five state commissioners in states 
where similar rate cases are pending was selected to sit with 
the commissioner. They are:. L. T. Hussey, Kansas; L. E. 
Gettle, Wisconsin; Dwight Lewis, Iowa; Claude Draper, Wy- 
oming; and J. J. Murphy, of South Dakota. 

Louis E. Wettling, statistician for the Western Trunk Line 
railroads, is expected to be the chief witness for the railroads. 
Another witness of importance will be E. B. Boyd, Chicago, 
chairman of the Western Trunk Line Committee. Others who 
are expected to be called as witnesses are: Robert N. Collyer, 
New York, chairman of the Eastern Trunk Line Committee; 
Eugene Morris, Chicago, chairman of the Central Freight Asso- 
ciation; Charles S. Barhan, Atlanta, Ga., southeastern lines 
chairman, and Chairman Von Ummerson, of the New England 
committee. 

Commissioner McManamy is assisted by W. H. Wagner, 
assistant chief examiner, and William J. Koemel and P. C. Paul- 
son, examiners. 

It is not the intent of the Western Trunk Line roads, in 
their demand for an upward revision of class freight rates, “to 
bring the Atlantic coast to the west,” and the long haul is not 
favored to the point of discrimination, E. B. Boyd, first witness 
for the carriers, said in his testimony January 25. 


“We are for the west,” he continued, “and we recognize 
the fact that the lake points, Twin Cities, and Missouri River 
cities, have some rights to which we are bound to give some 
consideration. At the same time, there are interior cities which 
have a right to do business, and our efforts have been to equal- 
ize rates to do away with discrimination.” 

Mr. Boyd gave an historical description of how the present 
rates came to be adopted, going back to the time when lake 
and river transportation depressed railroad freight rates to the 
advantage of group cities. 

He explained that the development of industry and job- 
bing in the interior points of Western Trunk Line territory made 
new rate adjustments necessary to the economic evolution now 
in progress. 

He made a comparison of the present Clark, or Missouri 
River, scale with the proposed Western Trunk Line scale as 
applied to all classes, beginning with the minimum short haul 
of five miles and ending with the maximum long haul of 700 
miles, which, in all classes, represents an average increase of 
10 per cent. 

On intermediate hauls, in all classifications, there are some 
Sharp increases proposed. Mr. Boyd declared that he was op- 
posed to the southern plan of taking the shortest route to a 
given point as the basis of rates. “When a patron buys 500 
Miles of transportation, that service should be given him,” he 
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declared. “If the mileage is cut, the railroads will have to 
advance rates to equalize the difference.” 

He contended that the proposed rates would be more equita- 
ble to interior points than the present rates. 

When Mr. Wettling was put on the stand to testify as to 
a cost study, which was ordered by the Commission two years 
ago at the inception of the hearing, there was opposition to 
the introduction of the statistical abstract prepared by him and 
which was a digest of a cost study taken in seven consecutive 
days in November, 1923. 

Mr. Wettling said terminal costs at 102 stations on 21 rail- 
roads in towns ranging from 666 in population to the population 
of Chicago, were studied. 

Commissioner Kelley, of Kansas, felt that the cost study in 
November, 1923, would not be in accord with conditions now 
prevailing and asked that current statistics be provided. 

He contended that the cost study made at that period was at 
a time of abnormal traffic and suggested that a study be made 
of the period betwen April 18 and May 28, 1926, so as to cover 
the entire territory, the state commissions to select representa- 
tive stations and submit them to the carriers for the cost study. 

Wallace Hughes, for the carriers, objected. “This is too 
expensive,” said he. ‘“We have to pay for making the case for 
our opponents. This is the start of a number of other demands 
which will be made on us and which will involve heavy expense.” 

Traffic Commissioner Gardner, of the Fargo (N. D.) Cham- 
ber of Commerce, said: ‘We shippers have to pay the expense.” 

Commissioner McManamy overruled the objection to the 
introduction of the statistical exhibit and Mr. Wettling was per- 
mitted to continue his testimony. 

The outstanding development of the hearing Wednesday was 
the seeming contradiction of evidence that had been given on 
Tuesday by Mr. Boyd, by R. G. Merrick, general freight agent 
of the Atchison, Topeka & Santa Fe railroad. 


Mr. Merrick was giving testimony as to the application of 
rates to short line routes, a point on which Mr. Boyd had been 
examined. Mr. Boyd contended that the mileage served in the 
transportation of freight should be the yardstick of cost. In 
the gulf states territory, where there are joint lines serving the 
same points as are served by a Single line, the air line rate is 
the basis of freight charges. 

Mr. Boyd said this would be impractical and unfair if ap- 
plied to Western Trunk Line and he contended that, if a shipper 
chose a circuitous route over which to ship his freight, in 
preference to a shorter route served by two or more lines, he 
should pay the long route charge. 

Mr. Merrick, on the other hand, contended that the basis of 
cost should be made on the single line charge even -if the 
service was performed over the shorter route by two or more 
roads. 

_ Wallace Hughes, of counsel for the carriers, asked for an 
adjournment on the ground that the railroads lacked important 
exhibits to be introduced in the hearing, and that it was hu- 
manly impossible to get them in time for introduction at the 
afternoon hearing. His request was granted. 

Immediately after the adjournment the members of the state 
railroad commissions met in closed session. As a result of the 
conference, M. J. Healey of the Kansas commission was Thurs- 
day to ask the Commission the question of which rate should 
apply; the single or joint, between points of shipping and des- 
tination, where a single line and joint lines serve the same 
point. 

It was after Mr. Merrick had explained the expense of short 
line hauls as compared with single line, where joint roads ac- 
complished the short haul, and had cited as an example a ship- 
ment from Kingman, Kan., to Osborne, Kan., that Mr. Hughes 
asked for the adjournment. 

The joint road shipment for the shortest distance over 
Santa Fe and Rock Island would be $1.02 a hundred pounds 
while the single line haul by a longer route over the Santa Fe 
would be $1.77 a hundred pounds, Mr. Merrick said. 

Examiner Wagner, after this testimony, asked: “But, if the 
reasonable, workable, and the only reasonable, workable route 
is the two line haul, would you apply this rate?” 

“Yes,” replied Mr. Merrick, adding: “But if there is a 
single line operating between the same two points, where the 
distance is not unreasonably high, I think the single line dis- 
tance would fix the rate.” 

The session opened Wednesday with testimony by R. C. 
Fyfe, chairman of the Western Classification Association. 

Using 11,035 less than carload lots and 5,585 carload ship- 
ments over a period of 15 months as a basis, Mr. Fyfe said 60 
per cent should be the relation of the fourth class rate to that 
of the first class rate, fixed at 100 per cent. 

He said the upward revision of rates in Western Trunk 
Line territory would rebound to the prosperity of the section, 
as it had been made the “bell wether” in fixing classifications, 
and had borne all the expense of making the bulk of such 
ratings. 

He concluded his testimony by saying that the freight rate 
increase had been made the “goat” by selfish retail merchants. 
In the exhibit offered by Mr. Fyfe, which contained 16,620 
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ratings, it was shown that the highest rates, four times first 
class, were for commodities of light and bulky nature and high 
value. The heaviest movements of commodities in less than 
carload lots were articles heavy in weight and low in value. 

G. V. Vivian, C. M. & St. P., said the cost study by his 
road in November, 1923, in conformance with the formula of 
the Western Trunk Line Association, cost $2,500. E. J. Congdon,» 
for the Union Pacific and Grand Island and St. Joesph, said 
the cost to his road, which included six stations on the Union 
Pacific and one on the Grand Island, was $500 a station. 

Commissioner McManamy, at the Wednesday morning ses- 
sion, announced that a hearing on interterritorial rates would be 
held February 3. 

The question as to just how the western trunk lines would 
apply their proposed new schedule of class rates when both 
long and short hauls by competitive railroads between two points 
are involved remained unanswered with the close of the session 
Thursday. 

The problem bobbed up again when G. A. Hoffelder, Chicago, 
assistant general freight agent of the Burlington, was on the stand. 
He had called attention to intrastate class rates in Nebraska 
in comparison with the interstate rates when Commissioner Tay- 
lor, of the Nebraska commission, asked on what basis mileages 
between Nebraska points listed in the proposed new schedule 
were based. 

“They represent mileages in our official mileage chart, which, 
I understand, are acceptable under a ruling of the Nebraska 
commission,” the witness answered. 

Examiner Wagner asked: 


Suppose there are two shipping points between which there is a 
joint linehaul of 180 miles the first class rate for which, under your 
proposed schedule, would be $1.02 a hundred pounds. Suppose also 
that there was a single haul between the same two points, but 
at a distance of 280 miles, for which the proposed rate would be 
$1.28, based on 280 miles of trackage. In such a case under your 
proposals, which rate would you apply? 


“I was not at the carriers’ meeting when that point was 
discussed,” replied Mr. Hoffelder, “and, therefore, I can only 
answer that question as I understand it personally. I cannot 
speak for the railroads.” 

“We don’t want any personal opinions,” responded Examiner 
Wagner. “You will either have to answer for the railroads or 
not at all.” 

Then, turning to the table where the carrier counsel sat, 
he inquired when an answer to the inquiry might be expected. 
“In justice to the shippers, the state railway commissioners, and 
to ourselves, I think the carriers should make themselves clear 
on that point,” he said. 

After spending most of the day delving into the problem 
of how best to equalize the Nebraska intrastate and interstate 
class rates, the carriers elected to go forward with the same 
question as it involved Kansas carriers. R. G. Merrick, general 
freight agent of the Atchison, Topeka & Santa Fe and chairman 
of the Kansas committee of the Western Trunk Lines, told of 
the need of a more equitable tariff rate in Kansas for both ship- 
pers and carriers. He said it had been recognized for many 
years that the present “higher Missouri River rate rule,’ now 
in force, was almost insane in its application. 

He brought smiles when he explained it thus: 


For 36 years in Kansas, the railroads, the state railway com- 
missions, and the shippers have been — to the complexities 
of the tariff schedules until now there has been evolved what is 
known as the “higher Missouri River rate rule,’’ which has now 
applied to determine the proper rate between almost any two points 
in Kansas. 

To find the first class rate in the shipment of freight between 
Salina, in the central part of the state, and Coffeeville, in the south- 
eastern part, near the Oklahoma border, we refer to the standard 
distance table and find that the rates for that distance (233 miles) 
is $1.17% cents. Then, referring to the jobbers’ distance schedule 
we find the rate is $1.00%. Next, referring to the tariff naming class 
rates between Missouri River points in Kansas, we find that the 
first class rate, Salina to Kansas City, is 85 cents and from Coffee- 
ville to Kansas City, 79 cents, the higher of the two being 85 cents. 
Then we further find that the higher of the Kansas City rates, 
85 cents, is lower than either the standard or jobbers’ rates for the 
short distance between Salina and Coffeeville, so that we know that 
that is the correct rate to be applied. 


In arriving at an equitable basis for a new class rate schedule 
consideration must be given to the lack of sufficient revenue in 
handling local or intrastate traffic, H. J. Plumhof, Kansas City, 
general superintendent of the Union Pacific, testified. : 

“The cost of handling local traffic is relatively higher be- 
cause of the necessity of providing station help which cannot be 
utilized to working capacity,” he said. “While the manage- 
ment reduces forces so far as possible, there is a minimum 
amount necessary, and the cost per unit for transportation is 
higher than through traffic because such labor cannot be fully 
employed.” 

Mr. Plumhof spoke for the Union Pacific, Burlington, North- 
western, Rock Island, Colorado & ‘Southern, Denver & Rio 
Grande Western, Missouri Pacific, Missouri, Kansas & Texas, 
and the St. Louis & San Francisco railroads. 

The carriers, through Mr. Plumhof, L. B. Lyman, general 
superintendent of the Burlington, and M. E. Pangle, assistant 
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general superintendent of the North Western lines west of the 
Missouri River, let go an avalanche of statistical exhibits to 
strengthen their statements as to the high cost of providing 
branch line service. 

Mr. Plumhof pointed to the St. Joseph and Grand Island 
Railroad as one that would. be unable to sustain itself on local 
freight alone, saying that, if it were not for the support of the 
Union Pacific, with its through traffic, it could not survive. 
Said he: 


This railroad in 1926 had a gross freight revenue income of $3,172,- 
520 and of this amount $1,971,203, or 62 per cent, accrued from bridge 
traffic of the Union Pacific. The net earnings amounted to only $4838, - 
782 


The Salina Northern, extending from Salina, Kans., to Osborn, 
a distance of about 90 miles, was constructed with the idea that it 
could be supported from local traffic, and was a failure, and when 
finally — by the Atchison, the original investors lost something 
like $900,000. 


Mr. Lyman and Mr. Pangle agreed with Mr. Plumhof with 
reference to through freight as compared to local business on 
their lines. 

“It is common knowledge of those familiar with operation 
that the amount of fuel consumed and cost for wages for train 
and enginemen per 1,000 net ton-miles is substantially greater 
for local and branch trains than for through trains, due to in- 
ability to load these trains with sufficient tonnage to obtain 
the maximum of economy and operation,” said Mr. Plumhof. 
“As representative of the cost of wages, I selected the Kansas 
division of the Union Pacific and found that an engineer, fire- 
man, conductor, and two brakemen, in through service, would 
receive $29.19 per 100 miles, while the same number of train- 
men in local main line service would receive $32.67.” 


COMMERCE CHAMBER RESOLUTIONS 


That the interior of the country and particularly the ter- 
ritory comprising the north central division of the Chamber of 
Commerce of the United States (twelve states in the upper 
Mississippi Valley) is suffering from conditions created by the 
Panama Canal and, as a result, industries in that region are 
no longer able to compete with industries located on or near 
the seacoast for far western markets, was the complaint ex- 
pressed in a resolution adopted at the mid-year meeting of that 
division of the national Chamber of Commerce at Chicago Janu- 
ary 21. The resolution, directed to the national chamber, op- 
posed any changes in the present flexibility of the fourth section 
of the interstate commerce act that would prevent the Com- 
mission from exercising its “expert judgment” in the admin- 
istration of the section or prohibit it from permitting the rail- 
roads to charge less for a long haul than for a short haul, over 
the same route and in the same direction. 

A resolution advocating the “speedy completion of projects 
of river improvement upon which the government has entered, 
and of a comprehensive survey to bring out the new projects 
which should be initiated in the national interest” was adopted. 
It was urged that the chamber should interest itself not only 
in the establishment of a water route from the upper Missis- 
sippy Valley and adjacent territory, via the Mississippi to the 
Gulf, but that it should display an equal zeal in forwarding the 
development of the Great Lakes-St. Lawrence outlet. 

The resolution introduced by H. L. Farifield, Chicago Asso- 
ciation of Commerce, pertain ng to the postal servce (see Traffic 
World, January 22), was adopted. It laid special emphasis on 
the necessity for corrections of handicaps applying to the users 
of third class mail. 


Speakers at the afternoon session January 21 on the subject 
of “waterways—the government’s waterway plan and the mid- 
west’s part in it,’ were: Major General Edgar Jadwin, chief of 
engineers, War Department; T. F. Cunningham, Mississippi Ship- 
ping Company, New Orleans; and Arthur T. Waterfall, vice- 
president, Dodge Brothers, Inc., Detroit. 

General -Jadwin outlined the government’s waterway pro- 
gram and told of accomplishments and expectations. He said 
there was no doubt but that the completion of the St. Law- 
rence project would be of great importance to the middle west 
and to the country as a whole; that when ocean-going vessels 
could dock at Chicago, Detroit and Duluth, the upper Mississippi 
valley region would be in the same position and have the same 
advantages with reference to transportation as the Gulf states. 
He said the government had spent approximately 1% billions 
of dollars on navigation work, including both harbor improve- 
ments and inland waterways, of which two-thirds was for new 
work and one-third for maintenance, and that it was estimated 
an annual saving of approximately a half billion dollars was 
effected in freight rates as a result. 


Mr. Cunningham spoke on the part business must play in 
furnishing docks and terminals and otherwise making available 
the water routes opened by the government. He emphasized 
the necessity for careful handling of all contractual obligations 
to the end of retaining a maximum degree of elasticity, that 
future developments and changes in commercial conditions might 
not involve unnecessarily great wastes. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


sts taken from R and of National R: 
yore » published peg peach ama So St. Paul, Mao 
Copyright by West Publishing Co.) 





(District Court, W. D. New York.) Contract for storage of 
grain in vessel during winter after transportation was complete 
held not martime contract, within admiralty jurisdiction. (The 
Milwaukee, 15 Fed. Rep. (2nd) 886.) 

(District Court, E. D. Pennsylvania.) Where respondent 
made default on his contract to transport a boiler for libelant, 
which was to be by water on an inside route, and libelant pro- 
cured other transportation at a fair price, but, owing to closing 
of the inside passage, an outside and longer route was necessary 
which added to the cost, the measure of damages for braach of 
the contract was such additional cost, in the absence of proof 
of special damage. (United States vs. Shaw, 15 Fed. Rep. (2nd) 
888.) 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: ests of National Reporter 


eporters and Dig 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 









LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Kentucky.) Under Ky. St. Sec. 201d, 
initial intrastate carrier, receiving in good condition goods de- 
livered by connecting carrier in damaged condition, is liable for 
loss. (E. J. O’Brien & Co. vs. Davis, Director General of Rail- 
roads, et al., 288 S. W. Rep. 682.) 

Initial carrier is not liable, under Ky. St. Sec. 201d, for 
damages to goods, because of defective packing before receipt 
or inherently defective condition.—Ibid. 

Whether tobacco, delivered by connecting carrier in dam- 
aged condition, was in good condition, when delivered to initial 
carrier, held for jury.—Ibid. 

Evidence held not to warrant submission to jury of ques- 
tion whether tobacco was in good condition when delivered by 
connecting carrier, or was damaged after receipt in good condi- 
tion by initial carrier because of improper packing and defective 
condition.—Ibid. 

Submission of issues, not sustained by evidence, as to 
whether tobacco was in good condition when delivered by con- 
necting carrier, or damaged because of improper packing and 
defective condition before receipt by initial carrier, held preju- 
dicial error.—Ibid. 

At common law, which is unchanged by Ky. St. Sec. 201, 
connecting carrier is liable only for loss or damage on its own 
line.—Ibid. 

Where goods delivered to initial carrier in good condition 
are received from terminal carrier in bad condition, presumption 
is that loss occurred on latter’s line.—Ibid. 

Evidence held insufficient, as matter of law, to rebut pre- 
sumption that loss occurred on line of terminal carrier, deliver- 
ing in bad condition goods delivered to initial carrier in good 
condition.—Ibid. 

Connecting carrier, completing transportation and delivering 
goods to consignee in damaged condition or deficient quantity, 
will be held liable, without proof that loss was caused by its 
fault, in absence of showing that it received goods in condition 
in which delivered.—lIbid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Austin.) Recovery against 
telegraph company by addressee of undelivered telegram held 
barred by noncompliance with condition, on back of blank on 
which original message was written, that written claim for 
damages must be presented within 95 days after cause of action 
accrued, though defendant’s employe wrote message on blank; 
and plaintiff’s charge and complaint of negligence and defend- 
ant’s employe’s memorandum thereof was not “claim for dam- 
ages.” (Western Union Telegraph Co. vs. Vann, 288 S. W. 
Rep. 541.) 

Provision on back of telegraph blank that written claim 
for damages must be presented within 95 days after cause of 
action accrues to hold company liable is valid, if reasonable, in 
view of Rev. St. 1925, art. 5546.—Ibid. 

Employe of telephone company held to be agent of sender 
when he wrote message on blank at her direction and in her 
presence and read it to her for her approval.—Ibid. 

Addressee of telegram is bound by terms on back of blank on 
which sender wrote message to same extent that sender is.—Ibid. 
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Failure of sender of telegram to read terms on back of mes- 
sage blank or know of contents thereof does not relieve her 
therefrom, where she had opportunity to read them and there 
was no fraud or concealment preventing it.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Judicial Court of Massachusetts.) Where damage, 
loss, or injury to shipment occurs by reason of negligence of 
carrier, notice of claim or loss or injury is not required as a 
condition precedent to recovery. (Radovsky et al. vs. New York, 
N. H. & H. R. Co., 154 N. E. Rep. 384.) 

A carrier is not liable or injury due to unusual or extraor- 
dinary weather conditions, which could not be overcome by due 
diligence.—Ibid. 

Showing that carload of figs was delayed for 17 days at one 
place, when weather conditions were not unusual, held to justify 
finding of negligence on part of carrier.—Ibid. 

In action for damages for negligent delay in transporting 
carload of figs, requested instruction that defendant was not 
liable, if any preexisting negligence of the United States Railroad 
Administration was the sole or proximate cause of any delay, 
held properly qualified by reference to a previous instruction 
affecting defendants’ liability as a joint tort-feasor.—Ibid. 

(Court of Civil Appeals of Texas, San Antonio.) In action 
for delay in shipment of carload of onions, evidence held not to 
show that diversion of shipment at shipper’s instruction caused 
delay or damage; shipper’s right to divert shipment being part 
of original contract. (Rio Grande & E. P. Ry. Co. vs. Roy 
Campbell & Co., 288 S. W. Rep. 539.) 

Under Act June 29, 1906, Sec. 7 (U. S. Comp. St. Secs. 
8604a, 8604aa), initial carrier is liable for damages arising to 
goods being transported in interstate commerce, whether it 
—" through its negligence or that of connecting carriers.— 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and ests of National Reporter 
System, published by West oe Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) It is not the policy of the motor 
transportation statute, sections 614-84 to 614-102, General 
Code, to promote unrestricted competition between common 
carriers. It is the policy of the statute that the public con- 
venience and necessity be served by existing utilities and that 
additional service be authorized only where the service rendered 
is inadequate and cannot or will not be made adequate by the 
existing utility. (Scioto Valley Ry. & Power Co. vs. Public 
Utilities Commission of Ohio, 154 N. E. Rep. 320.) 

Under the provisions of section 614—93, General Code, when 
a motor transportation company desires to change, extend or 
shorten its route, or to increase or decrease the number of 
vehicles, or to substantially increase its seating capacity, or to 
do any other act or thing which the applicant may be permit- 
ted to do under the general statutory laws and regulations of 
the state of Ohio, the Public Utilities Commission must deter- 
mine whether public convenience and necessity require such 
change in service. In this connection the Public Utilities Com- 
mission shall consider whether the public proposed to be served 
by such proposed change in motor transportation service has or 
has not adequate common carrier transportation service inde- 
pendent of the proposed change or increase in service to be 
rendered by the applicant.—Ibid. 

(Supreme Court of Ohio.) When the Public Utilities Com- 
mission finds upon an application to extend service and to 
change and increase schedules and to increase equipment that 
any motor transportation company does not give convenient 
and necessary service, upon a certain route, such motor trans- 
portation company shall be given a reasonable time, not less 
than 60 days, to provide such service before permission shall be 
given to a competing motor transportation company to extend 
and increase its service upon the route in question. (Central 
Ohio Transit Co. vs. Public Utilities Commission of Ohio, 154 
N. E. Rep. 323.) 

Under sections 614-87, 614-91, and 614-93, General Code, 
when an application is filed with the Public Utilities Commis- 
sion for the purpose of changing, extending, or shortening the 
route, or increasing or decreasing the number of vehicles, or 
for the doing of any other act or thing which the applicant 
might be permitted to do under the general statutory laws and 
regulations of the state of Ohio, the application shall be con- 
sidered by the commission and be governed in the same manner 
as is provided in case of an original application.—Ibid. 

(Supreme Court of Kansas.) In an action by a railway 
carrier to recover a balance alleged to be due as undercharges 
on the intrastate transportation of 31 carloads of wheat and the 
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products milled in transit therefrom, the record and pertinent 
freight rate schedule considered, and held to support plaintiff’s 
cause of action and the judgment based thereon. (Missouri Pac. 
Ry. Co. vs. Red Star Milling Co., 251 Pac. Rep. 417.) 

(Supreme Court of Kansas.) A compromise of a bill of 
freight charges of an interstate shipment of live stock for less 
than the regularly published and lawful tariff rate was void as 
against public policy and in breach of the inhibitions of the Inter- 
state Commerce Act. (Farrar vs. Perkins, 251 Pac. Rep. 440.) 

Defendant took from the railway company, at Oswego, nine 
carloads of lambs which had been shipped from California. He 
declined to pay the freight charges on the excuse that his private 
contract with the consignor provided that the latter would pay 
the carrier’s charges. Later, out of affected consideration for 
the plaintiff, whose position as the railway station agent was 
imperiled by the noncollection of the freight charges, defendant 
affected a compromise and settlement with plaintiff whereby 
each agreed to and did contribute one-half of the amount due 
the railway company. Held, the compromise and settlement 
were void, and the plaintiff, having satisfied the railway com- 
pany’s charges in full, is entitled to reimbursement from defend- 
ant.—Ibid. 

One who accepts a shipment of property from a railway 
carrier in assumption of ownership and of right thereto cannot 
escape the responsibilities of a consignee merely because he 
was not so designated in the bill of lading or because of the 
want of a bill of lading altogether.—lIbid. 


Certain matters urged in support of the judgment of the 
trial court considered and disapproved.—Ibid. 


(Supreme Court of Georgia.) Section 8 of the Act approved 
November 30, 1915, entitled “An act to provide for the annual 
registration and identification of motor vehicles,” etc. (Laws 
Ex. Sess. 1915, p. 107), is not open to attack on the ground that 
it was not one of the subjects included in the Governor’s procla- 
mation convening the Legislature in extraordinary session. (Lee 
vs. State, 135 S. E. Rep. 912.) 

The title of the act is broad enough to authorize the pro- 
vision making penal the use of a number plate not furnished by 
the secretary of state. This provision was germane to the 
object of the act, directly tending to make the provisions of 
the act effective.—Ibid. 


The act is not unconstitutional upon the ground that it 
violates paragraph 1 of section 2 of article 7 of the Constitution 
of this state, which provides that all taxation shall be uniform 
upon the same class of subjects and ad valorem on all property 
taxed.—Ibid. 


The act is also challenged on the further ground that it 
undertakes to tax automobiles for the construction of public 
roads, and that there is no authority in the General Assembly of 
Georgia to tax personal property in order to raise a fund for 
the construction of public roads, and the act thereby violates 
the Fourteenth Amendment of the Constitution of the United 
States, and paragraph 3 of section 1 of article 1 of the Constitu- 
tion of the state of Georgia, and also violates the provisions of 
paragraph 2, of section 1, of article 1 of the Constitution of this 
state. There is no merit in this contention, as the tax in ques- 
tion is not a property tax.—Ibid. 


The ground of demurrer, based upon the contention that the 
act-and amendments thereto undertake to confiscate property 
in automobiles by taxation, without authority of law, and in 
violation of the sections of the state and federal Constitutions 
referred to in the last preceding headnote, is without merit.— 
Ibid. 


The provision directing that the funds raised shall be dis- 
tributed among the several counties of the state in proportion to 
the public road mileage outside the cities and incorporated 
towns, and that the fund cannot be used on ‘the roads in cities 
or incorporated towns, does not render the act violative of the 
Fourteenth Amendment of the Constitution of the United States, 
or of paragraphs 2 and 3 of article 1 of the Constitution of this 
state.—Ibid. 

The seventh ground of the demurrer is disposed of by what 
is said in the fourth and fifth headnotes above.—lIbid. 

The act in question is not unconstitutional on the ground 
that it is in its essence a revenue law, and that the sum which 
will be collected from the tax imposed is largely in access of 
any sum needed to carry out and enforce the law governing 
registration.—Ibid. ‘ 

Certain grounds of contention attacking the law as uncon- 
stitutional, which were disposed of in ruling upon the demurrer, 
are restated in the special plea to the accusation, and it is 
unnecessary to restate them here. But in the special plea it 
is contended that “the automobile described in this case was 
the property of the city of Atlanta; was set apart by said city 
to the department with which defandant is connected; that, at 
the time and place alleged, it was being used for the purpose of 
said department and in the interest of said city; that it was 
not used outside of said city; that said city and said department 
had no jurisdiction outside the limits of said city; that said 
automobile used none. of the roads.of said state outside of said 
city.” The objection to the act upon the grounds here stated 
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is virtually disposed of by the ruling in the case of Tarver vs. 
Albany, 760 Ga. 251, 127 S. E. 856, and is without merit.—Ibid. 

(Court of Civil Appeals of Texas, El Paso.) Ordinance mak- 
ing it unlawful to operate public passenger vehicle within cor- 
porate limits without permit, and requiring a fee of $25 for its 
issuance, held invalid as conflicting with Rev. St. 1925, art. 6698. 


(City of El Paso et al. vs. Look et al., 288 S. W. Rep. 506.) 


RECONSIGNED LUMBER DEMURRAGE 


The question whether the railroads and the Director-General 
are liable for the return of demurrage collected, in 1917 and 1918, 
on lumbr reconsigned to embargoed points in view of the fact 
that the tariffs did not then provide, as now, that shipments 
would not be sent, by reconsignment, to embargoed points, but 
would be held on demurrage, has been taken to the United 
States Circuit Court of Appeals for the Fifth Circuit, in No. 4910, 
Krauss Bros: Lumber Co., plaintiff in error, vs. Andrew W. Mel- 
lon, defendants in error, et al. 

Alexander M. Bull, for the defendants, with a directed ver- 
dict in favor of the defendants behind him, in his brief, argues 
that reconsignment is a privilege (not a right), which, if availed 
of, attaches as of the date of the original shipment. Therefore, 
he contends, it is subject to all rights, privileges and disabilities 
pertaining to the original shipment, except such as are spe- 
cifically waived by the tariffs permitting the reconsignment. 
Consequently the carriers may refuse to reconsign to a destina- 
tion which is embargoed against shipments from the original 
point of origin, without so stating in their tariffs, and assess 
demurrage for the detention of cars while awaiting disposition, 
just as they may refuse the original shipment if billed to an 
embargoed destination, and collect demurrage while the car is 
held awaiting instructions, without specific provisions in their 
tariffs that shipments will not be accepted to embargoed points. 

The Commission decided, according to Mr. Bull’s summary, 
that the demurrage was illegal because the obligation to accept 
original shipments:was governed by general principles of law, 
while the obligation to reconsign was dependent upon the con- 
struction of rules in the tariffs permitting reconsignment, and 
that if the carriers did not restrict such rules to the extent 
of their capacity to perform service, the shipper could not be 
held liable for the detention, since the embargo was a disability 
of the carrier. 

Mr. Bull said the shippers knew the points to which they 
desired to ship were embargoed and that:from some of the re- 
consignment points embargoes were in effect on original ship- 
ments from such reconsigning points. In other words, the ship- 
ments could not have been made either from the original points 
of origin, in Mississippi, Alabama, Texas, and Louisiana, or 
locally from the points of reconsignment to the final destinations. 

In support of his proposition that reconsignment was a privi- 
lege extended by the tariffs and applying only as of the date 
of the original shipment, Mr. Bull cited Wood vs. N. Y. & N., 
53 I. C. C. 183, Carolina Portland Cement Co., 83 I. C. C. 391, and 
Murray vs. Director-General, 69 I. C. C. 477, 482. 

The Director-General, in addition to the defenses set up by 
the carriers, claimed that even though the demurrage was il- 
legally collected, he could not be held liable for that part of 
it which accrued for detention prior to federal control, and 
which he paid over to the railroads companies in his final settle- 
ment with them and that he, as a branch of the government, 
was not liable for costs and attorneys’ fees in the event the 
order of the Commission should be upheld. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 2794, live stock from Texas points 
to Cincinnati, O., Louisville, Ky., and Indianapolis, Ind., and 
No. 19089, Live Stock Traffic Assn. et al. vs. A. & S. Ry. et al., 
assigned for January 25, at Fort Worth, Tex., before Examiner 
Mackley, was postponed to a date to be hereafter fixed. 

Argument in valuation No. 401, in re tentative valuation 
of the properties of the C. R. R. of N. J. et al., valuation No. 
390, in re tentative valuation of the property of the Nesque- 
honing Valley R. R., valuation No. 391, in re tentative valuation 
of the property of the Bayshore Connecting R. R., valuation 
No. 392, in re tentative valuation of the property of the Allen- 
town Terminal R. R. Co.. and valuation No. 417, in re tentative 
valuation of the property of the N. Y. & L. B. R. R., assigned 
for January 28, at Washington, D. C., was canceled. 

Argument in No. 18015, Metal Package Corporation of New 
York vs. B. & O. R. R. et al., assigned for January 28, at Wash- 
ington, D. C., was canceled. 

Argument in No. 18280, Federated Metals Corp. vs. Penna. 
R. R. et al., assigned for January 29, at Washington, D. C., was 
canceled. 

Hearing in I. and S. 2808, iron and steel articles from Indi- 
ana to Illinois, assigned for January 28, at Indianapolis, Ind., 
before Examiner Carney, was canceled. 

Hearing in finance No. 2602, deficit settlement of Butte, 
Anaconda & Pacific Ry., assigned for January 28, at Washington, 
D. C., before Assistant Director Burnside, was reassigned for 
— 1, at Washington, D. C., before Assistant Director Burn- 
side. 
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LAKE CARGO COAL CASE 


The Trafic World Washington Bureau 


The Illinois Coal Traffic Bureau, in its brief on No. 15007, 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway et al., and related cases, asks for an increase 
in rates from the more distant fields, claiming that the rates 
from the Pittsburgh district have not been proved to be unrea- 
sonable, but that the rates from the more distant fields are 
unduly preferential of those districts. The bureau contends 
that the complainants have not justified any change in the 
findings in the original report, but that the relative impropriety 
of the rates has been further and fully proved. : 

The bureau claims there is ample justification and authority 
for a removal of the irregularities resulting from the improper 
relationship by an advance in the rates from the preferred dis- 
tricts, that is, the more distant southern ones and the establish- 
ment of a relationship by the Commission. 

The bureau contends that the present rate adjustment is vio- 
lative of section 3 and of the Hoch-Smith resolution. It asserts 
that if the Hoch-Smith resolution means anything, it means that 
the economic facts in connection with rates must be given 
weight, especially in view of the fact that the coal interests in 
the preferred districts said that the economic disparity was not due 
to the rate adjustment, but to the differences in the wage scale 
and the cost of production. It said that, therefore, it had to 
be admitted that the factor of wages had some weight in the 
production of the distressing situation complained of herein. 

The bureau claims that the situation of the Illinois districts 
is relatively worse now than it was when the testimony on 
which the first decision was made was taken, because of the 
decision in Lake Dock Coal Cases, 89 I. C. C. 170. 

Asking that the complaints be dismissed, E. L. Greever, 
J. V. Norman and R. E. Quirk, attorneys for the intervening coal 
operators located in West Virginia, Kentucky, Tennessee and 
Virginia, in No. 15007, Pittsburgh Coal Producers’ Association 
et al. vs. Ashland Coal & Iron Railway Co. et al., and sub-num- 
ber thereunder, Pittsburgh Vein Operators’ Association of Ohio 
et al. vs. Same, and No. 15423, Brackett Statistical Service vs. 
B. & O. et al. assert that “the complainant asserts a right to 
a paternalistic governmental cure in the shape of a freight rate 
relationship for their own peculiar industrial ills for which they 
alone are responsible.” 

They opened their brief by declaring that “this is a com- 
mercial contest.” They proceed to explain that by pointing out 
that the complaining districts have a rate advantage ranging 
from 28 to 43 cents per ton in transportation charges, which 
difference they say the Commission has fixed after full hearings 
and after mature deliberation in the light of former considera- 
tion of the same matter. 

“The complainants ask the Commission to rob the southern 
districts of the fruits of their labor, care and investment by 
the exercise of its great power, and to increase the existing 
constant transportation advantage held by the northern dis- 
tricts,” says the brief. Continuing it says: 


Since the reopening of this case it has achieved nation-wide 
notoriety. It has been tried in the public press, on the political 
huskings and on the floor of the United States Senate. All of 
this has had far-reaching effect, and consequences that have been 
hurtful in many ways both public and private. It comes now for 
final decision on rehearing before the only tribunal that can dis- 
pose of it and therefore the only tribunal before which it should 
ever have been discussed. The necessity for a prompt and final 
decision is apparent.* * * * #*# 

The record shows beyond peradventure of doubt that one of 
the reasons for the increased movement in the coal from the 
southern districts is that they have been free from strikes and 
have built up a reputation for dependablity, for the quality and 
preparation of the coal, for the condition in which it is sold, and 
other things that appeal to the buyer of coal. Despite these rea- 
sons for the decline in the coal shipments from the Ptitsburgh 
and the other northern districts, Mr. Hornberger made the ex- 
traordinary statement that the property of the coal operators in 
Pennsylvania “is being confiscated without due process of law. 
Our sh ed rights are being invaded, as we believe.” 

R. p. 6803.) 

‘ We ask that the Commission pause and consider this extraor- 
dinary statement made by an official of the Pittsburgh Coal 
Company. It shows better than anything else could, the political 
and economic philosophy of these complainants. They think they 
are entitled as of right to absolute protection from the govern- 
ment against all competition. They are not willing to concede 
that, even though the West Virginia-Kentucky districts can mine, 
ship and sell coal under conditions more favorable than exist in 
the northern districts, the southern districts have any right at 
this time to engage in the coal business. They must wait, as Mr. 
Hornberger says, about fifty years. The interest of consumers in 
cheap coal, from a dependable source, is calmly ignored. 

When we say that these complainants think they have a 
vested right in the coal markets of the northwest ey because 
at one time they enjoyed a greater share of those markets than 
they now enjoy, it is no idle jest. That is precisely what these 
complainants want. They want a monopoly in the market. De- 
spite the fact that the coal operators in the West Virginia-Ken- 
tucky districts are served by different carriers with different 
interests and different operating conditions than are the com- 
plaining districts, Mr. Hornberger and others associated with 
him are willing, for the purposes of this case, to advance the 
unsound economic doctrine that the railroads serving the southern 
districts and the operators served by those railroads have no right 
to exist now under the natural law of supply and demand, and 
will not have such right until perhaps the coal fields in the 
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northern districts have been exhausted. If some Soviet leader 
in Russia announced a similar doctrine, our friends in the Penn- 
sylvania coal fields would be the first to condemn him. 


Among their conclusions are that the record shows the 
rates from the complaining districts are not too high; that the 
rates from the southern districts have been affirmatively shown 
to be higher than they might reasonably be; that there is no 
ground or evidence upon which to base a finding of undue 
prejudice or improper relationship; that the loss of lake cargo 
tonnage is due to causes other than the freight rates, that is, 
to wages, mining conditions and other things over which the 
Commission has no jurisdiction; that every change that has 
been made in the differentials has been to the advantage of 
the northern districts and: 


That the theory of the complainants as to freight rate adjust- 
ments, if sound as to coal, is equally applicable to all other 
commodities and, if so adopted, the result would be to cut this 
country up into zones, thus destroying the free flow of interstate 
commerce, the fostering of which was one of the moving induce- 
ments to the adoption of the Constitution, to which the prosperity 
of our country is due and upon which it must live. 


W. J. Rainey, Inc. and the Fayette-Greene Coal Producers 
Association, also interveners in the case, contended that the 
differential of 6 cents Connellsville over Pittsburgh should not 
be increased; that the major differentials of 25 and 40 cents, 
southern high volatile and low volatile fields, respectively, over 
Pittsburgh, should be substantially widened and that the Con- 
nellsville and Pittsburgh districts should be consolidated at one 
common rate for lake cargo coal, just as are Ohio No. 8 and 
Cambridge with Hocking Valley and other southern Ohio dis- 
tricts. 

The Pennsylvania, Monongahela, Pittsburgh, Chartiers & 
Youghiogheny, Baltimore & Ohio, New York Central and Pitts- 
burgh & Lake Erie submitted that the complainants had shown 
no reason for the Commission departing from the decision here- 
tofore made in this case. They set forth their belief that a 
reduction in rates would not move, or create a market for one 
more ton of soft coal for all districts but that the reduction in 
rates demanded by the complainants would mean a direct loss 
in net income which the carriers should not be asked to bear. 

The complainants in No. 15423, Allied Coal Co. et al. vs. 
Baltimore & Ohio et al., a name substituted for the Brackett 
Statistical Service, assert that no new conditions have arisen, 
that no new markets have been found and that the Fairmont 
district is still suffering under the handicap of the 15 cent 
differential over Pittsburgh and the 18 cent differential over the 
Ohio districts. 

The Pittsburgh Chamber of Commerce, intervening in be- 
half of the complainants said that when Congress, in 1885, 
undertook to solve the problems that led to the establishment 
of the Commission, the outstanding evil was unjust discrim- 
ination in rates, in consequence of which individual shippers, 
in some instances, and entire communities in others, were being 
commercially crucified. The brief says: 


After forty years we find the Commission itself, consciously 
or unconsciously, creating what it was intended to abolish. 

We are confident that when all the testimony taken at this 
hearing is carefully considered, the Commission will seize, without 
hesitation, the opportunity to correct the present evil and accord 
justice to the coal flelds of western Pennsylvania. 

Hundreds of millions of dollars worth of minerals planted 
in the heart of one of the world’s greatest industrial districts have 
been denied their natural market advantages, as a result of gov- 
ernmental intervention. 

What the Creator planted in close proximity to a great natural 
market has been moved a hundred miles or more away by the 
mere force of the Commission’s decree. 

The protest which the existing regulation has aroused is 
caused by bankruptcy of individuals, the idleness and suffering of 
countless human beings, and the deplorable effects it has had 
upon many lines of business in western Pennsylvania. 

The condition it has brought about has sapped the very life 
blood from the coal industry of this district, and as if that blood 
itself was writing its own story, it is found in red figures on the 
pages of countless ledgers in the offices of individuals and insti- 
tutions throughout the territory. 

These figures are unanswerable proof of an economic evil 
created by law, in which one community’s natural advantages have 
been stifled in an effort to bestow artificial benefits upon another. 
Every red letter was written with regret and they can neither be 
erased nor ignored. 


In further elaboration of the desire of Pittsburgh, the 
chamber of commerce brief said Pittsburgh sought no dole, or 
other artificial consideration to discount, offset, or remove its 
disadvantages, but that it earnestly protested against being de- 
prived of its rightful natural advantages of proximity to the 
lake cargo coal market, as well as prior development of coal 
deposits, it being a pioneer in that respect. 

In conclusion the chamber said it deplored the spirit of 
crimination and recrimination, the sectional prejudice that from 
time to time had marked this controversy “now nation-wide in 
its importance.” It said it was confident that it would have no 
place in the Commission’s deliberations or conclusions. 

“The Commission’s duty is plain,” says the brief. “While 
it was created to correct the imperfect work of man it was 
never intended to undo the work of God or thwart. communities 
in their enjoyment of nature’s blessings. The hills of western 
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Pennsylvania were underlaid with a great mineral to meet the 
wants of mankind. One of the great markets of the world 
eagerly awaits its coming to its docks and the doors of its in- 
dustries. It is ready for the journey. It seeks no favors. It 
asks only that the road be freed from the obstacles of discrimi- 
nation. It pleads for fair play. It demands justice and is con- 
fident of receiving it.” . 

The Michigan Public Utilities Commission contended that 
the Commission’s decision in 101 I. C. C. 513 was a correct 
disposition of the case. It said that an order should be entered 
now substantially as on July 16, 1925, “unless this Commission 
shall, in the exercise of its judgment, enter an order which will 
narrow the differential or spread between the rates of these 
several competing coal producing fields from that which exists 
at the present time.” 

August G. Gutheim, Walker D. Hines and C. J. Goodyear, in 
their brief in behalf of the complainants, make no reference to 
the turmoil created in recent months in connection with their 
case. On the contrary they devote themselves closely to the 
law in the case and contend that the Commission should pre- 
scribe $1.06 as a reasonable rate from Pittsburgh and require 
the establishment and maintenance of differentials, under and 
over the Pittsburgh base, as will for the future remove all undue 
prejudice against Pittsburgh and all undue preference in favor 
of the districts charged in the complaint to be preferred. 

Opposing counsel, they said, throughout the hearing, mani- 
fested the idea that there was a complete lack of power in the 
Commission to afford any relief for the Pittsburgh district either 
by reducing the rate therefrom, as they ask because they say 
it is too high, or by correcting the adjustment existing between 
the Pittsburgh and southern districts, which they assert is an 
unlawful maladjustment. 


Asserting that the present rate from Pittsburgh came into 
existence by virtue of the Commission’s action, and the relation- 
ship between Pittsburgh and the southern districts continues 
by virtue of the Commission’s action, they assert it would be 
an amazing situation if the southern districts continued every 
day to enjoy the benefit of certain action of the Commission 
and the Pittsburgh district continued every day to suffer the 
injuries incident to that action, and yet the Commission were 
powerless to correct that action. 


“The Commission did those things because it thought they 
were proper under the law,” said the complainants’ attorneys.” 
If the Commission had the right, within the scope of the act to 
determine that on the facts these things were just and to put 
them into effect, certainly the Commission has the power under 
the law to decide that these things are not just on the facts and 
to substitute for them what the Commission now thinks on this 
record is just. Continuing they said: 


In its first report in this case, the Commission, said, in passing, 
that ‘“‘the whole purpose of increasing the rates in the manner adopted 
was to preserve the differential relationship.” (101 I. C. C. at 522.) 
If the Commission sanctioned such a very high rate from the Pitts- 
burgh district in order ‘‘to preserve the differential relationship’”’ 
this could only have been based upon the conception by the Com- 
mission that the existing differential was just and reasonable. Cer- 
tainly the Commission could not possibly justify fixing any rate in 
order to give effect to any differential which the Commission did 
not think was just and reasonable. If the Commission now finds on 
this record and in the light of re-argument, that taat differential is 
not just and reasonable, then the Commission has just as much 
power to do justice now as it had in the past to do the injustice of 
which we complain. 

Every legal test which opposing counsel propose should be viewed 
in the light of this proposition. If the Commission has no power 
to reduce the Pittsburgh rate, thereby changing its relation with the 
rates from the southern districts, then how did the Commission 
have the power to raise the Pittsburgh rate proportionally more than 
the rates from the southern districts If the Commission has no 
a 4 to consider the merits of the differential between the Pitts- 

urgh district and the southern district, then how did the Commis- 
sion have the power to support and enforce that differential? 


If opposing counsel could demonstrate that the Commission is 
now without power to deal with this matter, they would at the same 
time demonstrate that the Commission was without power to deal 
with these matters in the past, and that the Commission’s past ac- 
tion was therefore wholly illegal under the act. 


Attorneys for the Norfolk & Western, Louisville and Nash- 
ville and the Chesapeake & Ohio, opposing the prayer of the 
complainants, said that distance could not be accepted as con- 
trolling in this case any more than the old lady’s adage that “a 
pint’s a pound the world around” could be accepted as a fact. 
They pointed out that the attorneys for the complainants said 
much about the longer distances from the southern than from 
the northern mines but that the testimony and operating sta- 
tistics were conclusive that distance, in the case of slow-moving 
coal freight, could not be considered as the controlling measure 
of reasonable coal rates where the coal was, on the one hand, 
transported by specialized coal-carrying machines such as on 
the roads serving the southern districts, and on the other hand 
by carriers having a preponderance of traffic other than slow- 
moving freight and a heavy passenger traffic as have the carriers 
serving the northern districts. 


Attorney-General Edward C. Turner and Albert M. Calland, 
special counsel for the state of Ohio, said that “to us in Ohio 
who have observed these rates in operation; who have watched 
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the coal industry in Ohio losing in the unequal struggle; and 
who have seen and felt the appalling results, the situation seems 
to challenge the attention of this Commission and demand relief.” 

In their brief the complainants in No. 15007, sub-No. 1, 
Eastern Ohio Coal Operators’ Association et al. vs. Ashland Coal 
& Iron Railway et al., said the real issues in this case had been 
obscured and its disposition thus far controlled by what the 
Commission had done in the past under section 15a. To their 
plea for reasonable rates and for a non-discriminatory rate rela- 
tion, they said the Commission replied that the adjustment was 
the result of the general increases and reduction. They said 
they did not deny that, indeed it was the gist of the complaint 
that émergency rates made to meet the war and post-war prob- 
lem had survived to hurt the complainants. They said they had 
shown that their rates were grossly unreasonable by any fair 
standard that could be adduced. They said they had shown that 
the relation with the competitors was grossly discriminatory, 
judged by distance, by other differentials, and by service ren- 
dered. They said they had shown they were entitled to relief 
under sections 1 and 3. 

The Public Service Commission of Pennsylvania said that 
in determining just and reasonable rates greater emphasis should 
be laid on mileage than had been the case as to these rates in 
the past. It said the northern districts were entitled to the 
full benefit of their geographical location. 

It was probably not necessary, the Pennsylvania body said, 
for the Commission, at present, to exercise its minimum rate 
powers “owing to the fact that the rates of the southern carriers 
are so little, if any, above the cost of service, that they cannot 
be reduced without imposing an unreasonable burden upon other 
traffic. If the southern carriers, in spite of this fact, reduce 
their rates to maintain the present differentials the Commis- 
sion then can take action.” 

Further, the Pennsylvania commission said “the reduction 
of the lake cargo rates from the northern districts will not 
only do justice from the rate standpoint but they will also pro- 
mote the general welfare by discouraging the economic waste 
of long hauls of bituminous coal and check over-production in 
the bituminous industry.” 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 15 totaled 
950,045 cars, an increase of 9,245 cars over the preceding week, 
and an increase of 18,310 cars over the loading for the cor- 
responding period of 1926, according to the car service division 
of the American Railway Association. 

As compared with the preceding week, there were increases 
in the loading of coal, coke, and forest products, and decreases 
in the loading of grain and grain products, live stock, ore, mer- 
chandise, L. C. L., and miscellaneous freight, in the week ended 
January 15. ; 

Revenue freight loading by districts the week ended January 
15 and for the corresponding period of 1926 was reported as 
follows: 

Eastern district: Grain and grain products, 9,873 and 10,353; live 
stock, 2,922 and 3,262; coal, 56,648 and 33,231; coke 3,086 and 5,119; 
forest products, 6,438 and 6,816; ore, 1,131 and 873; merchandise, 
Es, 1. 66,338 and 67,261; miscellaneous, 76, $02. "and 83, 340; total, 
1927, 222, 738; 1926, 211, 255; 1925, 214,448. 

‘Allegheny district: Grain and grain products, 3,585 ery 2,897; 
live stock, 2,383 and 2,619; coal, 57,989 and 46,533; coke, 5,663 and 
8,561; forest products, 3, 210 and d 2, 927: ore, 1,513 and 1,753; merchan- 
dise, ae ,868 and 50, 200; miscellaneous, 64, 660 and 70,857; 
total, 1927, 188, eri: "1926, 186,347; 1925, 185,916. 

Pocahontas district: Grain and grain products, 240 and 240; live 
stock, 64 and 72; coal, 43,771 and 43,244; coke, 510 ‘+. 562; forest 
products, 1,467 and pF 434; ore, 104 and 39; merchandisee, L, . C. L., 6,549 
and 7,059; miscellaneous, 5,706 and 4,090; total, 1927, 58,411; ” 1926, 
56,740; 1925, 49,020. 

Southern district: Grain and grain products, 3,905 and 4,470; live 
stock, 2,330 and 2,288; coal, 31,328 and 30,929; coke, 756 and 1,437; 
forest products, 19, 647 and 19, 030; ore, 1, 068 and 2 439; merchandise, 
L._ Cc. 39,976 and 37,864; miscellaneous, 50,412 and 45,822; total, 
1927, 149° 422; "1926, 143, 269; 1925, 144,563. 

Northwestern district: Grain and grain products, 9,711 and 11,943; 
live stock, 10,599 and 11,309; coal, 9,280 and 9,248; coke, 1,340 "and 
1,523; forest products, LT, 663 and 18, "405; ore, 648 and 477; merchandise, 
7 L., 30,462 and 29, 167; miscellaneous, 29, 395 and 31, 934; total, 1927, 
109,098; 1926, 114,006; 1925, 120,969. 

Central Western district: "Grain and grain products, 12,367 and 
13,253; live stock, 12,072 and 12,136; coal, 22,060 and 32, 491; coke, 
373 and 304; forest products, 7,932 and 7/864: ore, 3,722 ‘and 3,806; 
merchandise, L. C. L., 32,941 and 33 ,813; miscellaneous, 51,449 and 
47,499; total, 1927, 142, 916; 1926, 141,166; 1935, 0,950. 

Southwestern’ district: Grain and grain Beno noo ol 5,625 and 6,088; 
live stock, 2,789 and 2,883; coal, 8,331 and 6,849; coke, 244 and 7: 
forest products, 8,802 and 9, "425; ore, 376 and 382; merchandis eo. E..C. 
ishe 78902 16098 68 miscellaneous, 35, 899 and 36, 537; total, 1927, 78, 589: 

Tot tal, all cade: Grain and grain oe 45,306 and 49,244; live 
stock, 33,159 and 34,569; coal, 229,407 and 192, 525; coke, ‘11, 972 and 
pe 8 735; forest products, 65,159 and 65,901; ore, "8,562 and 9,759; mer- 
chandise, In C, Za, 342; 657 and 241,92 2; miscellaneous, 313, 823 and 
320,079; total, 1927, 950, 045; 1926, 931,735; 1925, 934,022. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1927 1926 1925 
Week ended January 1............. 740,348 741,560 767,098 
Week ended January 8..... SE ae 940,800 907,622 934,170 
Week ended January 15........... 950, 045 931,735 934, 022 


Total ..nccccccscccccccccvcccecs 2,631,193 2,580,917 2,635,290 
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Perishable Protective Services 


Second of a Series of Eight Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


As has been described in the preceding article, the perish- 
able protective tariff of the National Perishable Freight Com- 
mittee governs the movement of perishable freight traffic under 
any form of protective service. Rule 25 of perishable protective 
tariff No. 3 specifies that the provisions of the tariff apply in 
connection with the transportation of shipments of perishable 
freight when handled under the different classes of protective 
service as provided in the tariff, including icing, refrigeration, 
ventilation, protective service against cold. 

The tariff specifically provides that the regulations apply 
without regard to the ownership of the cars used in the trans- 
portation service. The shipments handled in refrigerator, ven- 
tilator, insulated, and heater cars of the carriers, of private 
shippers, or of private or special car lines are equally amenable 
to the rules, regulations, and charges published by the carriers, 
through the agency of R. C. Dearborn, agent of the National 
Perishable Freight Committee, in the perishable protective tariff. 


Protective Service Charges Not Included in Freight Rates 

The charges for the various forms of perishable protective 
services in connection with the movements of perishable freight 
via boat lines apply only for continuous through movements 
where facilities for handling the freight permit transportation 
of cars and contents intact by the boat lines. If transfers be- 
tween cars and boats are necessary to permit handling of the 
goods by boat lines, the protective service charges apply only 
for the rail hauls up to the points of delivery to the boat lines. 
Additional charges are assessed for protective services from the 
points at which perishable shipments are received by the rail 
carriers from boat lines to the destination points. 

Cars loaded with perishable freight are subject to extra 
charges for icing, re-icing, or for protection against cold, while 
they are being held awaiting acceptance by boat lines. 

The rates and charges provided for in the perishable pro- 
tective tariff are in addtion to and entirely independent of all 
freight transportation charges, charges for car service, demur- 
rage, diversion, reconsignment, storage, switching, or other privi- 
leges, charges and rules that in any way increase or decrease 
the value of the transportation service to the shippers, as pub- 
lished in tariffs of the carriers lawfully on file with the Com- 
mission and with the state commissions that have jurisdiction 
over the particular movements involved.’ 


Ordering Cars for Movements of Perishable Freight 


Orders for cars to be loaded with perishable goods must be 
filed with reasonable advance notice on the part of shippers 
with the agents of the originating carriers at the points of ship- 
ment. Car orders of this sort must be given in writing, or, if 
orders are given orally or by telephone, they must be confirmed 
by written communications from the shippers to the originating 
agents. The orders must specify the types of cars required— 
whether refrigerator, ventilator, box, or heater—and the charac- 
ter of the protectve service desired for the goods. 


Another section of the same rule of this tariff that provides 
for the procedure to be followed in ordering cars, carries the 
provisions that orders will not be accepted by the carriers for 
the placement of cars at any specified hour and that carriers 
that do not own or operate ventilator cars or brine tank refrig- 
erator cars are not obligated to supply shippers with such equip- 
ment.® 

Prepayment of Charges 


Whenever the freight tariffs or classifications properly ap- 
plicable to shipments require that freight charges must be pre- 
paid, the charges provided for the several kinds of perishable 
protective services by the perishable protective tariff must also 
be prepaid by shippers. Charges for icing and re-icing or for re- 
icing alone must be guaranteed by the shippers. Indemnity bonds 
must be executed by the shippers, as required by the initial 
carriers to guarantee payment of such charges.‘ 

The carriers, in some cases, charge for the use of special 
equipment necessary to transport perishable freight, including 
insulated cars, fully insulated cars and refrigerator cars. These 
special types of rolling stock equipment are defined in the fol- 
lowing terms in the perishable protective tariff: 


The term “insulated car’ as used in this tariff means a car 
having insulation in the walls, ends, ceilings and floors. 
he term “fully insulated car’’ as used in this tariff means a car 
having insulated, hinged, swinging doors as well as insulation in 
the walls, ends, ceiling and floor. 


—_ 


4See Rule No, 30 and Rule No. 25, B, Perishable Protective Tariff 
No, 3, R. C. Dearborn, agent, I. C. C. No. 2. 
*Rule No. 35, A. 
Ibid, Rule No. 35, B. 
‘Rule No. 37. 


The term “refrigerator car’’ means a fully insulated car having 
ice bunkers or ice tanks. 


The charges for the use of such cars, if any, are assessed 
by the carriers, are those provided in the tariffs of the carriers 
on file lawfully with the Commission or with the proper state 
commissions or with both state and federal regulatory commis- 
sions.® 


Loading and Stowing Perishable Shipments 


Shippers or owners of carloads of perishable commodities 
are required to prepare their goods for shipment properly. This 
includes packing and wrapping the individual packages, as well 
as loading, stowing, and bracing the goods in the cars. They 
are required, also, to furnish and install any false flooring, 
racks or other similar protections needed for the safe trans- 
portation of the goods. In some cases, the carriers furnish and 
install certain forms of racks; stripping, and other protecting 
devices, but, as a rule, the carriers’ charges do not include “tem- 
porary false flooring, racking, lining, blocking, strips or braces, 
dunnage of supports; nor the labor and expense of loading and 
stowing. Such temporary material, when used, must be installed 
by the shipper and at his expense, except as otherwise provided 
in exceptions.” 

The rule requiring shippers or owners to load perishable 
goods themselves and attend to the protecton of the goods within 
cars does not apply to the loading and stowing of less-than-car- 
aoe shipments when such services are performed by the car- 
riers. 

Dunnage Furnished by Carriers 

In connection with the movement of certain classes of per- 
ishable traffic in certain sections of the country, the perishable 
protective tariff provides that the temporary false flooring, rack- 
ing, and other protective devices, as well as the loading and 
stowing of the goods is performed free by the carriers. 

Egg racks, including movable slats to be placed on the floors 
of refrigerator cars, are furnished free of charge by certain car- 
riers when such racks are required properly to stow, brace, and 
protect shipments of butter, eggs, cheese, and dressed poultry 
in refrigerator cars. This regulation applies in connection with 
movements of the kinds of traffic described, over the lines of 
railroads specifically mentioned in the tariff, between points 
in Central Freight Association, Illinois Freight Association, New 
England Freight Association, and Trunk Line Freight Association 
territories and to certain points in Canadian Freight Association 
territory.® 

No allowances are made to the shippers or owners of egg 
racks or any substitutes for such racks that they may provide. 
The carriers, moreover, do not furnish materials or make any 
allowances for the building of bulkheads or partitions in cars 
loaded with dairy freight.° 

No charges are made for the transportation of temporary 
false floors, floor racks, or racks that constitute integral parts 
of refrigerator cars and are used along the sides or in front of 
the bunkers of refrigerator cars. Neither are charges assessed 
for transporting racks, strips, or braces furnished by shippers, 
when used to protect the contents of straight carload shipments 
of perishable freight in packages when such shipments move 
under the several classes of protective services provided for in 
the perishable protective tariff and its amendments. No allow- 
ances, other than those mentioned above, are made for strips, 
braces, frames, or racks, or for materials furnished by shippers 
used in the construction of decking or racks for the protection 
of the contents of straight cars of perishable freight in bulk or 
of mixed shipments of perishable freight in bulk and in pack- 
ages. This includes mixtures of bulk and “piece freight” as 
well. The weight of the material used for such protective pur- 
poses is charged for at the rates applicable to the freight con- 
tained in the shipments that the materials are used to protect. 

No charges are made for the transportation of frames used 
with shipments of cabbage in bulk in certain specified ter- 
ritories, over certain roads, and between given localities. The 
provisions of rule 50-A, paragraph C, of supplement No. 1 to 
R. C. Dearborn’s I. C. C. No. 2, govern the application of these 
exemptions. 

Allowances for Protective Materials 


Allowances are provided for the transportation of false 
floors, floor racks, or car bottoms, material for bulkheading, and 
slats for car doors used for the protection of shipments of 
tropical fruits and cocoanuts. No freight charges are assessed 


5See Item No. 1125, Section A, B and C. 

*Rule No. 40. 

™TSee Rule No. 30-A, Supplement No I. 

*See Agent B. T. Jones Territorial Directory No. 3-D, I. C. C. 
No. 1151 and supplements and reissues. 

Supplement No. 1, Rule 50-A, Paragraph A. 
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on such materials or protective devices when the cars are loaded 
with perishable commodities of this sort. The weights of the 
materials, when they are weighed with the empty cars before 
the goods are loaded, are included in the weights of the cars. 

When the bulkheading is placed in the cars after the empty 
cars have been weighed, allowances equal to the actual weights 
of the bulkheads are made by the carriers. When the actyal 
weights cannot be ascertained, estimated weight allowances of 
180 pounds a car are made. Allowances for door slats are made 
in the same way. When the slats are placed in the cars after 
the cars have been weighed empty, allowances of the actual 
weights of the slats or, in the absence of actual weights, esti- 
mated weights of 25 pounds a car, are made from the gross 
weights of the cars. 

The weights of bulkheads and door’slats used in the protec- 
tion of tropical fruits and cocoanuts placed in the cars after 
the cars have been weighed empty, are added to the track scale 
tare weights of the cars. The weight of false floors, floor racks 
or car bottoms are also included in the tare weights of the cars. 
The total tare weight of cars used for tropical fruits and cocoa- 
nuts includes three factors: 1. The true tare weights, or the 
weights of the empty cars. 2. The actual or estimated weights 
of the bulkheads and car door slats. 3. The weights of the false 
floors, floor racks, or car bottoms. 

The waybills under which shipments of these fruits and 
cocoanuts move are required to show the total tare weights 
computed in this way.” 


Return of Protective Materials 


In cases where the carriers, for their own convenience, 
remove at destination points the false floors or floor racks which 
constitute integral parts of cars that are designed and used for 
special classes of traffic, no charges are assessed by the carriers 
for returning such materials to the owning lines at the points 
of origin of the shipments the materials have been used to 
protect. No charges are made, moreover, for the transportation 
of false floors or floor racks when in empty cars of which they 
form integral parts.” 

When the shippers require the return of temporary false 


Form No. 1 


(Agent) 
(Carrier) 
(Address) 
Place the following shipment under refrigeration at first 
available regular icing station, or 
Place under refrigeration at 
(Regular icing station) 


Description: 


flooring or floor racks owned and furnished by them, and which 
do not constitute integral parts of the cars, but which have 
been installed by shippers for the protection of their property, 
charges are assessed for return movements. In general, one 
half of the fourth class rates applying between the points of 
origin and destination of the return shipments, subject to tariff 
regulations as to minimum rates and the classifications govern- 
ing, are assessed for such return movements. There are certain 
exceptions provided for in the rules of the perishable protective 
tariffs: 


1. Temporary false floors and floor racks to be returned must be 
removed from the cars by consignee and tendered to the carriers at 
the freight depots at destinations of the lines delivering the original 
shipments; not the switching lines, however; in securely fastened 
bundles or in other suitable shipped condition properly marked and 
accompanied by shipping orders. 

2. Bills of lading are issued for the return movements which 
are made only by freight service. The bills of lading are required 
to contain references to the car numbers, dates of shipments and 
— of origin of the original shipments which the materials have 

een used to protect. 

3. The waybills that cover the return movements are also re- 
quired to show the car numbers, dates and waybill references of 
the shipments with which the shipments were used. The routes of 
the return movements are required to cover the same lines that par- 
ticipated in the handling of the loaded car. 

4. The carriers are not obligated to assume any responsibility 
for the materials belonging to shippers unless the requirements, out- 
lined in 1, 2 and 3 above, are complied with. 

5. Materials of this character that are not removed promptly 
from the cars by consignees when the unloading of the goods in the 
cars has been completed become the property of the carriers.” 


Protection by Hay and Straw 


Paper, hay, straw, excelsior, shavings, and other materials 
of this type are sometimes used to protect perishable goods in 
transit. When such materials are used for buffing or for the 
protection of perishable commodities in carload lots against heat 
or cold, the materials are required to be supplied by and at the 
expense of shippers. Charges for the transportation and allow- 
ances for the weights of such protective materials are based 
on the rates and allowances provided for in the tariffs of the 


See Rule No. 50-A, Supplement No. 1. 
uSee Rule No. 50-A, Paragraph E. 
%See Rule No. 50-A, Paragraph F. 
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carriers that are applicable to such traffic and legally on file 
with the Commission or with the state commissions. 

An exception is made to this general rule when hay or 
straw or both hay and straw are used for the protection against 
cold or loose bananas, bananas mixed with cocoanuts, and other 
trapical fruits, in carload lots. In such cases, the actual weight 
of the hay and straw, provided the weight does not exceed 400 
pounds a car, is transported free. Such shipments are subject, 
however, to the minimum weights provided for by the classifica- 
tions or tariffs that govern.” 

The charges for and allowances that are made by the car- 
riers for the weight of ice and other preservatives placed in 
the same packages with the perishable freight or in the bodies 
of the cars, are as provided in the tariffs of the carriers lawfully 
applicable and properly on file. Carriers do not undertake the 
icing or re-icing of such individual packages of freight.* 

It has been previously pointed out that the carriers refuse 
to accept instructions from shippers that entail the manipulation 
of car doors in connection with perishable freight transported 
in standard box cars. Further than this, the perishable protec- 
tive tariff stipulates that carriers are not bound to accept instruc- 
tions that call for side-door ventilation of refrigerator cars or 
other cars equipped with hinged doors. Carriers do not give 
or permit side-door ventilation of such cars while they are in 
motion.” 

It is permissable, however, except when shipments are 
moving under refrigeration, for shippers, owners, or consignees, 
or their prepresentatives, including the caretakers in actual 
charge of the car, to give side-door ventilation to the cars if 
they choose to do so. This may be done only while the cars 
are standing on the tracks at division terminal, stop, hold, or 
reconsigning points, or at destination. When the shipments 
are being ventilated in this way, the cars are considered by 
the carriers to be in charge of the persons attending to the 
ventilating. It is, moreover, the duty of such persons to see 
that the car doors are left either completely open or completely 
shut, depending on the kind of protective service the goods are 
receiving, and that the doors are safely and securely fastened 
so as to avoid possible accidents, damage to the cars, or damage 
to other property or injury to persons. 


Changes in Character of Protective Service. 


Carload shipments being transported under refrigeration 
with ice in the bunkers, tanks, or bodies of the cars or in 
packages with the freight, are changed from one class of pro- 
tective service to another, when desired by the shippers or 
owners, only under the following conditions: 


1. When notices are received reasonably in advance from shippers, 
owners or consignees specifying the points at which the changes from 
one form of perishable protective service to another are to be made, 
the carriers will substitute artificial heat for refrigeration at such 
points, or at the first points where heaters are available. Such 
changes are made, however, only at points within heater territory 
that are covered by the tables of charges set forth in the applicable 
section of the Perishable Protective Tariff governing special rules 
and stated charges for protective service against cold, and during 
the cold weather period defined in the tariff between October 15 
and the following April 15, both inclusive. 

Such changes are made on the basis of the charges that are 
published for refrigeration service to the points where the changes 
in services are made and in addition to such refrigeration charges, 
other charges, as provided for in the section of the Perishable Pro- 
tective Tariff, are added for artificial heat from the points where 
the changes are made to destinations or to the points nearest destina- 
wan ae which charges for protective services against cold are pub- 

shed, 

2. When changes from refrigeration to heater services are made, 
the carriers remove the ice from the bunkers or tanks of the cars. 
An additional charge of $7.50 per car is made for this service. The 
charge accrues to the rail line that performs the service. The carriers 
Co not, however, remove ice from the tops of loads in the bodies 
of cars. 

3. When cars under ice or refrigeration have arrived at destina- 
tion prior to the receipt of notices from shippers, as provided above, 
or when the cars will arrive at the destination points before the 
changes in services can be made by the carriers, the ice is removed 
from the cars at destination. The charges stipulated above are as- 
sessed and additional charges provided for service at final destination 
at the rate of $2 per car per day after the expiration of 24 hours 
after arrival.” 

4. In cases where shipments are transported under shippers’ 
protective service against cold or under carriers’ protective service 
against cold as defined in the Perishable Protective Tariff, changes 
may be made from such services to refrigeration upon written in- 
structions from shippers, owners or consignees. The charges for 
each separate sort of service are made upon the basis of the charges 
for the service to and from the points where the changes in services 
are made. Thus, a carload shipment travelling under carriers’ pro- 
tective service against cold from Fruitvale, Calif., to New York, 
which is changed to refrigeration at Chicago, is charged for at the 
rate applicable for carriers protective service against cold from Fruit- 
vale to Chicago, and for refrigeration from Chicago to New York. 
The Perishable Protective Tariff specifically provides that the pro- 


visions of this rule do not apply at points within the Dominion of 
Canada. , 


Shipments of perishable commodities may be made in 
refrigerator cars without ice and, on reasonable advance notice 
to the carriers in writing from shippers, owners, or consignees, 


BRule No. 55. 

4Ibid Rule No. 65. 

See Rule No. 70. 

See Section 5 of the Perishable Protective Tariff. 
"See Rules No. 530-A, Supplement No. 1. 
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may be placed under refrigeration in transit. A form is pro- 
vided for the transmission of such instructions in the following 
terms: (See Form No. 1.) 

If the instructions are received too late to comply with the 
requests contained at the points specified, the changes in service 
requested are made at the first regular icing stations available 
after the first stations. Agents of the carriers at the points 
where the cars are placed under refrigeration are required to 
show on billing accompanying the cars this station at which 
the cars are first iced. 

With the exception of the changes that are specifically pro- 
vided for in the change in service rule of the perishable pro- 
tective tariff, the terms of which are outlined above, no changes 
in the character of perishable protective services to be fur- 
nished in transit may be made. 


MONEY FOR BARGE LINES 
The Trafic World Washington Bureau 


Commendation of the operation of the government barge 
lines by Brigadier-General Ashburn, chairman and executive of 
the Inland Waterways Corporation, marked the debate in the 
House which preceded passage January 21 of the first deficiency 
bill carrying $2,000,000 for the corporation. 

Representative Wood, of Indiana, in charge of the bill, re- 
ferring to the testimony before the appropriation committee (see 
Traffic World, January 22), said it afforded, to his mind, “the 
most complete vindication of the possibilities of inland water- 
way transportation.” Within four years, he continued, the barge 
service had succeeded in changing a loss of about $900,000 a year 
to a profit of $250,000 a year. 

Representative Oliver, of Alabama, said he assumed Mr. 
Wood and other members of the committee had been impressed 
with the fact that the affairs of the corporation had been well 
administered by General Ashburn. 

“They have been splendidly administered,” said Mr. Wood. 
Continuing, he said: 


The evidence in the hearings discloses that through the operation 
of this waterway the farmers of the west, not only in the states 
immediately contiguous to this waterway but adjacent states, have 
benefited within the last year to the extent of more than $6,000,0 
They have received at least 3 cents more per bushel upon their wheat 
than they would have received had it not been for these waterway 
facilities. They have fixed a price on wheat and grain to the western 
farmer, and while we are indulging ourselves here in fancies and 
in proposed realities with reference to relief for the American farmer, 
to my mind the greatest possible relief that can come to the farming 
interests of this country in the great west and the great central west, 
is through water transportation. , 


Mr. Wood said he wished to state that, in estimating the 
profit of $250,000, “they have deducted 3 per cent for deprecia- 
tion and loss.” 

“They (the barge corporation) have taken into considera- 
tion all the things that would be taken into consideration, de- 
pletion and everything else, except interest, by any ordinary 
business corporation,” continued Mr. Wood. “So again I empha- 
size the fact that under this management they have demonstrated 
the possibility and the feasibility and the practicability and the 
economic value of inland waterways.” 

Representative Arentz, of Nevada, remarked he thought that 
Mr. Wood’s statement would bear repeating. 

“Do I understand the gentleman to say that, considering the 
investment in transportation facilities on the Mississippi and 
Warrior Rivers . . . and counting amortization, depreciation 
and things of that sort, the company has made a profit on this 
transportation?” asked Mr. Arentz. 

Mr. Wood replied, “A profit of $250,000 for last year.” 

Representative Oliver, of Alabama, referred to the $6,000,000 
saved shippers as related by Mr. Wood. 

“Yes; and that to my mind is one of the things that ought 
to be-constantly in our-mind,” said Mr.. Wood. “It is not so 


‘much what the corporation is doing itself in earning profits, but 


what it is doing: toward earning profits for the shippers of this 
country. Here is another thing: It was thought for a long 
time that the water transportation was going to afford ruinous 
competition with railroad transportation. The railroads of this 
country fought it for a considerable time, but it is now most 
gratifying to learn that the railroad transportation companies in 
this country are in ardent accord with the development of these 
waterways, and they have determined that in their development 
it will result in a profit to them rather than a loss.” 

Representative Newton, of Minnesota, interjected that there 
was an exception to that statement about the attitude of the 
railroads, with respect to traffic on the upper Mississippi River. 
He said that in the effort the waterway corporation was making 
to get traffic on that part of the river it had not had the co- 
operation of the railroads of that locality that they should have 
had “in view of the pronounced policy of Congress regarding the 
development of this transportation.” 


Representative Ketcham, of Michigan, thought the statement 
with reference to co-operation between the railroads and the 
barge lines was “very interesting,” and he wished to know “what 
has caused that change?” In reply, Mr. Wood said: 
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My judgment is that it is because of the very sensible survey 
made by those who are in the management of these great railroads 
in this country, and the conclusion at which they have arrived, that 
there is plenty of room for waterway transportation, and that 
instead of its being a deterrent to their success it would be a feeder, 
of fit for them. It has been worked out and demonstrated, es- 
a lly along the lowér Mississippi, that this is true, and some of the 
argest railroad men in the country have given testimony to the fact, 
and they give their very cordial and active support to the success 
of this cooperation. 


Representative Byrns, of Tennessee, referred to a statement 
made by General Ashburn before the appropriation committee 
that the lower Mississippi division of the service, in the eleven 
months ended with November, 1926, showed a profit of $486,927. 
The loss on the Warrior branch of the service reduced the profit 
for the entire service to something over $200,000. Mr. Byrns 
quoted testimony given by General Ashburn as to the saving 
of $6,000,000 to farmers which was referred to by Mr. Wood. 
The testimony of the general on that point was as follows: 


The barge line is carrying about 1,000,000 bushels of grain a 
month—did carry 1,000,000 bushels of grain where grain was moving. 
That is 6% cents a hundred pounds cheaper than they can get it to 
export by all rail. The records of the merchants exchange of St. 
Louis, where all this grain, or a large quantity of it is bought, show 
that when we are functioning in that way the farmer gets 3 cents 
a bushel more for his grain than if he shipped it all rail. We save 
6% cents a hundred pounds on 10,000,000 bushels, which is a great 
saving on freight. Not only that, but every one of the farmers who 
has sold his grain has received 3 cents a bushel more than he would 
have received had our service not been operating. 

I say that advisedly, because I have talked with grain dealers in 
the United States. When we are functioning in this way the price 
of every bushel of grain that is produced for export is set by our rate, 
and the farmers get 3 cents more for every bushel of grain. 

In other words, the mere fact that we are carrying 10,000,000 
bushels of grain a year down that stream sets the price of the whole 
300,000,000 bushels of grain exported from that section and the farmer 
gets 3 cents a bushel more. We have figured it down almost to a frac- 
tion of a dollar, that we were worth to the middle west, the section 
exporting grain, over $6,000,000 this year, or about half the value of 

e flee 


In concluding his statement, Representative Byrns said: 


I think that General Ashburn, the very efficient and capable 
director of this Inland Waterway Corporation, is to be very highly 
commended and complimented for the splendid work he is doing in 
connection with this corporation. The administration of this cor- 
poration, to my mind, is one of the very shining exceptions to what 
usually happens when the government undertakes to go into business, 
even in an indirect way, and it is due to the very efficient administra- 
tion and great business executive ability of General Ashburn with his 
advisory board of five gentlemen of pronounced ability and success in 
life, and who are devoting a portion of their time and energy to 
making this corporation a success. 


Representative Carss, of Minnesota, made the following 
statement in support of the St. Lawrence waterway project: 


There is something involved in this question that has not been 
developed here, to my knowledge. The railroads are now commenc- 
ing to cooperate with the waterways; at least they have withdrawn 
considerable of their opposition. I think that is due partly to the fact 
that they have realized that we can not open up any new territory 
for agricultural purposes under the present freight rate, and they 
can not reduce their rates because they are not earning the ar- 
antee, and so the only hope seems to be to put a long boat haul and 
a short rail haul, thus enabling the farmer to open up new territory. 
That is the contention we make when we ask to have the Great 
Lakes-St. Lawrence waterway constructed. We claim we can open 
up territory for 1,000 miles west and 500 miles north and south which 
can not be opened now under present freight rates. 


The Secretary of War has received the following comparative 
statement of tonnage, revenue and expenses for the month of 
November, 1925, and 1926 of the Mississippi-Warrior Service, 
operated by the Inland Waterways Corporation: 


1925 1926 
elias cuseig ain bas Sa eNASaIeN wees tbe 62,603 134,504 
NS is cin oonis asa aes mwesi aewelet $252,653.75 $536,324.86 
I 5550.5 515-4.5 Sc. esieawadenesawedlioeoes 327,937.04 499,939.69 
ESCO OPT LORY PY RE eT $ 75,283.29* $ 36,385.17 
es tn 27,849.06 30.665.62 
Income before depreciation.................. $ 47,934.23* $ 67,050.79 
pO ee ee ee ee ee $ 4.04 $ 3.99 
ee eee 5.24 3.72 





*Loss. 


Favorable river conditions during November, 1926, permitted of 
an excellent operating schedule, while in November, 1925, the operat- 
ing result was seriously affected by navigational difficulties en- 
countered on the ea River and loss of traffic due to inter- 
rupted service in that and previous months, 

The outstanding feature in connection with November, 1926, op- 
erations was the heavy increase in offerings of grain, cotton, sugar 
and ore tonnages, which were successfully transported. The aggregate 
tonnage of these commodities alone amounted to 87,279 tons in No- 
vember, 1926, compared with a total tonnage of the same commodities 
of 27,907 tons in November, 1925. 


BARGE LINE RATES 


Hearing in Docket 19017, the Inland Waterways Corporation, 
operating the Mississippi-Warrior Service, against the C. G. W. 
and others, was held in Chicago before Examiner Howell Janu- 
ary 20, 21 and 22. 

The complainant alleges -that the refusal of the defendants 
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to participate with the complainant in joint through rates on 
classes and commodities moving between the Twin Cities, via 
Dubuque, Ia., to points on the lines of the defendants in Illinois, 
Indiana and Missouri, is unreasonable, in violation of section 
1 of the interstate commerce act. The Commission is asked 
to prescribe through routes and joint through rates, according 
the complainant reasonable division. 

Theodore Brent, traffic manager, Inland Waterway Corpora- 
tion, said a full line of class and commodity rates was asked, 
excluding some low-grade commodities, such as stone, coal, ce- 
ment, and lumber, where the establishment of a _ differ- 
ential under the existing rates would not give adequate return 
to either the railroads or the barge line. He explained that the 
differentials asked rail and barge under all rail, had been arrived 
at by reducing the portion of the through rate applicable be- 
tween Dubuque and the Twin Cities 20 per cent, the carriers 
to receive their division of the resultant rate on the basis of 
full return, at the present rate, up to Dubuque. He said mu- 
nicipal bonds had been sold at Dubuque, Minneapolis, and St. 
Paul for the construction of barge line terminals, and that his 
company expected to have a tow leaving the Twin Cities and 
Dubuque every five days. He said the barge line and other 
interested parties had met with the carriers in the offices of 
the Commission at Washington last November, and he introduced 
as an exhibit The Traffic World, of November 13, 1926, giving 
an account of that meeting, saying the article presented a con- 
cise statement of the railroad objections to the establishment of 
the rates requested. It was there argued that the differential 
should be based on the cost of the service, that the carriers 
would be compelled to short-haul themselves, that there would 
be no compensatory increase in traffic from the installation of 
the competing service, and objections were offered to the cir- 
cuity of some of the routes contemplated. He said he did not 
believe the carriers would want the differentials based on cost 
of service, as the figures for 1925 on the operations of the barge 
line on the lower Mississippi showed a cost of service of 3.59 
mills a ton-mile, while the barge line earnings on 910,755 tons 
carried that year were 3.75 mills a ton-mile, and he did not 
believe the carriers’ cost of service would be sufficiently higher 
to give them the earnings they expected. He pointed out that 
the carriers earned an average of 11.10 mills a ton-mile in 1925. 
He said the railroads frequently short-hauled themselves volun- 
tarily, and that Congress had clearly foreseen, when the trans- 
portation act of 1920 was written, that it would fequently be 
necessary for them to do so, and had used language to imply 
that necessity. He said the railroads confined themselves to 
no discernible rule of circuity in their relations with lake lines 
and with south Atlantic port lines, but that the barge line had 
confined itself, with minor exceptions, to the Commission’s rule 
of circuity, applicable to the fixing of rates and routes via the 
barge line. He said the opening of the barge route would not 
deprive the railroads of any considerable tonnage and that the 
Commission would fix differentials that would “foster and pre- 
serve in full vigor both rail and water transportation.” The 
differentials requested on traffic moving from Chicago to the 
Twin Cities ranged from 18 cents on first class to 3% cents 
on clsas E. 

Herman Mueller, traffic manager, St. Paul Association of 
Public and Business Affairs, presented a detailed picture of 
competitive conditions affecting the Twin Cities and pointed 
to the importance of water transportation in the development 
of the two cities in the past. He said it was necessary that 
the water route to the south and east, once the only avenue 
of commerce with that territory, be reestablished to enable them 
to meet the competition of the lake cities. “We are convinced 
a bargé line with adequate and proper interchange and joint 


gg Z essential to commercial development in our territory,” 
e said. . 


J. P. Haynes, traffic director, Chicago Association of Com- 
merce, Said shippers represented by that organization, other 
than shippers of perishables, and, in particular, shippers of 
heavy loading commodities, had expressed themselves as con- 
vinced of the necessity for differential barge rates under the 
all-rail rates to the Twin Cities. He said they were essential to 
enable Chicago to compete on a fair basis with eastern points 
using lake-and-rail and rail-lake-and-rail routes. Particularly did 
he think the establishment of the proposed barge service was 
essential in view of the carriers’ proposed increases in the west- 
ern class rate investigation, Docket 1700. He pointed out that 
the present fourth class rate from Chicago to the Twin Cities 
was 49 cents, only 34% cents under the lake-and-rail rate from 
Detroit, Cleveland, Buffalo, Erie, and Syracuse, and that the 
carriers’ proposal in Ex Parte 87, Sub. 1, was a rate of 69 cents, 
16% cents in excess of the rate applicable from the above men- 
tioned competing points, and one cent in excess of the present 
rail-lake-and-rail rate from Baltimore. He said: “It is the 
view of the Chicago Association of Commerce that compliance 
with section 500 of the transportation act, 1920, definitely re- 
quires the establishment of the through route and the dif- 
ferential rates here involved.” 

| EF. B. Townsend, Minneapolis Traffic Association, said the 
establishment of the rates requested would give the interests 
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he represented a slightly better rate to the territory to which 
they most needed it, and he believed the result would be a 
stimulation of business and an increase of tonnage for the 
railroads. 

Numerous witnesses testified that the interests they repre- 
sented would welcome the installation of the barge service and 
would make use of it. Other witnesses who appeared for the 
complainant were: R. W. Vowels, traffic manager, Montgomery 
Ward & Co.; C. T. Bradford, International Harvester Co., Chi- 
cago; Will Hammond, traffic manager, Inland Steel Co., Chi- 
cago; E. J. Ellerton, Russell Grady Manufacturing Co., Minne- 
apolis; O. C. Goduard, city engineer, Minneapolis; George C. 
Ludheimer, commissioner public utilities, St. Paul; W. W. Morse, 
vice-president, Upper Mississippi Barge Line, and F. S. Hollands, 
assistant traffic manager, Standard Oil Co., Chicago. 

B. F. Parsons, general freight agent, C. G. W., presented the 
results of a traffic study he had made to ascertain the amount 
of traffic moving over his line that would be susceptible to di- 
version over the barge route. He said the results of that study 
showed the possible diversion of traffic to the extent of de- 
priving the C. G. W. of $100,000 revenue annually. He intro- 
duced exhibits showing the reductions involved and presented 
information regarding carrier practice with respect to rate divi- 
sions in the territory to show the injustice of the basis proposed 
by the complainant. He said his line would receive much less 
in revenue for a haul from Chicago to Dubuque, the traffic there 
turned over to the barge line than it was receiving for the 
local haul between the two points, and that there would be no 
difference in the service performed. He said the existing local 
rate from Chicago to Dubuque was 69 cents, first class, and that, 
for the same haul turned over to the barge line, the road would 
only receive in the neighborhood of 40 cents. 

E. W. Fowler, assistant general manager, C. G. W., said traffic 
on that line between Chicago and the Twin Cities was relatively 
light, and that, on its northern division between Oelwein, Ia., 
and the Twin Cities, where the traffic was lightest and most 
needed for economcal operation, it would be diverted to the 
barge line. He said the C. G. W. line between Chicago and the 
Twin Cities could handle 27 per cent more traffic than it was 
doing, with the same equipment. The reduction of tonnage re- 
sulting from the establishment of the rates requested which his 
line would experience, he said, would not reduce the number 
of trains it would have to operate, but would only mean they 
would run lighter. 

C. H. Buford, assistant general manager, C. M. & St. P., 
pointed out that his road had two routes to the Twin Cities from 
Chicago, and said the grades on the route via Dubuque were 
much more severe than on its other route, over which it would 
normally move the traffic. 


D. L. Kelley, of the South Dakota commission, intervener 
for the defense, said the main difficulty under which the rail- 
roads involved labored was a lack of sufficient tonnage. He 
said the present rate level in that territory was high enough 
if the railroads had a sufficient volume of traffic to operate 
efficiently and that, to decrease their revenue, would put them 
to the necessity of getting more revenue out of tonnage moving 
elsewhere. He said he believed, if the rates asked were put 
into effect, a substantial volume of tonnage would be taken from 
the railroads, and he thought that tonnage was rightly rail 
tonnage. He cited recent efforts of the carriers to increase 
their low revenue in the northwest. He said there was intense 
competition between the Twin Cities and South Dakota jobbing 
points and recited the disadvantages under which South Dakota 
distributing centers were laboring. He said transportation ad- 
justments in the last 25 years had uniformly increased the 
disadvantages of the South Dakota points and that the estab- 
lishment of the rates requested would give the Twin Cities an 
overwhelming advantage which would throttle normal develop- 
ment in the northwest beyond them. He did not believe the 
establishment of the proposed routes and rates to be economic- 
ally sound. _ 

Other carrier witnesses were E. W. Soergel, general freight 
agent, C. M. & St. P., and A. F. Cleveland, assistant freight 
traffic manager, North Western. In general they testified that 
the group of carriers affected by granting the complainant’s 
prayer were already suffering from a lack of traffic and could 
not afford the loss of any. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 22 totaled 13,720 cars, as compared with 14,259 
cars (revised) in the preceding week, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
Shipments were reported as follows: 


Apples, 1,712 cars; cauliflower, 298 cars; cabbage, 1,052 cars; 
celery, 811 cars; eggplant, imports, 9 cars; grapefruit, 593 cars; im- 
ports, 2 cars; green peas, imports, 24 cars; lemons, 230 cars; lettuce, 
1,008 cars; mixed citrus fruit, 134 cars; mixed vegetables, 761 cars; 
imports, 8 cars; onions, 695 cars; oranges, 1,606 cars; imports, 3 
cars; pears, 52 cars; peppers, imports, 37 cars; spinach, 416 cars; 
strawberries, 2 cars; string beans, 4 cars; sweet potatoes, 412 cars; 
tomatoes, 16 cars; imports, 168 cars; potatoes, 3,924 cars; imports, 


159 cars. 





January 29, 1927 


NEW INTERCOASTAL CONFERENCE 
The Trafic World New York Bureau 


Peace has been declared in the intercoastal steamship 
trade. After a week of discussion of the several problems con- 
fronting the business, officials of the lines represented signed 
an agreement for a new and much more inclusive conference 
under the following basic principles: 

Establishment of a neutral ratemaking body to handle rate 
details and as a point of contract with the shippers. 

Co-operative realignment of sailings to provide more effi- 
cient service and reduce over-competitive conditions. 

Stablilization of freight rates on a firmer basis than that 
which now obtains after several years of almost steady fighting 
between one or more groups. 

These principles were announced only as such, and there 
remains a mass of detail to be worked out later. 

All the coast-to-coast lines, excepting the Isthmian and 
Argonaut, were represented at the Hot Springs, Ark., meeting. 
The opinion was expressed that they would not prove a stum- 
bling block to the new conference. 

Executives of the Gulf-Pacific Coast lines sat through the 
meetings and said they were preparing to follow the regular 
intercoastal companies. 

The Intercoastal operators were elated as they emerged 
from their week of argument with the final agreement. The 
greatest secrecy was maintained all week, but it is known that 
there were times when it seemed impossible to bring the con- 
flicting interests together. 

The following official statement was issued: 


The lines engaged in the United States intercoastal trade agreed 
in principle on the formation of a conference embracing nearly all 
the companies engeged in the coast to coast service, the purpose 
of which is to stabilize the trade and correct the present disorgan- 
ase nee which have proven so unsatisfactory to the shipping 
public. 

The plan will be developed in detail and submitted to the United 
States Shipping Board for its approval. 

It is expected that the principles adopted will satisfactorily adjust 
the varied and conflicting interests which have heretofore existed in 
the trade. It provides for the set-up of a neutral rate — bureau 
as a contract between the lines and their shippers and also for a re- 
arrangement and co-ordination of sailings, which is designed to give 
more adequate and satisfactory service to all the Atlantic and Pacific 
Coast ports now served. ; 

The lines adopting the plan in ge were American-Hawaiian 
Steamship Company, Arrow Line, liar Steamship Line, California 
and Eastern Steamship Company, Luckenbach Steamship Company, 
Munson-McCormick Line, Panama Mail Steamship Company, Pana- 
ma-Pacific Line, Ocean Transport Company, Quaker Line, Trans- 
marine Line and William Steamship Company. These lines repre- 
sented a combined ng capacity of approximately 5,000,000 cargo 
tons during the last year. 

The lines operating in the Pacific Coast-Gulf of Mexico trade 
were fully represented at the meeting, and took steps looking to the 
adoption of an agreement among themselves similar to that reached 
by the Atlantic Pacific Lines. These lines are: Finkbine-Guild Trans- 
portation Company (the Redwood Line), Gulf-Pacific Line, Lucken- 
bach Steamship Company, Trans-Marine Line. 


The sessions were presided over by C. B. Kellogg, of New 
York, vice-president of the Hunson Line, as chairman. After 
discussing some general theories and appointing a general com- 
mittee, the meeting was divided into three sub-committees, ac- 
cording to the frequency of sailings maintained. Each of these 
three sub-committees worked on its own problems and the sev- 
eral ideas were then co-ordinated. 

The new conference, with twelve member lines operating 
their own tonnage, will replace one of only six members. It 
will be the most representative conference in years. The com- 
petition between conference and non-conference lines has been 
keen, and the conference also has had its own difficulties over 
differentials. 

The neutral rate-making machinery is considered the most 
radical departure. It is expected to be modeled somewhat 
along the lines of the trans-continental freight bureau of the 
railroads. Delegates to the meeting would not discuss.the ex- 


tent of its powers pending further development of the principle 
involved. 


FULL CARGO RATES STRONGER 


The Trafic World New York Bureau 


Further steadiness in rates with scant offerings of space 
and indications that advances of a cent or more would be seen 
in the event of any substantial increase in demand were the 
outstanding features of the charter market this week. The 
number of placements was small, due to the spread between 
bid and asked figures, but shippers were impressed by the re- 
fusal of shipowners to make concessions even for the last half 
of February, in the face of expectations that there would be a 
decrease in rates for that period. 

Unusual interest was shown in the first inquiry for the 
opening of navigation from Montreal. The views of owners 
and charterers were one cent apart, as shown in the bids of 15 
cents and 16 cents, respectively, for Antwerp-Rotterdam and 
Hamburg-Bremen. These figures indicate better rates than a 
year ago. The current opinion among shipbrokers is that the 
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owners would do well to close at the rates offered by shippers, 
as they expect additional vessels to be available by the time 
the season starts. 

Among the fixtures were vessels from Atlantic ports to the 
Mediterranean at 21% cents, Atlantic ports to Antwerp-Hamburg 
at 17 cents, for the grain trade. Considerable business has been 
closed on time charter vessels, which has avoided the dangers 
of bidding up the rates on berth or trip-charter vessels from 
Atlantic ports. 3 

The following changes in rates are announced by confer- 
ences: 

Trans-Atlantic-United Kingdom, Irish Free State-——Changes: 
Alfalfa meal now 35 cents; coal briquettes in bags or cases 40 
cents; cotton knitted padding for laundry machinery $4.00; corn 
sugar 40 cents, all of above rates are per 100 pounds. Forg- 
ings, steel wedges and bars $6.50 per 2,240 pounds; raw cane 
sugar in bags will be “open” until April 30; paper pulleys now 
take same rates as other pulleys. 

The rate on cotton and cotton linters standard compression 
is now per 100 pounds as follows: First class liner bases, 
Gulf, 75 cents; South Atlantic, 6244 cents; Norfolk and New- 
port News, 60 cents; North Atlantic, 55 cents. Second class 
liner bases, Gulf, 74 cents; South Atlantic, 61 cents; Norfolk 
and Newport News, 59 cents. Tramps, Gulf, 724% cents; South 
Atlantic, 721%4 cents; Norfolk and Newport News, 57% cents. 
Same when in high density bales 15 cents per 100 pounds lower. 

Cotton seed hulls from the Gulf $1.90, from North Atlantic 
$1.75 per 100 pounds. Crude cotton seed oil in bulk $12.50 from 
Gulf and $9.50 per 2,240 pounds from North Atlantic. Garban- 
zos peas now 95 and 80 cents; Istle 65 and 50 cents; rice bran, 
meal and polish, 56 and 41 cents per 100 pounds from Gulf and 
North Atlantic ports respectively. 

Rosin to London, Liverpool, Manchester, Bristol and Glas- 
gow, 41 and 26 cents; same to other ports, including Irish 
ports, is 46 and 31 cents per 100 pounds; the higher rates in 
each instance apply from Gulf while the lower rates are from 
North Atlantic. Rosin “on deck” takes rates 5 cents under 
above figures. 

Sisal now 94 and 79 cents per 100 pounds; tar in wooden 
barrels, under deck, $6.90 and $6.90 per 2,240; turpentine, in 
barrels, $4.40 per barrel. 

Trans-Atlantic-Continental Conferences.—Changes: Cheese 
to group 1 (Antwerp, Rotterdam and Amsterdam), refrigerator 
space, $1.20 per 100 pounds; same to group 2 (Hamburg and 
Bremen), $1.30. bs 

Building cement, in bags or barrels, 40 and 45 cents; cork 
discs, in bales,. $2.75 and $3.00; paper plates, $1.60 and $1.75; 
roofing slates, loose or in bundles, 45 and 50 cents, all per 100 
pounds to group 1 and 2 respectively; zinc slabs and ingots, 
$6.00 and $6.50 per. 2,240 pounds, groups 1 and 2. 

To Antwerp, Rotterdam, Amsterdam, Hamburg and Bremen 
the rate on auto parts applies only to any part or replacement 
for engine, chassis or body which is essential to operation ex- 
cept those articles specifically provided for. The following is 
a list of articles comprised in the group of automobile accesso- 
ries: Shock absorbers, bumpers, non-skid chains, cigar light- 
ers, battery gauges, gasoline gauges, oil gauges, tire gauges, 
generators, motometers, speedometers, self-starters, wind 
shield cleaners, cowl board clocks, cutouts, sun deflectors, horns, 
ignition parts, lamps and lenses, luggage carriers, magnetos, 
mirrors and microscopes, mud hooks, spot lights, patent steer- 
ing wheels, wind screens or deflectors 

Trans-Atlantic-Continental Conferences.—No changes since 
those recently reported, except that the tariff rate on lubricat- 
ing oil in half barrels not exceeding 7 cubic feet is 45 cents per 
100 pounds to Antwerp, Rotterdam and Amsterdam and 50 
cents to Hamburg and Bremen. This Conference, however, has 
a lower rate on oil, wax and grease when same is covered b 
a term or period contract. 

West Coast Italy-Genoa, Naples and Leghorn.—No changes 
except that the rate on wall board is now $20.00 on steamers 
carrying passengers and $18.00 on freighters, per 2,240 pounds. 
Business to Genoa, Naples and Leghorn is fair. 

Far East-China, Japan, Manila, Straits Settlements, Indo 
China.—Cotton combings, flock, linters and waste now $17.00 
per 2,000 pounds. Cotton seed hulls, shavings and pulp, $17.00 
per ton of 2,000 pounds or 40 cubic feet. 


Argentine and Uruguay-River Plate-——Paper spoons take rate 
covering paper N. O. S., while chipboard will take the same 
rate as strawboard. It is also understood that, while there has 
been some question as to what quantity of liquid chlorine could 
be shipped on one steamer to Buenos Aires, it is understood 
that there is no port or government limitation in this respect. 

Pick handles now take fifth class. On‘a definite contract 
the lines at interest will now protect on agricultural imple- 
ments to Buenos Aires and Montevideo $9.00 on passenger 
ships and $8.00 on freighters; same when trans-shipped to 
Rosario $11.50 on passenger and $10.50 on freighters; all per 
ton of 2,240 pounds or 40 cubic feet. 

West Coast South America (Chile, Ecuador, Peru, Bolivia). 
—No general or percentage increase in this Conference is 
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probable. Changes: Kitchen utensils, iron or steel, was 45 
cents per cubic foot or 80 cents per 100 pounds, reduced to 35 
cents per cubic foot or 63 per 100 pounds. Aluminum ware 
was 65 cents per cubic foot or $1.16 per 100 pounds, now 60 
cents per cubic foot or $1.07 per 100 pounds. Electric light re- 
flectors were 60 cents per cubic foot or $1.07 per 100 pounds, 
now 45 cents per cubic foot or 80 cents per 100 pounds. 


UNIFORM DOCK RECEIPT 


The Shippers’ Conference of New York has for some time 
been endeavoring to bring about the adoption, by steamship 
companies, other than those in the coastwise trade, of a uni- 
form form of dock receipt. The following letter, recently writ- 
ten by Charles W. Braden, chairman of the bill of lading com- 
mittee of the Shippers’ Conference, to the secretaries of the 
various steamship conferences, tells the story: 


About a year ago the Shippers’ Conference of Greater New York 
took up the subject of having the steamship companies adopt a so- 


UNIFORM DOCK RECEIPT 
Receipt No 

ORIGINAL FOR SHIPPER— 
NOT NEGOTIABLE Permit No 


THE EASTERN AND Declaration No... 
WESTERN STEAMSHIP LINES 


Loading Berth, Pier 5, Bush Docks New York, N. Y.....192.. 
RECEIVED, subject to the terms of this Company’s usual 
bill of lading for which this Dock Receipt is to be exchanged, 


the property described below, in apparent good order (contents 
and condition of contents of packages unknown), except as noted. 


SHIPMENT BY S/S 


the Carrier reserving the right to ship said goods in whole or 
in part in or upon a prior or subsequent steamer. 


No .of Kind 

Numbers | Pack- of 
ages Pack- 
ages 


Marks Description of 


Articles 


Total Measurement Cu. Ft. Total Gross Weight Lbs. 
Shippers are requested to fill measurement and weight detail 
on reverse side. 


NOTICE TO SHIPPER 

1, Shipping Marks, Numbers and Port of Destination must be 
marked on each package. 

2. These goods while on Dock are at the risk of the shipper, or 
owner, for loss or damage by fire, flood or other causes 
beyond our control. Shipper should include the risk in 
their policies of insurance. 

3. A separate Dock Receipt must be obtained for each delivery 

4. Bills of Lading and Export Declaration must be presented to 

freight office not later than one day before sailing. 


Receiving Clerk. 


FORM OF UNIFORM DOCK RECEIPT 
SUGGESTED BY BILL OF LADING COMMITTEE 
THE SHIPPERS’ CONFERENCE OF GREATER NEW YORK 





called uniform form of Dock Receipt. The general subject of dock 
pts and the desirability of a uniform receipt, we were informed, 
has been up for consideration in the past, but notwithstanding the 
approval of the idea by shipping interests, efforts to secure the 
option and use of such a form have failed to meet with success, 
rincipally because the interest of carriers, circumstances and condi- 
ions peculiar to particular overseas trade routes have appeared to 
those respective interests to require special consideration in, or forms 
of Dock ceipts. 

It was suggested to us by certain of the steamship interests that 
we, as shippers, endeavor to frame a model uniform dock receipt and 
when we agreed upon same to present it to the steamship companies 
as a bisis for negatiations and if possible the ultimate adoption of 
same obtained. This suggestion was accepted and we began a de- 
tail study of some one hundred different receipts now in use. We 
grouped these by trade routes, analyzed their wording, and in fact 
made a very complete study of the present forms and the possibility 
of —s the subject to a practical and simple uniform form. 

Back February of last year our Bill of Lading Committee put 
out its first tentative draft. This was accepted by the members of 
The Shippers’ Conference of Greater New York and our committtee 
was instructed to use it as a basis for negotiations with the steam- 
ship interests, and also to.confer with other organizations of ship- 

* © © This correspondence brought forth a number of ouaee- 
tions and criticisms, and where deemed practical by our Committee, 
were accepted, all with the view of reducing differences to a minimum 
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and securing the widest possible assent to the proposed model. The 
degree of unanimity obtained in favor of the adoption of a uniform 
dock receipt appears to us proof of the earnest desire of shippers 
to reach a common understanding with the steamship companies, and 
the final adoption of some form of uniform dock receipt. 

We are now able to submit to you for consideration by your mem- 
ber lines a revised draft or model of Uniform Dock Receipt which 
incorporates the certain changes suggested to us by other organiza- 
tions of shippers. The form which is enclosed in sufficient quantity 
to allow distribution among your member lines, is not claimed to be 
perfect, and the experience on your lines may develop the need of 
further modifications, but it represents, we believe, an intelligent 
and exhaustive effort on our part to reach an agreement upon a 
form of Uniform Dock Receipt which will be reasonably satisfactory 
to the steamship companies and the shipping public. The enclosed 
form is more or less a compromise between the various existing forms. 
Whatever criticisms or objections may be advanced, the enclosed 
form is concededly a great improvement upon the large variety of 
receipts now in general use, Its adoption, we believe, will be a long 
step toward uniformity, simplicity and certainty. The results of 
practical operation may disclose defects in the form not at present 
perceived by shippers, and may require a change in some of the pro- 
visions, but we consider our model, which was arrived at after ex- 
haustive study, should be given like study and consideration by your 
Conference. We make no demand for a positive acceptance of our 
model as submitted, but desire to have the steamship lines take up 
the subject further with the view of agreeing upon the eventual 
adoption of some form of Uniform Dock Receipt. There may be, as 
stated, peculiar conditions in certain trades which will require modi- 
fications of, or additions to, our model, but the desirability of a 
uniform form is so great, and the reasons for same so obvious, as to 
justify the expectation that the steamship interests will adopt a form 
built around the idea enclosed. 

The model which we are transmitting to you only deals with the 
face of the proposed uniform form. The detail arrangement of ruling 
on the reverse side, etc., is one which we believe can be easily worked 
out as we proceed along. We have also left off the regular or usual 
notice of the U. S. Statutes dealing with inflammable liquids, etc., 
which is generally inserted on the side of the present forms. It is 
pagan that the form to be eventually agreed upon will carry this 
notice, etc. 

We believe that the form herewith submitted for the consideration 
of your member lines is in and of itself quite clear. As a receipt for 
the goods, it recites the place and date of shipment, describes the 
goods, their quantity, weight, dimensions, identification marks, con- 
dition, etc. It specifically states in the very first part that the goods 
are received “subject to the terms of this Company’s usual bill of 
lading.”” In other words, with respect to the limitations of the ocean 
carriers’ liability in case of loss or injury to the goods, and other 
obligations assumed by the parties or to matter agreed upon by 
them, we believe the enclosed form clearly stipulates all conditions 
which the bill of lading governs. 

Directly beneath the place where the name of the steamer is to 
be inserted, we have shown the following wording— 


“the carrier reserving the right to ship said goods in whole 
or in part in or upon a prior or subsequent steamer.” 


This point is of great importance, but at the present time is not 
very clearly shown. We consider that this reservation on the part 
of the steamship company should be directly shown after the stated 
steamer, and we have thus followed out this point. 

As to the space provided for, ‘“Marks,’’ ‘‘Numbers,”’ etc.: We 
received many suggestions on this section and entertained all of them. 
We considered cross ruling unnecessary for the reason it is the com- 
mon practice today to make these forms out on the typewriter. 

All forms now in use carry certain pertinent notices to shippers, 
but there is absolutely no uniformity governing. After due study, we 
have concluded that said notices could be uniformly worded and 
grouped in one space on the foot of the dock receipt. We have 
accordingly shown in heavy type the words— 


“NOTICE TO SHIPPER” 


and immediately thereunder have listed the four cardinal notices to 
shippers, giving same in clear cut English. 

As to the shape and size of the uniform dock receipt. We have 
found the consensus of opinion is that the form should be of such 
width as to fit in the ordinary typewriter. As to the length of the 
form, while ample space should be provided for the insertion of 
Marks, Numbers, etc., we would be agreeable to having the carriers 
govern same, having in mind the most economical manner of printing. 

We trust your member lines will give due consideration to our 
request for the adoption of some sort of form of uniform dock receipt, 
using as a basis to work on the model we have enclosed, which, as 
we have stated, is the outcome of considerable study and exchange 
of correspondence. After your member lines have had sufficient time 
to go over the subject, would appreciate your designating a time and 
place when our Committee and other representative organizations 
of shippers, and individual shippers, can meet with you for the pur- 
pose of reaching a final agreement and adoption. 


AMERICAN VESSELS AND REVENUE 


American-flag vessels are receiving only about one-third of 
the freight revenue paid for ocean transportation of cargoes in 
American foreign trade, according to a special report submitted 
to the Shipping Board by Philip S. Teller, commissioner in 
charge of the board’s bureau of research. 

The report, which is the result of an exhaustive study un- 
dertaken by the bureau, estimates the total freight cost of 
U. S. foreign trade in the fiscal year 1925 at $598,896,553.36. 
Of this, the report states, $198,721,354.60, or about 33 per cent, 
represents the freight revenue of American vessels. 

The report is based on actual transactions in the period 
considered, and is the first report of its nature ever compiled 
on such a basis, the board says in a statement, continuing 
as follows: 


The total amount paid for ocean transportation of dry cargoes 
during that year (1925) was approximately $487,000,000. Freight paid 
on tanker cargoes aggregated $102,000,000. The freight cost of the 
Great Lakes foreign commerce was $9,787,000. These three items 
produce the total quoted above. 

Analyzing the earnings of American vessels in their several activi- 
ties, it develops that they received 59 per cent of the Great Lakes 
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freight, 50 per cent of the tanker freight and 29 per cent of the dry 
cargo freight; their total aggregating 33 per cent of the revenues 
earned by. all vessels employed in transporting the foreign trade of 
the United States. 

The domestic water-born commerce of the United States is re- 
stricted by law to American-flag ships. During the fiscal year 1925 
they earned $64,248,998 in the intercoastal domestic traffic through the 
Panama Canal and $55,574,492 in the Great Lakes domestic trade. 
The addition of these items brings the freight charges paid in 1925 
for water transportation in foreign trade and in domestic trade 
through ag Panama Canal and on the Great Lakes to a total of 
718,700,000. 

‘ Following are tables containing an analysis of total freight paid 
in our foreign trade and of the freight earnings of American vessels 
in foreign trade. 

Exports 
$285,651,429.68 

67,120,782.07 


Imports 
Dry cargoes. .$201,372,806.63 
Tankers. cece 34,964,297.94 


Total ocean 
freights $236,337,104.57 


Great 8 
3,760,649.76 


Total 
$487,024,236.31 
102,085,080.01 


$352,772,211.75 
6,026,587.28 


$589,109,316.32 


Lake 
freights .. 9,787,237.04 


, + ta 3 
foreign 
com’ erce$240,097,754.33 $358,798,799.03 $598,896,553.36 


The freight earnings of American vessels in foreign trade and 
their percentage ratio to the totals in the above table were as follows: 


Imports Exports Total 
Dry cargoes. ..$58,232,664.68 29% $ 83,982,262.56 29% $142,214,927,24 29% 
Tankers ..:.- 27,093,306.02 78%  23,612,133.42 35%  50,705,439.44 50% 


Total ocean 
freights .$85,325,970.70 36% $107,594,395.98 31% $192,920,366.68 33% 


G t Lakes 
*Cpetahte we. 2,826,327.62 75% 2,974,660.30 49% 5,800,987.92 59% 


T 60 ¢.6 3 
foreign 4 
commerce$88,152,298.32 37% $110,569,056,28 31% $198,721,354.60 33% 


O’CONNOR ON MARINE PROBLEM 


Chairman O’Connor, of the Shipping Board, in a review of 
the United States merchant marine situation, written for the 
current issue of Commerce Reports, published by the Department 
of Commerce, said he believed the government, in the face of 
present conditions in the market for ship tonnage, must continue 
the operation of its ships. He said the board had adhered to 
a policy of developing shipping lines and transferring them to 
private ownership wherever satisfactory sales could be effected 
but that now it had become apparent there were no more pur- 
chasers willing to invest their money in foreign-trade shipping 
under present conditions. As to prospects for 1927, Mr. 
O’Connor said: 


At the outset of the new year the prospects for American shipping 
seems brighter than they did 12 months ago. Better rates are obtain- 
able for trans-Atlantic freight, and American-flag passenger ships are 
in a stronger position. The general level of ocean freight rates, which 
was unexpectedly advanced as a result of the British coal strike, 
does not appear likely to sink as low as it was last spring. The rates 
now in effect are believed to be fair and reasonable, and their main- 
tenance undoubtedly will be helpful to American shipping. The 
shipping board is prepared to combat rate advances which do not 
appear justified in the light of current conditions; and any such in- 
creases, if proposed by foreign lines, will not for an instant be tol- 
erated by the lines over which the shipping board has control. 


CURRENT AMERICAN SHIPBUILDING 


On January 1, 1927, American shipyards were building or 
under contract to build for private shipowners 247 steel vessels 
of 286,777 gross tons compared with 230 steel vessels of 291,027 
gross tons on December 1, 1926, according to the Bureau of 
Navigation, Department of Commerce. 

There were 57 wood vessels of 26,794 gross tons building 
or under contract to build for private shipowners in the same 
period compared with 56 wood vessels of 25,594 gross tons on 
December 1, 1926. 


ALLOCATION OF SHIP LINES 


Representative Bacon, of New York, has submitted to the 
House a protest of the Chamber of Commerce of the state of 
New York, the Brooklyn Chamber of Commerce, the Maritime 
Association of the Port of New York, and other civic and com- 
mercial organizations against removal by the Shipping Board 
of the headquarters of the American Republics Line from the 
port of New York. 

Representatives of the port of New York appealed to the 
Shipping Board this week not to take the headquarters of the 
American Republics Line, the Shipping Board’s line between 
Atlantic ports and the east coast of South America, away from 
New York City. The managing operator of the service at pres- 
ent is Moore & McCormack, Inc., of New York City. Chairman 
O’Connor said that Moore & McCormack had asked to be re- 
tained as the operator and that the following had asked for 
the line: Barber Steamship Company, Columbia Steamship Com- 
pany, Export Steamship Corporation, Norton, Lilly & Company, 
and the Oriental Navigation Company. Senator Copeland, of 
New York, and Representatives Dempsey, Fish and Sweet, of 
New York, addressed the board in support of retention of the 
headquarters of the line in New York City. The spokesmen 
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for New York argued that, in view of the fact that the greater 
portion of the cargo of the line as obtained at New York, the 
headquarters should remain there. W. A. Cox, representing the 
Port Authority of Virginia, urged that the line be allocated to 
one of the Hampton Roads operators. The Southgate Maritime 
Corporation of Hampton Roads is an applicant for the position 
of managing operator of the line. 


REJECTS OFFERS FOR LINES 


The Shipping Board has formally rejected the offers sub- 
mitted by W. F. Kenny and associates and J. H. Winchester & 
Company, and associates, for the United States Lines and the 
American Merchant Lines. The board, after the Senate ap- 
proved a resolution calling for an inquiry into the proposal to 
sell or charter the lines, let it be known that the offers were 
not acceptable. A subcommittee of the Senate commerce com- 
mittee investigated the matter. Officials of the board have said 
that, had not the inquiry been ordered, the offers would have 
been rejected at the time the inquiry was started. 

The board has appointed a committee composed of Chair- 
man O’Connor and Commissioners Benson and Teller to con- 
sider and report to the board on the question of whether or not 
the America should be reconditioned. The America, before be- 
ing damaged by fire last year, was one of the vessels operated 
by the United States Lines. 


OCEAN AGREEMENTS APPROVED 


Conference agreements between the American West African 
Line and the Arrow Line; the United Fruit Company and G. A. 
Manthey Transfer, Inc., and lines in the Gulf-Mediterranean ports 
conference, which were filed in accordance with section 15 of 
the shipping act, have been approved by the Shipping Board. 

The Arrow Line agreement provides a co-operative working 
arrangement covering the handling on through bills of lading 
of shipments of cocoa moving from West African ports to Seattle. 
The interchange between the lines takes place at New York, and 
the through rate and transhipment cost are divided equally 
between the parties. 

Under the terms of the United Fruit agreement the transfer 
company undertakes to truck cargo for the fruit company at 
New Orleans for which service it is to be compensated by the 
steamship company on the basis of rates set forth in the agree- 
ment. 

The Gulf-Mediterranean conference agreement names New 
Orleans as headquarters for the company. It provides for the 
establishment of basic rates and against unjust discrimination, 
payment of rebates, acceptance of cargo at less than actual gross 
weight or measurement, and other practices abhorrent to the 
conference. The lines which are parties to this agreement are 
as follows. 


American Premier Line, Gulf West Mediterranean Line, Compania 
Maritima del Nervion, Compania Transoceanica de Navegacion, Cosu- 
lich Societa Triestina di Navigazione, Navigazione Alta Italia, N 
Odera fu Aless & Company, Italy, and Societa Generale de Trans- 
ports Meritime a Vapeur. 


TANKER BIDS ACCEPTED 


The Shipping Board has accepted bids of the Chile Steam- 
ship Company, Inc., of New York, for the purchase of the 
tankers “Cabrille” and “Lilmae” at $420,000 each. Bids for the 
tankers “Darden” and “Gladysbe” were rejected and the Emer- 
gency Fleet Corporation was directed to readvertise them for 
sale. Sealed bids for these vessels will be opened at noon 
February 7, 1927. 

Each of these tankers is of 7,500 tons deadweight, equipped 
with reciprocating engines and Scotch boilers. The “Cabrille” 
is now laid up at Mobile, Ala., and the “Lilmae” is at Phila- 
rs They will be delivered to the purchasers at these 
places. 


COMMERCE IN U. S. VESSELS 


American flag vessels, in the eleven months ended with 
November, 1926, carried 34.4 per cent, by value, of domestic 
exports of the United States, as compared with 34.9 per cent 
in the corresponding period of 1925, according to the monthly 
summary of foreign commerce issued by the Department of 
Commerce. American vessels carried 30.7%, by value, of imports 
of the United States, as compared with 31.3 per cent in the 1925 
period. For November the percentage of exports was 37.3, as 
compared with 36.9 in November, 1925, and the percentage of 
imports was 33.2, as compared with 28.2 in November, 1925. 


SEAMEN’S UNION ACTION 


The International Seamen’s Union of America, at its annual 
convention, declared for enforcement of the La Follette seamen’s 
act, and went on record as being opposed to government owner- 
ship of the merchant marine. It said American railroads should 
be required to cancel any contracts that gave preference to 
foreign steamship lines as against American ships. It declared 
against the monopoly accorded by law to American shipyards, 
saying that Americans should be permitted to purchase sea- 
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worthy vessels wherever the cost was the lowest and to place 
such vessels under the American flag without restrictions as 
to the trade in which they might sail. It urged repeal of pro- 
visions of the tariff act imposing a heavy duty on repairs to 
American ships in foreign yards and on supplies purchased in 
foreign ports and repeal of tariff duties on all shipbuilding ma- 
terials. It urged development of an American personnel for 
American flag ships and declared against employment of Asiatics 
in preference to Americans and other seamen eligible to citizen- 
ship. It said the government should be prepared to protect 
and assist such American ships as were made the subject of 
assaults upon their legitimate business by foreign shipping in- 
terests “acting through so-called conferences or other forms of 
conspiracy.” The union said the ocean mail service law of 1891 
did not now provide sufficient compensation for the service re- 
quired and that the act should be revised to provide proper pay 
for the service. 


LAKES-TO-OCEAN WATERWAYS 


A survey of some of the economic aspects of the proposed 
Great Lakes-St. Larence, lakes-to-the-Hudson and all-American 
waterways, submitted to Secretary Hoover by Julius Klein, di- 
rector of the bureau of foreign and domestic commerce of the 
Department of Commerce, was made public January 28 by the 
department. The survey was prepared under the direction of 
E. S. Gregg, former chief of the transportation division, and 
A. Lane Cricher, assistant chief of that division, and reviewed 
and revised by Norman F. Titus, chief of the division, and 
Reuben B. Sleight, engineering assistant to the Secretary of 
Commerce. 

In his letter of submittal, Director Klein said the study was 
limited mainly to four general principles: Potential traffic avail- 
able for movement by any of the proposed routes; possibility 
of lower freight rates to attract traffic from existing channels; 
possibility of ocean-going vessels to enter the lakes trade via 
any of the proposed ship channels; and the economic benefits 
to be derived from the projects. Continuing Director Klein said: 


It is estimated that from 19,000,000 to 24,000,000 long tons of 
foreign and domestic cargo (12,000,000 to 17,000,000 being imports 
and exports) are available for movement via a Great Lakes-St. 
Lawrence ship waterway, and 15,000,000 to 20,000,000 tons of for- 
eign, intercoastal, and coastwise cargo (8,000,000 to 13,000,000 being 
imports and exports) are available for movement via a Lake Ontario- 
Hudson or an all-American ship channel. In addition, considerable 
local and intermediate traffic would be stimulated by a Lakes-to-the- 
Hudson, or an all-American waterway, which may be of sufficient 
tonnage to equalize the traffic estimates for all routes. 

No attempt has been made to determine the amount of the poten- 
tial traffic which actually might move by any of the routes, nor has 
an estimate been made of the total possible savings which might 
result from the construction of any route. The traffic estimates in 
this study are conservative, based upon the average movement of 
commodities from 1921 to 1924, and do not account for increased 
transportation requirements that may be expected by the time any 
of the projected waterway routes would be completed. 

It is estimated that wheat, one of the commodities likely to move 
in the greatest volume, and one for which it is fairly easy to make a 
reliable estimate, could be carried from Duluth or Chicago through 
the proposed St. Lawrence ship way to Liverpool for 8 to 11.2 cents 
a bushel, as compared with the cheapest present combination of rates 
of 17.6 cents, and from the same ports to the same destination 
through the proposed Lakes-to-Hudson or all-American 27-foot ship 
channels for 9 to 12.9 cents per bushel. Grain might be moved from 
Duluth to Liverpool through the proposed St. Lawrence deeper 
waterway at a saving of from 36.4 to 54.5 per cent of the present 
lowest combination of rates, and via the proposed Lakes-to-Hudson 
or all-American 27-foot waterways at a saving of from 27.6 to 48.9 
per cent of the present lowest costs. 

Approximately seven out of every eight freight liners and tramps 
engaged in foreign commerce entering or clearing our seaports can 
navigate a 27-foot channel suitable for vessels of 25-foot draft; only 
two in every hundred require a channel of more than 30-foot depth. 


As to the depth of channel necessary to establish, effectively, 
through ocean traffic from Great Lakes ports to the seaports 
of the world, it was stated that, in order to assure proper ocean 
connection, the minimum depth of channels should be 27 feet, 
thus accommodating vessels of 25-foot draft. Such draft would 
include 54 per cent of American cargo vessels and 88 per cent 
of all entrances and clearances of U. S. ports, according to the 
report, which said it was felt that restricting operation to any 
less percentage of ocean-going vessels would materially detract 
from the usefulness of the proposed waterways. It was further 
stated that permanent structures, such as locks, should have a 
minimum depth of 30 feet, so as to render it possible, by subse- 
quent deepening of channels, to provide for vessels of 28 feet 
of draft. 

As to which of the three proposed routes would be the most 
practicable, reference was made to reports of engineers that 
the Great Lakes-to-Hudson and St. Lawrence projects were 
feasible from an engineering point of view. For the purposes 
of the study, the report continued, the reports of the engineers 
on problems of construction were considered final and authorita- 
tive, and, under those circumstances, the economic factors would 
be decisive. 

Continuing, the report in part follows: 


The use of these waterways will bring a result which may be 
expressed in three ways: First, from the standpoint of the shipper, 
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a saving in freight rates; second, from the standpoint of the public, 
an expenditure for maintenance, interest, amortization, and opera- 
tion; and third, from the standpoint of the economist, the actual 
cost of transportation being vessel cost plus canal cost. 

Savings in freight rates.—It is estimated that wheat, one of the 
commodities likely to move in the greatest volume and for which it 
is possible to make a reliable estimate, could be carried from Duluth 
or Chicago through the proposed St. Lawrence route to Liverpool 
for 8 to 11.2 cents a bushel, as compared with the cheapest present 
combination of rates of 17.6 cents, and from the same ports to the 
same destination through either the Lake Ontario-Hudson route or 
the all-American route for 9 to 12.9 cents per bushel. 

Public expenditure.—The engineering boards have made estimates 
of the annual charges for interest, amortization, maintenance, and 
operation; the estimates have been combined in the following table 
with the estimates for potential traffic in order to arrive at the 
cost to the public for each ton of traffic moved. 


Interest, 
amortization, . 
maintenance, Estimated Cost 
Route and operation oy per ton 
St. Lawrence ..........- $10,000,000 to 247000000 $0.53 to $0.42 
Lake Ontario to Hudson 28,770,000 —} to 20°090°000 1.90 to 1.44 
All-American ......... .. 36,000,000 15,090,000 2.39 to 1.78 


to 20,000,000 

Concerning the expenditures on the St. Lawrence route, if the 
cost is divided equally between the United States and Canada, the 
cost per ton to the United States would be 21 to 27 cents. 

Actual cost of transportation; vessel cost plus canal cost.—This 
factor discloses the effect of distance and retardation on vessel-op- 
ais costs through any of the proposed waterways plus the public 
expenditure to make such waterway facilities available. 

For vessel costs a 7,600-ton, dead weight, oil-burning cargo vessel 
may be taken for illustrative purposes. The fixed charges and operat- 
ing costs of such a vessel are approximately $700 per day, or 9.21 
cents per ton per day. 

Two typical voyages illustrating the principles involved are from 
the Great Lakes to Liverpool and the Great Lakes to Colon. The 
costs are determined as follows: 


ACTUAL COST OF TRANSPORTATION PER TON 

St. Lake All- 

Law- Ontario- Ameri- 

rence Hudson can 

route route route 
Vessel cost (number of days X 9.21 cents, cost 

per ton per day): 

Lake Erie to Colon........ nuammperteenas eiemas $1.42 $1.11 $1.10 

Lake Erie to Liverpool..... wiaeaee wae tame 1.28 1.59 1.58 
Fixed charges and operation of canal (based on 


lowest estimated canal tonnage)............ 53 1.90 2.39 
Actual transportation cost (vessel cost plus 
waterway cost): 
DR Ree prasaais 1.95 3.01 3.49 
ne ene 1.81 3.49 3.97 


All or portions of 18 states undoubtedly will be affected by the 
proposed waterways; however, for the purpose of this survey, it was 
assumed that the waterways traffic would originate in the following 
12 states: Ohio, Indiana, Illinois, Michigan, Wisconsin, Minnesota, 
North Dakota, South Dakota, Iowa, Nebraska, Kansas, and Missouri. 

This selection is conservative, since it does not include those por- 
tions of Montana, Wyoming, Colorado, Oklahoma, Pennsylvania, 
New York, and other adjacent territory which likely will be affected 
by the proposed deeper traffic channels. 

Some Canadian traffic is included in the estimates of potential 
tonnage, due to consideration of present St. Lawrence Canal traffic. 
It is probable that an additional 2,000,000 tons of Canadian traffic 
may be available for movement via the proposed St. Lawrence ship- 
way. 
The following estimates of tonnage available to move via the 
various routes have been determined: 


All- 

St. Lawrence Lake Ontario American 

mea I208000 “Roo” Evo 

Sapert ane enpert....-. --+++ f to 177000;000 to 187000000 to 15°000'000 
Domestic (intercoastal and 

CONBCWIND 6 vc cccevesix eves 7,000,000 7,000,000 7,000,000 

Total ..sseseseveeseeeseee f gq $2,000,000 | 15,000,000 16,000,000 

to 24,000,000 to 20,000,000 to 20,000,000 





*Tons of 2,240 pounds. 


Unquestionably, considerable local traffic would be stimulated by 
the Lakes-to-Hudson and All-American waterways. It may be that 
this local traffic would be of sufficient tonnage to equalize the es- 
timated traffic for the various routes. No attempt has been made 
to hazard an opinion as to the amount of tonnage which might 
possibly move via any of the waterways. The estimates of available 
traffic are based upon the average movement of commodities from 
1921 to 1924; they do not attempt to take into consideration the 
growth of population and industry in the mid-west. If any one of 
these projects should be consummated, at the time of its completion 
the traffic requirements unquestionably would be greater than the 
present needs. 

In the mid-west, the territory tributary to any of these projects, 
the economic situation is considerably distorted; there is much 
agricultural distress and incessant demands for remedial legislation. 
This situation to a large extent has been brought about by trans- 
portation changes. Increases in railway rates since the war force 
the mid-west farmer to pay from 6 to 12 cents more per bushel to 
reach world markets than before the war. Foreign farmers produce 
close to ocean ports and pay but little, if any, more than pre-war 
costs, because shipping rates are substantially at pre-war levels. 
While it is true that these rate increases apply only on the exports 
of grain, nevertheless the price which the farmer receives in foreign 
market is the principal factor in determining his return upon the 
whole crop, not alone the export balance. It is this transportation 
differential that is, unquestionably, one of the most important 
causes for our present agricultural depression. 

Coincident with these increased rail rates the mid-west has also 
been affected adversely by the operation of the Panama Canal. 
Cheapened water transportation has brought the coasts relatively 
closer together at the same time that increased rail rates, figuratively 
speaking, have moved the mid-west farther from seaboard. This 
situation has been expressed graphically by setting up a new measur- 
ing unit in the shape of the number of cents that it takes ta move 2 
ton of freight. By using this measuring rod, it can be stated, that 
for a certain manufacturer, these postwar influences have mov 
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Chicago 336 cents away from the Pacific coast, while New York has 
been moved 224 cents closer to the Pacific coast. 

These factors operate reciprocally and not only place a handicap 
on the outbound products of the mid-west, but also add to the costs 
of inbound supplies. 

All of these influences have had a very far-reaching effect; certain 
classes of industry have migrated to the seaboard; agriculture has 
been greatly depressed, and, through the increasing separation of 
agriculture and manufacture, both have been affected adversely. The 
net result has been to accentuate one of our present-day evils— 
the concentration of industry and population in urban communities. 

The waterway projects under consideration offer a measure of 
relief for these conditions. Transportation has brought about eco- 
nomic distortion; in the proposed waterways we have an instru- 
ment which will have a beneficial effect and tend largely to restore 
the former satisfactory economic situation. The Panama Canal can 
not be closed; the railroad rates can not be reduced without impairing 
disastrously the usefulness of our carriers, but a Great Lakes-to-the- 
Ocean waterway offers the mid-west a substantial rate advantage 
which will enable it to compete successfully once more in the world 
markets. 

This country can never have too much economical transportation. 
One of the greatest problems our grain-producing states have to face 
is the transportation of surplus products to ocean ports for shipment 


abroad. In the interest of our economic advancement and in order to 


accommodate an increase of 40,000,000 in population in the next 25 
years we must take every advantage to conserve and develop our 
latent facilities for transportation. If the ton-mileage of our railways 
increase one-half as much in the next quarter century as it has during 
the past, instead of 400,000,000,000 ton-miles of traffic, these trans- 
portation agencies will have to carry over 525,000,000,000 ton-miles 
annually. If the ton-miles should increase one-half as_ rapidly 
during the next quarter century as it has during the past, the demand 
upon our carriers will exceed 800,000,000,000 ton-milage in 1950. 

Railway transportation is naturally more costly than transporta- 
tion by barge, river, lake, or ocean. Broadly, based upon actual going 
freight rates, it costs the shipper approximately $17 to $25 to 
transport 1,000 bushels of wheat 1,000 miles on the ocean (based upon 
a cost of from $60 to $90 to transport 1,000 bushels of wheat 3,600 
miles between New York and Liverpool)—while it costs from $20 to 
$30 to carry it 1,000 miles on the Great Lakes, Duluth to Buffalo. 
Similarly, 1,000 bushels of wheat may be carried 1,000 miles via a 
barge canal for $110 to $140 (based upon the cost by the Erie Barge 
Canal of from $55 to $70 for the 500 miles between Buffalo and New 
York City). On the Mississippi River it would average approximately 
$65 to transport 1,000 bushels of wheat 1,000 miles (based upon a 
charge of $70 for the 1,150 miles from St. Louis to New Orleans). 
By rail 1,000 bushels of wheat may be shipped 1,000 miles for from 
$175 to $225. Rail rates on 1,000 bushels of wheat range from 
approximately $90 for the 400 miles from Buffalo to New York, to 
$225 to $250 for the 1,350 miles from Kansas City to New York, and 
$140 for the 700 miles from St. Louis to New Orleans. 

In the interest of national transportation this country should make 
the best possible use of the water transportation facilities which 
nature has provided. We are rapidly improving our inland waterways. 
The Ohio River development from Pittsburgh to Louisville is now com- 
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Agricultural implements: 
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Wheel tractors, number 
Mowers, number 
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Other cultivating implements, pounds 
Other harvesting implements, pounds 
Dairy machinery, pounds 
Pneumatic casings, pounds 
Solid tires, pounds 
Automobile parts: 2 
For assembly, pounds 
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Barbed wire, pounds 
Tin plate, pounds® 
eo hy ac eS te eR aS iG ih RR ie ii oN GINS Seal Aloe 
Steel sheets, black (iron and steel plates), pounds® 
WRGRE MONS, cis 2 e Sasiis . Has Sie Avia oh ne dow <Gsalss sid ab WORM abs Toews 
Automobiles and trucks, number® 


ee 


ee ee ee 
a) 
COR ee eee eee eee eee ee eeeeeeeeeeeeseseeese 
ee | 
ee 
ee ee ee ee ee ee oe 


COPTER HEHEHE HEHEHE EEE HEHEHE REE EEE EHH ERE EEE HEE 


ee ee ee ee 


oe 





1Number of units. 

21924 only. 

‘Includes hams, shoulders, bacon, and lard. 
41920-1923 average. 

51921-1924 average. 

61923-24 average; 7 items combined. 


THE TRAFFIC WORLD 299 


pleted and is carrying an increasing traffic. Development of that 
portion from Cincinnati to St. Louis and of other segments of the 
Mississippi trunk system is contemplated. This development will 
link up the entire south, central, and southern commercial sections 
with a barge waterway. There is a barge canal connecting the Great 
Lakes with the Hudson River which makes possible traffic between 
the Great Lakes and New York City. 

While we are making rapid strides in rail, river, and canal trans- 
portation it is all the more necessary where it is practicable and 
feasible from an engineering viewpoint, that, if it be economically 
advisable, we improve our waterway possibilities where transporta- 
tion costs are the cheapest and where the benefits derived will be 
the greatest. 


In explanation of estimates submitted as to the potential 
traffic available for either the Great Lakes-St. Lawrence or lakes- 
to-the-Hudson route, it was stated that the potential traffic 
available was undoubtedly “a minimum estimate of tonnage 
from which either of the routes would attract its traffic, and is 
based upon the average movement of commodities during the 
period 1921-1924.” It was stated that, in estimating potential 
export traffic, the following method was employed: 


The customs declarations of United States exports in 1924 were 
examined with a view to determining the states of shipment and the 
customs districts of export. The average of shipments from customs 
districts for the years 1921-1924 was modified by the percentage 
shipped to that customs district from each state during 1924 (the 
latest year for which information was available), thus obtaining an 
average figure by states of shipment for export, based upon the flow 
of traffic in 1924. Unless otherwise specified, this procedure has been 
followed in determining the potential traffic data given herein. 


The report said that 34 higher class commodities, repre- 
senting $1,093,841,355 of U. S. exports (an average of 4 years), 
had been studied, and it had been determined that 37.6 per cent 
by value or 44.1 per cent by weight might be termed potential 
deeper waterways’ traffic for a lakes-to-ocean route in the season 
of navigation. The report said U. S. imports of the value of 
$573,598,669 had been studied (4-year average) and that it had 
been determined that from 15% to 24% per cent of those by 
weight or value, respectively, might be deemed potential deeper 
St. Lawrence or New York ship channel traffic that would be 
available to move by those routes in the season of navigation. 

The following table was submitted to show the potential 
export traffic of the 34 higher class commodities shipped from 
states tributary to the proposed Great Lakes-St. Lawrence and 


New York ship channels (1922-1924 average unless otherwise 
specified) : 





Shipped 
between Originating — Potential——, 
May and in traffic 
Total exports———, Novem- tributary expressed in tons 
Quantity Value ber, % states Quantity % 
5,490 $ 4,976,750 80.0 3,977 13,182 58.0 
17,558 9,826,768 61.4 12,872 17,903 45.2 
79,430 2,172,228 46.4 45,504 1 21,113 26.6 
142,739 3,606,437 56.4 50,736 128,615 20.0 
23,252,458 3,258,972 53.8 13,892,465 3,337 32.2 
21,630,312 3,070,679 57.0 13,204,144 3,360 34.8 
1,811,266 707,092 55.6 796,030 198 24.4 
26,256,400 15,653,482 62.0 19,827,340 5,488 46.8 
10,211,760 2,195,328 56.3 8,410,440 2,114 46.4 
240,210,852 42,375,266 46.3 218,835,158 45,234 42.2 
86,866,829 21,965,198 59.4 65,593,420 17,489 45.1 
1,553,071,400 257,284,743 55.0 1,241,088,600 304,732 44.0 
»985, 128,951,000 57,0 5,341,800 266,422 17.9 
217,452,385 10,570,642 63.2 57,655,790 16,267 16.7 
288,795,050 8,966,204 55.4 84,515,059 20,902 16.2 
169,881,545 8,009,672 54.1 31,875,767 7,699 10.1 
161,748,948 6,616,960 47.1 26,456,824 5,563 yA 
746,947,346 104,288,116 58.6 173,473,275 45,382 13.6 
144,800,247 6,411,485 63.7 9,117,505 2,593 4.0 
263,112,345 14,896,978 51.1 41,878,406 9,554 8 
182,519,333 5,414,854 59.4 65,056,413 17,252 21.2 
375,396,953 14,239,017 66.1 134,005,623 39,544 23.6 
4,596,050 312,294,950 72.0 3,151,850 2,400,000 52.0 
150,687 106,088,534 55.8 105,637 88,44 39.1 


1920-1923 fiscal average, the potential traffic tonnage including our present average exports of 475,000 tons via the St. Lawrence. 


Method explained on p 


Average potential traffic: 44.1 per cent by weight and 37.6 per cent by value. 


The following table shows the potential traffic, of the imports studied, shipped into the states tributary to the Great Lakes (1921- 


1924 average unless otherwise specified). 


Commodit 
Rubber! d 
Coffee 
BUD. evan deed «Pie tploh bea te dese 69k cab d + hin ¥elsibGe & Meee bONe Maw Th 
Newsprint? 
Wood pulp 


11921-1925 average. 
71922-1924 average. 
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Shipped 
between -——Potential——, 
Mayand Tributary traffic 
——Total imports——~ Novem- states Quantity 
Quantity, lbs. Value ber, % imports, Ibs. tons 
740,088,684 $210,434,026 61.0 482,538,023 131,405 40.0 
1,354,416,251 185,680,632 57.5 451,372,083 115,872 19.2 
92,873,646 23,741,348 63.1 30,957,882 8,721 21.0 
2,463,562,610 90,543,959 57.9 551,152,000 142,463 13.0 
2,819,532,800 63,198,704 60.7 400,514,240 8,532 8.6 


Average potential traffic: 15% per cent by weight and 24% per cent by value. 


These estimates were illustrated by charts showing territories from which the potential traffic would be drawn. 
The report, embracing 134 pages, is replete with charts and statistical tables. 
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PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, in the future, senders of parcel post packages 
containing merchandise for the Republic of Honduras will be 
required to submit to a consul of that country for certification 
five copies of the commercial invoice in those cases where thé 
parcels are mailed at an office in a city where a Honduran consul 
is located. Mailers of parcels at places where no Honduran 
consul is stationed will not be required to furnish the forms 
mentioned. 

Effective February 1, the weight limit applicable to parcel 
post packages mailed in the United States addressed for de- 
livery in the Leeward Islands will be increased from 11 to 22 
pounds. The increase in the weight limit will not, however, 
apply to parcels mailed in the Leeward Islands for delivery in 
the United States, until April 1. This ruling modifies informa- 
tion shown in column 14 of the item Leeward Islands, etc., on 
page 251 of the annual Postal Guide for 1927. 

W. Irving Glover, second assistant Postmaster-General, has 
issued the following announcements on parcel-post charges: 


Effective at once the following transit rates will apply with 
respect to parcel-post packages addressed for delivery in Switzerland: 
1, 2 Saaam, 12 cents; 3 to 11 pounds, 20 cents; 12 to 22 pounds, 

cents. 

The above modifies the transit rates shown under item “Switzer- 
land’ on page 260 of the annual Postal Guide for 1926. 

Effective at once, the following transit rates will apply with 
respect to parcel-post packages addressed for delivery in French 
Equatorial Africa, including Gabon, Middle (Moyen) Congo, Oubangi- 
Chari, and Tchad: 1 to.2 pounds, 44 cents; 3 to 11 pounds, 93 cents; 
11 to 22 pounds, $1.77 cents. ‘ 3 

The above modifies the rates now appearing under the items 
‘French Equatorial Africa,” and ‘Gabon’? appearing on page 247 
of the annual Postal Guide for 1926. The item “French Equatorial 
Africa” should be modified to read, ‘‘French Equatorial Africa (in- 
cluding Gabon, Middle (Moyen) Congo, Oubangi-Chari, and Tchad). 

Effective at once the following transit rates will apply with 
respect to parcel-post packages addressed for delivery in Hungary: 
3° SF aa 18 cents; 3 to 11 pounds, 30 cents; 12 to 22 pounds, 

cents. 

The above modifies the transit rates shown under the item 
“Hungary” on page 249 of the annual Postal Guide for 1926. 

Effective at once the following transit rates will apply with 
respect to parcel-post packages dressed for delivery in Czecho- 
slovakia; 1 to 2 pounds, 12 cents; 3 to 11 pounds, 20 cents; 12 to 22 
pounds, 36 cents. 

The above modifies the transit rates shown under the item 
“Czechoslovakia” on page 245 of the annual Postal Guide for 1926. 

Effective at once the following transit rates will apply with re- 
spect to parcel-post packages addressed for delivery in Austria: 1 
to 4 pounds, 12 cents; 3 to 11 pounds, 20 cents; 12 to 22 pounds, 36 
cents. 


The above modifies the transit rates shown under the item 
“Austria,” on page 241 of the annual Postal Guide for 1926. 

Effective at once the offices of Roustika (Island of Crete) and 
Ano-Patras (attached to Patras) are designated to engage in the 
exchange of parcel post packages between the United States and 
Greece. The offices mentioned should be added to the list of those 
authorized to participate in the parcel post service, shown on page 
288 of the annual Postal Guide for 1926. 


TRADE IN MONTREAL HARBOR 


Less shipping was accommodated in the harbor of Montreal 
in 1926 as compared with the year before, declines occurring 
both in the number of vessels entering the harbor and in the 
tonnage of those vessels, according to advices to the Department 
of Commerce from Assistant Trade Commissioner W. J, Donnelly, 
at Montreal. A summary of the report follows: 


A recent report of the Montreal Board of Trade shows that 883 
overseas and foreign-going vessels were entered at Montreal in 1926 
as compared with 1,010 in 1925 and that the tonnage of the vessels 
served declined to 3,393,518 net registered tons from 3,702,795 tons 
in 1925. Of the total of 883 vessels entering Montreal harbor in 1926, 
tramp steamers numbered 410 and 473 passenger and freight liners. 
Vessels trading with the lower St. Lawrence ports during the year 
aggregated 320, an increase of 89 over those in that trade in 1925. 

e@ tonnage of those vessels total 587,476, an advance of 220,808 
over the preceding year. 

Statistics of the Board of Trade indicate that 28,905 head of cattle 
were supped during the season, a decrease of 26,257 from the total 
of 1925. Shipments of horses amounted to 1,031, a substantial im- 
provement over the previous year. This was accounted for by the 
large single export to Leningrad for the Russian government. Grain 
shipments totalled 125,652,486 bushels, according to the report a 
decrease of 29,435,758 bushels from the preceding year. These figures, 
however, are at slight variance with the total recorded by the Montreal 
Harbor Commission. 

Increases were registered in shipments of pulp and paper, flour 
and meal dried grains, ashes, and boxes of apples and pears; de- 
creases in the quantity of minerals, apples and pears in barrels, boxes 
of cheese, butter and eggs, packing of box meats, lard, hay, oil cake 
and lumber. 

The port of Montreal was open from May 3, until December 16, 
a total of 218 days. The unfavorable record, as against 1925, was 
due chiefly to the coal strike in Great Britain and the falling off in 
demand for grain. 


. PROTECTION OF PACKAGES 


Protest is being made by the New York Merchants’ Asso- 
ciation, through its traffic bureau, against the practice of the 
North Atlantic-United Kingdom Freight Conference and the 
North Atlantic-Continental Freight Conference of stamping bills 
of lading covering shipments of fiberboard and veneer wood 
containers with the following clause: 
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Packages insufficient in strength—insufficiently protected—it is 
agreed that the shipper assumes all risk. of loss and (or) damage 
not occasioned by negligence of the carrier. 


The association takes the ground that many of the ship- 
ments in these packages are adequately protected if handled 
with any reasonable care, and it protests particularly because 
foreign shipments from United Kingdom ports to this country, 
or to ports served by the Continental Freight Conference, or 
vice-versa, are to receive clean bills of lading, though in direct 
competition with exporters in the United States. 

The freight conferences take the position that all ship- 
ments contained in fiberboard or veneer wood containers are 
to be handled under bills of lading stamped with the above 
clause, nothwithstanding the fact they admit that a number 
of packages against which this clause is to apply are acceptable. 

The position taken by the Merchants’ Association is that 
shipments adequately packed should be covered by clean bills 
of lading and, if the package is not sufficiently strong to insure 
safe transportation, it should be rejected or the use of the 
stamp should be confined solely to shipments of goods in con- 
tainers that warrant the steamers using the above quoted bill 
of lading indorsement. 


HOG ISLAND FOR TERMINAL USE 


Chairman O’Connor, of the Shipping Board, in an address 
at Philadelphia, January 25, before the Commercial Exchange 
of that city, said that, within the shadow of the city should 
be one of the great terminals of the world, the reference being 
to the Hog Island property. He said the terminal should be 
equipped to receive the carriers of the world’s commerce and 
to dispatch their cargoes and should be built as a permanent 
part of the merchant marine of the United States. 

“Hog Island is for sale,” he continued, “but it is for sale 
only for some such purpose as I described. Disposal of the 
property is in the hands of the Shipping Board, and I think I 
am safe in saying that.no member of that board is willing for 
Hog Island to be sold for any purpose which will not mean 
definite advancement of our commerce and our ships. If there 
is a group in Philadelphia, or any other American citizens, 
willing to invest money in Hog Island and ready to provide 
adequate guarantees that a modern terminal will be constructed 
there, I want to know of it at once.” 


SHIP LAUNCHINGS DECLINE 


A sharp decline in the world’s production of merchant’s 
vessels is shown for the year 1926, according to the transporta- 
tion division of the Department of Commerce. Launchings as 
shown by Lloyd’s Register of Shipping, which covers returns 
from all countries for ships of 100 gross tons and upwards, were 
less by more than half million tons as compared with 1925. 

While the launchings for 1926, aggregating 1,674,000 gross 
tons, were only about half the total for the last pre-war years, 
1913, they were less than a quarter of the figure for the post-war 
peak year, 1919, and with the exception of 1923, the 1926 total 
is less than for any year since the war. 

The United States was one of the few countries to show 
a gain last year, when 150,613 gross tons were launched as 
compared with 128,776 gross tons for 1925. Great Britain and 
Ireland’s shipyards launched 639,568 tons in 1926 as compared 
with 1,084,633 in 1925, a decline of 445,065 gross tons. A small 
decline was made by the other maritime countries combined, 
launchings for 1926 totaling 884,796 gross tons as compared with 
979,995 gross tons in 1925. The world result for 1926 was 
1,674,977 gross tons as compared with 2,193,404 gross tons 
for 1925. 

As against the drop of 518,000 gross tons for all countries 
during the last year, the 1925 total shows a decrease of only 
54,000 tons from that of 1924. The 1926 figure, however, is 
only about 30,000 above the low mark registered in 1923, of 
1,643,000 tons only. 

The transportation division announced that, for the first 
time in nearly three years, an increase in world shipbuilding 
was shown by returns from all maritime countries for the 
quarter ended December 31, 1926. On that date gross tonnage 
of vessels under construction in those countries totaled 1,933,027 
tons, an increase of more than 83,000 tons as compared with 
1,850,697 tons at the end of the preceding quarter. No other 
quarter since the one ended June 30, 1924, had shown a gain 
over the preceding one, the division said, adding that, however, 
in comparison with the 1924 figure the present total represented 
a decline of more than 500,000 tons. 


BRITISH FREIGHT INCREASE 

The New York office of the freight division of the London, 
Midland & Scottish Railway has received the following cable 
from the head office in Euston, with reference to an increase 
in freight rates on all British railroads: 

London Midland and Scottish Railway Company of Great Britain 
announces that, effective February 1, there will be a general increase 
in freight rates on all British railways. The substance of the increase 
is a rise of from 50 per cent to 60 per cent over existing base rates, 


full details being obtainable from the London Midland & Scottish 
Railway Company, New York. 
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CANADIAN CAR LOADING 


Car loadings the week ended January 15 showed a seasonal 
increase over the previous week’s loadings of 1,656 cars. Grain 
loading fell off, especially in the western division, but lumber, 
pulpwood, pulp and paper and other forest products all showed 
heavier loading. Merchandise was slightly lighter, but miscel- 
laneous freight increased by 859 cars. 

Compared with the second week in 1926, the increase was 
2,399 cars, merchandise accounting for 564 cars of the increase 
and grain 1,537 cars. The cumulative totals are for two full 
weeks in 1927 and two full weeks and an estimate of one-fifth 
of the week ended January 2 in 1926. The effect of the extra 
day’s loadings on 1926 totals will diminish as the totals increase. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the Week Ended— 
Jan. 15, Jan. 8, Jan. oy 






































Commodities 1937 1927 1926 
Grain and Grain Products........... cooce 2,877 2,597 2, = 
Ena p00 seeluca videwhaeasedee tics sesveee BLT 1,046 "899 

DE nincine te-ainnes O0C0 dene One wee howe we eee »126 4,335 3,525 
so ebecrereseeceeeneeecees ebeceeneeses 275 98 
DME 5.055060 0c ss ew hénaaectiews voeeeeees” ae 1,579 2,159 
ee Re ee oescecese, San 2,737 3,566 
POD GRE POPE ccs ccccscceccce a 1,840 2,426 
= a ere ere tes a4 7 1,955 
Menthentinn, i. ©. L....002220050000°°°"" 1a 11,029 10,538 
ihn PR eT el ete 8,072 7,484 8,141 
ONE TI SEO. 0 osiocids Osaccscceecs 37,139 34,724 36,708 
Total Cars Received from Connections 30,830 27,480 30,838 
WESTERN CANADA 
Grain and Grain Products....... iecteonem, Se 9,793 6,875 
Oy See ececccece eccccecccsee 1,041 1,321 1,240 
Cla crccsrtw rene senseweutceeee cccccccceece 2400 2,546 2,399 
RE anise wuer seickawsenes Rie seaies 0060606 S000 9 
 iicteinie reine ois)ace ensign eainenes oteewe 670 628 724 
| 6 ee eircaseahiaae ceseeeees 679 482 432 
Pulp and Paper........e.. Sclews eeu sees eee 156 187 277 
Other Seecst” Products......- sR SO coo | “STBL 1,017 1,489 
CN aikuclhs © ccna oleic 6c saicceeuc senasagees 766 722 
iserdiinniine a Sei etniwa a aale ointaleleiwarsiscawioie 3,604 3,722 3,540 
IS so vcbivdks seccsviassvavectccss a 2,277 
TotalCare Leaded... ccccievevecevccvae 21,989 22,748 20,021 
Total Cars Received from Connections 2,601 2,861 2,701 


TOTAL FOR CANADA 























Grain and Grain Products............ eooe 10,821 12,390 9,284 
EMM CUES aie's 6: «clneece veencele Calebere ecccecece 21 367 2,139 
ME scdecwese=stetcwesesbeondawaeeessaseees »561 6,881 5,924 
ee 371 390 390 
es eee 2,655 2,207 2,883 
ca,  SASBBSRESASSIESEE Are ees oe eae 4,528 3,219 3,998 
Pulp and Paper 2,247 2,027 2,703 
Other Forest Products.......... idieee cme 3,140 2,222 3,444 
aah abcde pGisis 4:9 6.4 46 Cian Wein ewan wide vases 1,408 1,340 »46 
Merdhnatlion Ti Ey Miswkvscsenucwwecsawens 14,642 14,751 14,078 
pe RI Pere re Ter Tee 10,537 9,678 10,418 
DOERR Cae TORO 6s. dceis icc cisesces 59,128 57,472 56,729 
Total Cars Received from Connections 33,431 30,341 33,539 


CUMULATIVE TOTALS TO DATE 


1927 1926 

Grain and Grain Products....:...seseeees 23,211 21,714 
Fo ee <oueetuhteoste ened 4,585 4,899 
ES ED ee POPE cocceccccece cece 13,442 13,090 
CONN ad asenamoweeccnes iekeseeswencetrs 761 
ee Be eet emacs 4,862 5,556 
POI accbichivtic-ewedesebddeeeeeoos geawe 7,747 7,467 
Pulp and Paper........e+. iaeikateee eawae 4,274 5,706 
Other Forest g ee bemane Rise raat ouse 5,362 6,248 
SN chee Sivieee oc ainticaes-cle.s cibewuss aocinee se 2,748 3,056 
Merchandise, Bea A Fs ta vienieick baweestakies 29,393 29,871 
I dike sind 64h 4s énictodiccdiienindes 20,215 21,356 

po ee eee 116,600 119,945 

Total Cars Received from Connections 63,772 68,394 


CANADIAN CANAL FIGURES 


The summary of canal statistics for December and the 1926 
Season of navigation of 1926 shows that navigation was late in 
opening, being over three weeks later than in 1925 at the Sault 
Ste. Marie canals, over two weeks later at the Welland Canal, 
and approximately one week later at the St. Lawrence canals. 
Bad weather set in early in December and shipping was greatly 
reduced, the vessel passages at the Sault Ste. Marie locks num- 
bering only 318 for December, 1926, as against 490 for Decem- 
ber, 1925. But the traffic through the St. Lawrence canals was 
only 1.3 per cent less than the record made in 1925 and on the 
Welland Canal only 7.5 per cent less. 

The traffic on both the St. Lawrence and Welland canals 
was affected by the poor oat crop, not only small, but of poor 
quality. Canadian oats through the St. Lawrence fell off 157,334 
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tons and United States oats were lighter by 92,078 tons. Rye 
shipments also were lighter, Canadian rye declining 54,978 tons 
and United States rye 22,999 tons. Barley and corn 
showed increases and while United States wheat ship- 
ments were practically the same as in 1925, Canadian wheat in- 
creased by 100,916 tons, or 3,363,860 bushels. The bituminous 
coal traffic down the canal was lighter by 210,872 tons. It was 
replaced in the Montreal market to some extent by Nova Scotia 
coal. Pulpwood upbound fell off 11,688 tons. 

The changes in traffic on the Welland Canal were much 
the same as on the St. Lawrence Canals, except that the de- 
crease in bituminous coal was 321,397 tons and upbound pulp- 
wood showed an increase of 4,478 tons. 

Only in 1916, 1917, and 1923 was the traffic heavier through 
the Canadian and United States locks at Sault Ste. Marie than 
in 1926. Iron ore traffic was heavy, amounting to 57,647,399 
tons. Wheat traffic was lighter than in 1925 by 20,863,097 
bushels, and other grains were 49,330,459 bushels lighter. 
Bituminous coal increased by 978,041 tons and anthracite coal 
increased by 561,505 tons. The totdl traffic showed an increase 
over 1925 of 3,809,916 tons. 

The total traffic on all Canadian canals for the year 
amounted to 13,477,663 tons, which was 653,004 tons less than 
in 1925. 

TRAFFIC ON CANADIAN CANALS, 1926 


9 antes with 1925 








Freight 
Canal Tonnage Increase Decrease 
SEE, Se, DEE OD sos nc 0 50:0.09:60-05 044 ous 0 00 1,423,275 211,695 
PE, 5s laine orgs a nigroiere dim oles aie Sioa ais olor ,214,514 425,784 
i NII 5:50:0.5:.015:06 cee wowee se soe sews 6,123,701 83,287 
CED | h.001000s000nswscoensnetencoudes 204,042 322 
Be POE ~.s.0'00sb.cbenksseneeeenenes ences 43,545 7,854 
MEET S.0\0:0-40'9:0-6:5:0-05 0.054000 setee vsdiebe wie 9 79 
IE. «de cle aicccevaceweswtews vet es teeeets 321,456 106,516 
DRY. cos. cant weeasepabeles sens Khe esha. 56,052 29,733 
ee ha ee Sere 27,692 8,610 
Rs SD aie 60s beiceceeu sinus sepeesbwun 62,491 8,308 
13,477,663 653,004 


FREIGHT RATE HEARING 
The Trafic World Ottawa Bureur 


When the freight rate investigation was resumed January 
18, T. H. Dean, répresenting the Steel Company of Hamilton, 
took the stand and said that rates from Belgium to British 
Columbia were much lower than from Ontario to British Co- 
lumbia. He said the rate from Hamilton to Vancouver was 65 
cents a hundred pounds, with $520 a car as a minimum charge. 
His company’s chief competitor was Belgium, whence the rate 
was 20.4 cents, to which was added 35 cents a hundredweight 
specific duty, and ten cents insurance, wharfage costs, etc., 
making the rate, laid down in Vancouver, practically identical. 

Its Belgian competitors, he said, took the greater part of 
the business on account of lower original cost. It was only 
when some special line was needed or expeditious delivery was 
essential that his company got much encouragement. In the 
last year Canadian manufacturers got only half the business 
in steel goods in Canada, being unable to compete more suc- 
cessfully with Belgium and the United States. 


The Panama route from Ontario, he added, was not of any 
practical relief, as there was only one boat a month and the 
trip took six weeks, which was too uncertain and too slow. The 
witness said his company had not made any shipments via the 
canal for two or three years. Its business in that time with 
the Pacific territory was not more than one-half of one per cent 
of its total output. With more favorable transportation rates 
this could be improved. 

In the course of the witness’s evidence, Commissioner Oliver 
took exception to his references to the attitude and actions of 
the railways, saying that he was not a competent witness as 
to the policy of the railways and, in any case, the transportation 
companies had representatives able and ready to speak for 
themselves.. Mr. Flintoft, counsel for the Canadian Pacific, rose 
to offer an explanation and was ordered by the commissioner 
to sit down, which he declined to do; whereupon, Commissioner 
Oliver rose and made a gesture as if to retire, declaring that 
he would not remain if order and discipline could not be main- 
tained. Mr. Flintoft sat down without further remonstrance and 
the commissioner returned to his seat. 

Sales Manager W. J. Lind, of the Plymouth Cordage Com- 
pany, Welland, Ont., testified to the condition as it affected his 
line of manufacture. He maintained that the eastern producer 
was under a heavy handicap by reason of the high transportation 
charges. 

William Nobbs, representing an association of stove manu- 
facturers of Ontario.and Quebec, gave evidence as to the trans- 
portation conditions affecting the products of the companies he 
represented. The principal competitors they had were in Wis- 
consin and St. Louis. Freight rates on goods as heavy as fur- 
naces were serious items. He estimated that they constituted 
at least 18 per cent of the trade value of the article, 

Evidence was submitted that, by allowing a rebate on goods 
to Canadian customers in British Columbia, British firms were 
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underselling Canadian manufacturers in eastern Canada, who 
had to contend with existing transcontinental freight rates. 
Shippers of steel, oilcloth, and linoleum, cordage, tinware, cot- 
ton fabrics, and automobiles were examined by the board on 
conditions in their respective lines as affected by the trans- 
portation charges. . 

George Shephard, sales manager of the Dominion Oil Cloth 
and Linoleum Company, of Montreal, declared that the cancella- 
tion of the transcontinental freight rates would seriously affect 
the business of this firm. Its greatest competitors were in 
Great Britain, and they allowed a rebate to Canadian customers 
in Vancouver and Victoria which more than offset the trans- 
portation charges. Its business in British Columbia was about 
a quarter of a million dollars, or 4 per cent of the total output. 
He declared that there was more British floorcloth and linoleum 
in Victoria and Vancouver than in all the rest of the Dominion. 

James Mayor, representing the Macdonald Manufacturing 
Company, Toronto, testified to the experience of his firm in ship- 
ping tinware to British Columbia. The rates were $1.51% to 
$1.45 a hundred, as against $1 from New York and 75 cents from 
Great Britain and 55 cents from Antwerp, from all of which 
points it had a certain amount of competition. Its output into 
B. C. was steadily decreasing and any increase in transportation 
rates would wipe it out. 

A. E. Williams, of the Cottons Imperial Mills, Hamilton, 
Ont., and Yarmouth, N. S., testified that the mills had a trade in 
B. C. in cotton duck and other fabrics. The rate was $3.69% 
from Yarmouth or $2.05 in carlots and $3.27 and $1.77% from 
Hamilton. The princtpal item in this trade was for sail material, 
mostly used for remanufacture. Its B. C. trade was about 6 
per cent of the total output. 

The automobile industry was represented by A. W. Bell, of 
Oshawa, who appeared for the General Motors, Durant, Dodge, 
Studebaker, and Chrysler companies. The commodity rate was 
$4.80, carload lots of 10,000 pounds; the ordinary rate would be 
$5.521%4. The rate from Detroit to Vancouver was $4.65. Asked 
whether this business could not be handled by water, he said 
the water route was all right for export, but for inland trade 
the delays would be too great. Any increase in rates would 
give an advantage to the American dealers and probably would 
lead the companies he represented to ship their coast orders 
from: their California centers instead of from the Canadian 
center. 


From January 1 to 19, about twenty witnesses appeared to 
testify as to the effect on their respective trades, should the 
present scale of transcontinental freight rates between eastern 
Canada and the Pacific coast be withdrawn and the higher class 
rates substituted. They represented a wide range of manufac- 
tures, including automobiles, packing-house products, glassware, 
cotton fabrics, cordage, newsprint and other grades of paper, 
oilcloth and linoleum, stoves and furnaces, hardware, electric 
supplies, scales, iron and steel products, tin and enameled ware, 
and practically every branch of manufacture at all extensive in 
eastern Canada. The sum total of their testimony, given with 
unanimity, was that the proposed change, if ordered by the 
board, would seriously affect their business, and not a few 
declared it would put them out of the market. 


Several stated that competition was so severe in British 
Columbia, both from British manufacturers and United States 
rivals, that they were trading at a nominal profit, and even, 
sometimes, at actual loss, in hope of improvement in the future. 
The question of an alternative water route was frequently dis- 
cussed and, in a few instances, witnesses were willing to admit 
that it would be feasible to use the Panama Canal route, but 
practically all protested that the alternative was undesirable, 
because of the length of time consumed in transit, the uncer- 
tainty of adequate accommodation, the irregularity of sailings, 
and the chances of damage by water and in transshipment. 

W. L. Ham, representing a number of factories in eastern 
Canada turning out electrical washing machines, pointed out 
that the margin of profit in British Columbia was small and any 
increase in rates would compel his firm to ship by water 
via the Panama Canal. He estimated that forty per cent of the 
goods in his line sold in British Columbia came from the United 
States, chiefly Chicago and Newton, O. 

William Ingram, of the Canadian Swift Company, wanted 
a reduction in the rate on fresh meat and packing-house products 
to the same scale as that charged on live cattle, especially with 
reference to Moose Jaw and Edmonton, which he asked to have 
placed on the same basis as Winnipeg. He added the request 
that the rate on hides be made the same as that on cattle. 

W. R. Burgin, of the Canadian Ford Motor Company, said 
his firm shipped cars and tractors to British Columbia, the rate 
being $4.80, carlots. As the accommodation was six cars to 
a carload, the freight would be $80 a car. The rate from De- 
troit to Vancouver was $4.65, plus duty on arrival. The rate 
on tractors was $2.20 and seven tractors could be loaded on a 
car. 

Leslie Drake, representing the Welland Vale Manufacturing 
Company, of St. Catherines, said his firm shipped axes, picks, 
garden tools, and similar goods to British Columbia, its chief 
competitors being in Sheffield, England. The rate from the 
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factory, all rail to Vancouver, was $1.25, carloads; the rate 
from England was forty shillings a ton, or 48 cents a hundred. 
Less than ten per cent of the firm’s total output was sent to 
British Columbia. If any increase were ordered in the rates, it 
would be compelled to ship by water, via the Panama Canal, as 
by that route it could get a rate of $1.13, including rail rate to 
Halifax and transshipment at that point. ; 

James H. Flack, general sales manager of the Thomas 
Davidson Manufacturing Company, Ltd., of Montreal, testified to 
conditions as they affected its shipments of tinware and enameled 
ware to British Columbia. He confirmed previous testimony. 

W. J. McCallum, of the Dominion Glass Company, Montreal, 
told the board how his firm would be affected if the trans- 
continental rates were disturbed. It shipped 51 carloads of 
fruit jars, lamp chimneys, globes and bottles to British Columbia 
annually. A good deal of the business was in bottles, including 
a plant in Alberta. At present it had a freight rate from Mon- 
whisky and beer bottles, though the latter were supplied from 
treal to Vancouver of $1.35 a hundred, which would be increased 
to $2.42 were the transcontinental rates abolished. It had to 
meet strong competition from Chicago, Cincinnati, and other 
points in the United States, and beer bottle competition from 
the United Kingdom was constantly hanging over its head. 


An interesting witness was F. A. McCann, traffic and service 
manager of the Northern Electric Company, Montreal, who 
described his company’s business in British Columbia in cable, 
copper-clad wire, insulated copper wire, and other products. On 
coppered cable it had a rate of $1.15, which would be increased 
to $2.42%, the present class rate, if the transcontinental rates 
were abolished. In December, 1923, information came to it that 
it was likely to lose its British Columbia business as a result of 
British competition, so it went to the railways and convinced 
them that it had to have a $1.15 rate to retain the British Colum- 
bia business. “Our business wouldn’t stand a $1.20 rate right 
now,” said he. 

The company could use water transportation via the Panama 
Canal if it had to, but the service was infrequent, with only 
one boat a month from Montreal. Its products were not ware- 
houseable, being largely made to order. Two years ago it shipped 
two carloads of goods to Vancouver by steamer at a rate of 
74% cents, as against the rate from England to Vancouver of 70 
cents, but it took five weeks for a boat to go from Montreal to 
Vancouver and it often had to wait a month for a vessel. Its 
money was thus tied up for ten weeks and the interest on a 
carload of copper cable valued at $10,000 would mean $100, while 
it could reach Vancouver by all-rail route in ten days and get 
its money. 

On behalf of several paper mills in Ontario and Quebec 
appeared Guy Toombs. These mills have a capital investment 
of $26,000,000, he said, and employ 2,725 hands. He feared they 
would be shut out from the British Columbia market if present 
rates were increased. The rate from the Ontario mills and 
Montreal is now $1.20 and $1.27% from Beauharnois and other 
mills east of Montreal. The class rate would be double that, 
and they would be unable to meet strong competition from the 
United States. From Everett, Washington, to Vancouver, the rate 
was but 22% cents. Last year eastern Canadian mills shipped 
1,561 tons, or 62 carloads, of high-grade printing and writing 
paper to British Columbia and $87,991 worth of that paper was 
imported into British Columbia in the fiscal year ended March 
31, 1926. Owing to the infrequent steamship service, Canadian 
manufacturers would be at a great disadvantage compared with 
British and European competitors, as there were eleven sailings 
a month from the United Kingdom to Vancouver and thirty 
from the Continent by regular boats. 

Speaking for the Canadian Fairbanks-Morse Company of 
Montreal and Toronto, he said it had built up a British Columbia 
business amounting to $50,000 a year, which might be seriously 
affected if freight rates were disturbed. 

On January 20, the provinces rested their series of cases in 
support of a wide variety of proposed reductions and adjust- 
ments, and Mr. Flintoft addressed the board in behalf of the 
Canadian Pacific. He intimated, in opening, that he intended 
to review the situation briefly before calling witnesses, as he 
thought it would be helpful to submit a connected statement 
covering a case which had occupied many weeks to present and 
had developed such a variety and diversity of ramifications. 
His address occupied the greater part of the afternoon session. 

Equalization of rates on a mileage basis is impracticable 
and would seriously damage business; the ton-mile revenue of 
Canadian railways, a recognized measure of railway rates, is 
the lowest of any country in the world; Canada’s railway serv- 
ice is today being performed at less than cost; if the board finds 
certain reductions in rates necessary, these must be accom- 
panied by corresponding increases to make up to the carriers 
for the losses involved. These are some of the outstanding 
statements made by Mr. Flintoft. 

He began by observing that an equalization of rates on a 
mileage basis was just as impracticable as an endeavor to equal- 
ize the climate of Canada. Said he: 


Equalization might be all right if you had a complete railway 
system and no people in Canada and simply put in one mileage 
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scale all over and then asked people to come in and build up cities 
and towns and develop the various industries. Even then, it is 
questionable whether flat equalization would be justified in view of 
difference in operating conditions. However, in the present day and 
generation, any such proposal borders on the fantastic. If you were 
to put in an absolutely equal basis of rates throughout the Dominion 
tomorrow, economic conditions would compel a revision immediately, 
as otherwise irreparable damage would be done to the industrial and 
comqneney interests of the Dominion, which means to the people as 
a whole. 


He discussed the problem of the maritime provinces. He 
called attention to the fact that the eastern portion of Canada 
had certain advantages in transportation, including water com- 
petition, and a geographical advantage in marketing the produce 
of the maritimes in Europe. Reviewing the history of maritime 
provinces’ rates, he recalled that, in 1922, the special arbitraries 
applying to maritime province traffic over Montreal rates to 
and from points on western lines were reduced to the basis 
in effect in 1916, thus eliminating the fifteen per cent, twenty- 
five per cent, and forty per cent advances in rates made at the 
time of and immediately after the war. He stated that, owing 
to competitive conditions, New Brunswick had the advantage of 
practically a blanket rate. Traffic from Montreal to St. John 
and Moncton moved on the short C. P. R., mileage of 488 as 
compared with 652 miles over the I. C. R., or 635 miles, over 
the Transcontinental Railway. 

Rates in eastern Canada, he said, were influenced not only 
by water competition and American rail competition, but by 
motor competition as well. Said he: 


The railways are confronted with a combination of motor truck 
and water transportation which is already having a serious effect 
on their revenues in connection with certain classes of traffic. 


Of great benefit to the commercial communities in both the 
United States and Canada, he said, was the system of rates 
developed by the Canadian railways, “which enables traffic to 
move freely via all competing gateways, and also has put the 
Canadian route and ocean ports on a footing of equality with 
all United States north Atlantic ports in the handling of traffic 
originating at and destined to points, not only in Canada, but in 
the United States.” 


Comparing freight rates in eastern and western Canada, he 
pointed out that an accurate opinion could not be formed from 
paper rates, but that account had to be taken of the traffic 
actually moved. In the east a large part was played by rates 
introduced to foster manufacturing and wholesale trade, while 
in the west extremely low commodity rates had been put in on 
goods of chief interest to the settler. He said: 


In the west we have rates on grain to Fort William which are 
by far the lowest in the world, and by reason of the fact that these 
are applied as minima to intermediate points the whole grain rate 
structure is very much reduced. Moreover, since July, 1922, the 
export grain rates to the Pacific Coast have been reduced approxi- 
mately 35 per cent. Grain comprises considerably over 50 per cent of 
the traffic moved on western lines. Furthermore, by reason of the 
equalization of rates on grain for export to the Canadian ports as 
compared with the United States ports, this western grain is carried 
from the Great Lakes to the seaboard on a very much lower basis 
than would normally apply to it. 


In this connection he added that recent modifications in 
railway rates had materially reduced the disparity which for- 
merly existed between eastern and western charges. Taking 
$1 as the basis after the reductions made in the western rates 
case in 1912, rates in eastern Canada had become $1.89, while 
those on the prairies were $1.50 and in British Columbia $1.32. 
He admitted that certain rates were still lower in eastern Can- 
ada, but he said these lower rates profited, not only eastern 
Canadian shippers, but also the western consumers. 


Rates in the Canadian west, he said, had been adjusted in 
the western rates case and since, with a view to bringing the 
whole prairie territory closer to the lake head. The cities of 
Saskatchewan and Alberta were now, he pointed out, asking to 
have this adjustment changed. He reviewed the changes in 
British Columbia rates, including reduction of the class and 
grain rates in 1922, and since, saying the former weré now only 
fifteen per cent above this prairie scale. Said he: 


This is the so-called mountain scale of which we have heard so 
much more or less inaccurately informed discussion. However, it 
affects relatively a very small proportion of the traffic upon which 
the prospertity and development of British Columbia depends. As 
is shown in exhibits which are being filed in the present case, only 
about 15 per cent of the traffic in British Columbia is affected by 
this mountain scale. All the traffic which moves in large volume 
enjoys,a basis of rates which has no relationship to the mountain 
scale whatever. 


He called attenton to the action of the railways in providing 
rate adjustments to encourage specific British Columbia indus- 
tries. These included leather, fish, ores, smelter products, 
canned goods, fresh fruits and vegetables, and other important 
products of the province. Moreover, the largest part of the 
population of British Columbia resided on or was contiguous to 
the Pacific coast and, therefore, enjoyed the advantage of the 
so-called transcontinental rates from eastern Canada and the 
United States, which contributed materially to keeping down the 
cost of staple commodities. 
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He briefly analyzed the chief complaints against rates in 
connection with the case under review. Said he: 


On the one hand we have complaints from the east that rates 
on canned goods to prairie points are discriminatory in comparison 
with rates from British Columbia, and on the other the province of 
British Columbia alleges that the rates on the same commodity 
eastbound are too high, and should be reduced. We have the con- 
flicting interests of Winnipeg on the one hand and other distributing 
centers on the prairies on the other in regard to the basis of rates 
from the lake head. We have Winnipeg contending with Vancouver, 
and even the province of Alberta is now beginning to realize that 
Mr. McGeer’s attempt to coax them in under his tent is not impelled 
by altogether altruistic motives. 

It is a matter of common knowledge that Canada has a greater 
railway mileage per capita of its population than any of the other 
civilized countries of the world, and, on the other hand, that the 
average ton mile revenue in Canada is the lowest of any country 
in the world. Under the present rates our railways are not enabled 
to earn anything like what is considered in the United States as 
a reasonable return on the value of their property used in the 
service of transportation. In fact, our railway service is today being 
performed at less than cost. In the case of the Canadian National 
it does not receive enough to enable it to pay its fixed charges, and 
in the case of the Canadian Pacific the return is less than the 
current rate of money on the actual cash investment in its property, 
to say nothing of its present value. 


He pointed out that the revenues of the various provinces in 
railway operation had been even more unfortunate than those 
of the Canadian National. Even the Temiskaming and Northern 
Ontario, which was the most prosperous of all, was showing 
far from an adequate return on its investment. It was also 
a matter of history that two American railways, the Northern 
Pacific and the Great Northern, had abandoned several of their 
lines in Canada. He continued: 


Under these circumstances it is submitted that, should the board 
come to the conclusion that certain readjustments of rates are called 
for, involving reductions in some particulars, such reductions must 
of necessity be accompanied by corresponding increases in other di- 
rections to make up to the carriers for the losses involved. So far in 
this inquiry I have not heard it seriously contended that railway 
revenues in Canada were too high. In fact, developments indicate 
that the revenues will have to be supplemented if the efficiency of 
the transportation service of the Dominion is to remain unimpaired. 


C. Laferle, of the Canadian Millers’ Association, said Cana- 
dian exports of flour to the Orient which now exceed a million 
barrels annually, would be seriously threatened if export rates 
to the Pacific Coast were disturbed. He presented a statement 
showing how this trade has steadily increased from 315,000 
barrels in 1922 until now, while United States exports from 
Seattle, Portland and Tacoma have shown a corresponding de- 
crease. China and Japan have learned to appreciate flour made 
from Canadian wheat, which contains more gluten than Amer- 
ican flour. He opposed the move suggested by British Colum- 
bia to reduce domestic rates to the same level as export rates 
in Canadian railway freight tariffs. 


“Tf the export rate is made applicable to domestic trade,” 
said he, “Portland and Tacoma millers will benefit more than 
anyone in this country. The danger to Canadians in this would 
be very real.” So far as consumers in British Columbia were 
concerned, he said, bread was cheaper in Vancouver than in 
Winnipeg, and he deplored the apparent readiness of British 
Columbia to ruin the export flour trade with the Orient for the 
sake of giving the people of Vancouver bread an eighth of a 
mill cheaper a loaf than they were now paying. He maintained 
there should be a differential between export and domestic 
freight rates on flour, and mentioned that the spread at present 
in the rate from Calgary to Vancouver was 18 cents. He said 
the rate on flour from Fort William to Montreal, 997 miles, was 
374% cents, domestic, and 35% cents, export. From Port Col- 
borne to Montreal, 428 miles, it was 20% cents, domestic, and 
1744 cents, export, while, if it were on the Crow’s Nest basis, 
it would be 15 cents. From Port Colborne to St. John, 809 
miles, the rate was 18% cents for export and 42% cents for 
domestic trade, the spread of 24 cents being due to New York 
competition. 


From Fort William to Toronto, the rate was 37% cents by 
all rail route, and 32% cents by lake and rail, while to England 
or Germany the rate from Ontario mills was 18% cents, plus 
three cents a hundred pounds. From Fort William to St. John 
the domestic rate all rail was 55% cents and the export rate 
all rail was 36% cents. 

He said all the European flour business was taken care of 
from eastern mills. 


Questioned by H. J. Symington as to what would happen if 
domestic rates were reduced to the export basis Mr. Laferle 
said: ‘We would be creating a second Buffalo on the Pacific 
coast.” He meant that United States flour mills in Tacoma 
and Portland would be able to obtain Canadian wheat, blend 
it with the softer United States wheat in bond, and get a 
“drawback” of 99 per cent on exporting the flour. By reason 
of the fact that Buffalo is located on the Great Lakes, flour 
mills situated there can get Canadian wheat in vessels coming 
down from the heart of the lakes at a price that enables them 
to capture a good deal of the flour trade that, he thought, 
should be retained for Canadian mills. 


Commissioner Frank Oliver: “How is it that wheat cannot 
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profitably be shipped from Vancouver to Tacoma, Seattle, and 
Portland?” 

Witness: “Because of the difference in the export and 
domestic freight rates. The export rate does not apply to 
shipments destined for the United States.” 

It was explained also by counsel for the railways that exe 
port rates were granted only to ports on tidewater. Thus, they 
do not apply to places like Fort William or Toronto. 

In continuing the case of the Canadian Pacific, R. E. Lloyd, 
assistant controller, was on the stand January 24. He said 
analyses of the financial position of the company made it neces- 
sary that any equalization of rates must be scaled upward. 
He said Canadian shippers were enjoying the advantages of 
freight rates lower than any comparable services in other 
countries. 

In the first five years from 1911 to 1925 there was an 
average net surplus of $10,035,000; in the next five year period 
this sank to $7,636,000; in the last period it had fallen to 
$1,377,000. The second period was one of increasing freight 
rates, but they had not been suffcient to overcome rising costs, 
and the surplus had been cut. The last five years was a 
period of rate reductions. 

Dealing with the rate earned by the Canadian Pacific on 
its investment, he said that, from 1911 to 1915, it was 5.414 per 
cent; from 1916 to 1920, 4.810 per cent; from 1921 to 1925, 
4.022 per cent. He called attention to the rate of 5.75 per cent 
fixed by the Commission as fair to American railways, and 
pointed out that, on the average, between 1921 and 1925, when 
average net earnings of $37,072,000 were obtained, or 4.022 per 
cent, those earnings fell $15,931,000 a year short of the rate 
fixed for American railways. He quoted a finding of the board 
in the western rates case that two per cent was reasonable 
surplus to which railways were entitled over and above fixed 
charges and dividends. On this basis, the surplus for the five 
years from 1921 to 1925 should have been $18,436,000 per an- 
num, instead of which it was $1,377,000. He added that, as the 
two per cent rate had been based on a four per cent money 
market and money was now approximately five per cent, the 
proper surplus under the decision of the board should have 
been $23,045,000 for the last five years. 

He presented exhibits to show the increase in expenses of 
operating in recent years, those ranging from 42 to 190 per 
cent in wages from 1915 to 1925 and proportionately heavy in 
materials. He presented figures to show that the low rate of 
earnings in the last eight years was not due to any decline in 
operating efficiency. Since 1911 the volume of traffic had in- 
creased 52 per cent and gross earnings 83 per cent, while work- 
ing expenses and taxes had increased 117 per cent, resulting in 
an increase of only 17 per cent in net earnings to take care of 
the increases in the fixed charges and dividends of 49 per cent 
and property investment of 60 per cent. He contended that it 
was essential that any equalization of rates must be scaled 
upwards, because “as the-result of honest, efficient, and eco- 
nomical administration and financing, Canadian shippers were 
enjoying the advantages of freight rates lower than any com- 
parable service in other countries.” 

J. R. McIsaac, representing the British Empire Steel Cor- 
poration, read a statement dealing with rates on steel and coal 
from the Nova Scotia mines and foundries. He said existing 
rates over the Canadian National discriminated seriously 
against industries in the Maritime Provinces and in favor of 
competitors in Ontario. 


F. C. Cornell, representing the Maritime Provinces sugar 
and other industries, said the present basis of rates had stood 
the test for eight years with no major change, which indicated 
that they were satisfactory to industry as a whole. He said 
the territory consisting of the eastern portion of the prairie 
provinces could not be taken as the legitimate market of the 
Pacific coast, as was contended by British Columbia, and the 
eastern provinces were entitled to reciprocal trade with the 
prairies, the east being the largest customer of the west. He 
said it was impossible to place every commodity on a cost 
basis to the railways, as it would mean a chaotic upheaval of 
the country and place the railways in the hands of receivers. 


SUPREME COURT SIDE-STEPS 


Editor The Traffic World: 

Ever since the Circuit Court of Appeals in its judgment of 
the Willdomino case in June, 1924, laid down the doctrine that 
there need be no casual connection between failure to exercise 
due diligence to make the ship seaworthy and a loss resulting 
from error in management or navigation to place liability on 
the shipowner for such losses, steamship companies and marine 
underwriters have anxiously awaited the verdict of the Supreme 
Court on such a construction of section 3 of the Harter act. 
Although the point was put directly to the Supreme Court for 
interpretation, it decided it was unnecessary to consider the 
question, in view of the fact it confirmed the decision of the 
Court of Appeals that the ship deviated. 

It is unfortunate that the Supreme Court did not recognize 
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the importance of the point to the steamship and underwriting 
interests and give some lead as to what its position would be. 
As matters stand at present, the decision of the Court of Ap- 
peals will only invite further litigation, which, because of the 
importance of the question, must eventually reach the Supreme 
Court for final interpretation. 

The trouble arises from the wording of section 3, of the 
Harter act, which makes the obligation of the carrier to exercise 
due diligence to make the ship seaworthy a condition precedent 
to relief from loss resulting from error in navigation or man- 
agement. In linking the relief with the condition, it seems to 
me the framers of the act merely wanted to make it clear 
that the shipowner would not get the benefit of the relief from 
error in management or navigation if the unseaworthy condi- 
tion of the vessel contributed directly or indirectly to the loss 
or its cause. However, as I understand the decision of the 
Court of Appeals, it considers there need be no connection be- 
tween the unseaworthy condition of the vessel and the cause 
of the loss which results from error in management or naviga- 
tion of the ship. It is true the court used the words: ‘There 
need be no casual connection.” However, taking the ordinary 
dictionary definition of the word “casual” as meaning slight, 
the words, “no casual connection,” apparently mean no connec- 
tion at all. If this is correct, the following example indicates 
the disastrous effect of the decision from the shipowners’ 
viewpoint: 


No. 1 hold is flooded under the mistaken apprehension of a fire 
which would ordinarily be an error in management for which the 
shipowner would be freed of liability by the act, but because a bag 
of flour is damaged in number 2 tween decks from a drain pipe for 
which due diligence had not been exercised to make the pipe sea- 
be § he is held liable for all the damage to cargo in number 

old. 


Obviously this would be a harsh and inequitable position 
but, as far as I can see, it is the position the Circuit Court of 
Appeals must take under its decision in the Willdomino case. 
The Court of Appeals in England, following the decision of our 
courts in the Willdomino case, placed a similar construction on 
the Harter act in rendering judgment in the case of Moore 
versus Lunn. The situation will not arise if the carriage of 
goods by sea act is passed as the obligation to exercise due 
diligence to make the ship seaworthy and the relief from error 
in management are treated separately, and the former would 
only affect the latter if failure to exercise due diligence to make 
the ship seaworthy contributed directly or indirectly to the loss 
resulting from error in management or navigation or the loss 
would not have occurred from the latter causes but for such 
unseaworthiness. 

J. C. Monroe, President, 
The Exporters and Importers Adjusting Bureau. 
New York, N. Y., January 18, 1927. 


ROLLING STOCK ADDITIONS 


Class I railroads in 1926 placed in service 2,399 locomotives, 
according to reports fileld by the carriers with the car service 
division of the American Railway Association. This was an 
increase of 666 locomotives over the number installed in 1925, 
while it also was an increase of 153 over the number installed 
in 1924. While the number placed in service in 1926 exceeded 
the two previous years, the actual number of locomotives owned 
on January 1, 1927, totaled 62,428 or a decrease compared with 
January 1, 1924, of 2,468 locomotives. Despite this decrease in 
the number of units, the average tractive power per locomotive 
at the beginning of this year was approximately 6.7 per cent 
greater than three years ago. Class I railroads on January 1 
this year had 329 locomotives on order compared with 471 one 
year ago and 287 on January 1, 1925. 

Freight cars installed in service in 1926 totaled 104,000, 
which was a decrease of 24,422 compared with 1925 and 52,414 
compared with 1924. Of the 104,000 freight cars installed last 
year, box cars numbered 46,063; coal cars 41,084 and refrigerator 
cars 8,471. While the number of freight cars owned on January 
1, 1927, was an increase of 28,473 cars or 1.2 per cent compared 
with January 1, 1924, the average carrying capacity per car on 
January 1, this year, was 45.3 tons compared with 43.5 tons 
three years ago or an increase of 4.1 per cent. Reports showed 
21,242 freight cars on order on January 1 this year compared 
with 40,794 on the same date last year and 55,684 on the same 
date two years ago. 

These figures as to freight cars and locomotives include 
new and leased equipment. 


HOBOKEN PROPERTIES BILL 


A bill (H. R. 16466) authorizing and directing the sale of 
the Hoboken (N. J.) terminal and pier properties held by the 
government, has been introduced by Representative Auf der 
Heide, of New Jersey. The government agencies having juris- 
diction over the properties would be authorized, under the bill, 
to accept bonds of the city of Hoboken in payment for all or 
any part of the property if the city should bid for the properties 
and should be the successful bidder. 
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Personal Notes 





William J. Mitchell has been appointed district traffic rep- 
resentative, Missouri-Illinois Railway. 

G. A. Moller has been appointed assistant general freight 
agent, C. M. & St. P., at Chicago; E. W. Soergel has been ap- 
pointed assistant to the freight traffic manager, at Chicago; 
J. A. Farmer has been appointed assistant freight traffic man- 
ager, at Chicago; and O. T. Cull has been appointed - general 
freight agent, at Chicago. 

H. N. Nunnally has been appointed soliciting freight agent, 
Louisiana & Arkansas, at Texarkana, Ark.; E. B. Hickman has 
been appointed commercial agent, at Shreveport, La.; and F. A. 
Hughes has been appointed terminal freight agent, at Shreve- 
port. 

T. J. McLaughlin, lecturer on transportation, University of 
Cincinnati, and formerly traffic manager, The Charles Bolt 
Glass Company, has opened an office in Cincinnati to engage in 
the practice of law before the Commission. 

Charles W. Pfaff has been appointed general agent, Lehigh 
Valley R. R., at Cincinnati, succeeding C. W. Murphy. Mr. 
Murphy will remain with the company as sypecial agent. 

Charles M. Levy, president, Western Pacific, has announced 
his resignation, effective April 1. He will maintain connection 
with the road as assistant to the chairman of the board of 
directors and as a member of the board. H. M. Adams, vice- 
president, Union Pacific, will succeed Mr. Levy. Mr. Adams 
has resigned as vice-president of the Union Pacific, effective 
January 31. 

J. F. Deasy, assistant chief of transportation of the Penn- 
sylvania, has been appointed chief of freight transportation; 
D. M. Sheaffer, manager of mail and express traffic, has been 
appointed chief of passenger transportation; S. M. Rankin, as- 
sistant chief of transportation, has been appointed manager of 
mail and express traffic. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Study Club of the Atlanta Traffic Club held an 
organization meeting January 27. 





The Traffic Club of New York will hold its twentieth annual 
dinner at The Commodore Hotel, February 19. 





At the annual election of the Traffic Club of Detroit, held 
at the Statler Hotel, January 22, the following were elected to 
the board of governors: F. J. Armstrong, traffic manager, U. S. 
Radiator Corp.; K. A. Moore, assistant traffic manager, National 
Automobile Chamber of Commerce; P. G. Findlay, director of 
traffic, Dodge Brothers Motor Co.; T. R. Cochrane, division 
freight agent, Wabash; and C. F. Bielman, Jr., general manager, 
White Star Navigation Co. 





The 1927 officers of the Pacific Traffic Association are as 
follows: President, Sherman K. Burke, assistant industrial 
agent, Southern Pacific; first vice-president, George A. Culbert, 
trafic manager, Pacific States Electric Co.; second vice-presi- 
dent, W. J. Lane, traffic manager, Guggenhime & Co.; third vice- 
president, H. H. Pierson, division freight agent, Dollar Steamship 


POSITIONS WANTED OR OPEN 


FREIGHT RATE CLERK—With 15 years’ experience, desires 
position with reliable industrial concern or railroad. Can furnish 
4 _pomemence as to character and work—single—any location. Answer 

. 989, care Traffic World, Chicago, Ill. 


TRAFFIC MANAGER—Man, forty years old, having thorough 
knowledge of all phases transportation matters, for past five years 
traffic manager for chamber of commerce for city in Mississippi valley, 
desires connection with progressive concern. Address U. §S. S. 985, 
care Traffic World, Chicago, Ill. 


COMPETENT TRAFFIC MANAGER desires permanent position 
with live industrial or commercial organization as traffic manager to 
look after their interests. Qualified by experience and training to give 


complete satisfaction. Address N. D. R. 987, care Traffic World, 
Chicago, IIl. 
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Line; executive secretary, E. S. Clark, assistant traffic manager, 
General Steamship Corp.; treasurer, H. A. March, division freight 
agent, McCormick Steamship Co. 





The Birmingham Traffic and Transportation Club has ap- 
proved the educational program adopted by the Associated 
Traffic Clubs of America at its Milwaukee meeting. Arrange- 
ments are being made to appoint an educational committee. A 
dinner dance was held at the Hillman Hotel, followed by a 
theater. party at the Ritz Theater, January 25. 





The Cooperative Traffic Association of New York held a 
meeting January 13. Asa Colton, instructor in transportation, 
New York University, spoke on “Commercial Aviation.” The 
association was organized last July and now has 115 members. 
Peter J. Winters, chief clerk, Pere Marquette, is president, and 
Charles J. Baker, chief rate clerk, American Smelting and Re- 
fining Company, is secretary. 

The Traffic Club of St. Louis held a meeting at the Chamber 
of Commerce January 24. Dr. L. V. Buschman, Tyler Place 
Presbyterian Church, spoke on “Things That Make Life Worth 
Living.” The club will hold its fifth annual “Lincoln Birthday” 
dinner-dance at the hotel Statler, February 8, the evening to be 
dedicated to the ladies. An address will be made by Hal. S. Ray, 
director of personnel, C. R. I. & P. ; 








The Fort Wayne Transportation Club will hold its second 
annual banquet at the Elks Club February 8. George M. Barn- 
ard, Newcastle, Ind., will address the club on the “Life of Lin- 
coln.” Lieut.Governor F. Harold Van Orman will be toastmaster. 





The Shreveport Traffic Club has ratified the resolution per- 
taining to consolidation of the railroads adopted by the Asso- 
ciated Traffic Clubs of America at its Milwaukee meeting. A 
committee has been appointed to consider the educational pro- 
gram adopted by the national organization. The club will hold 
its election of officers March 18. 





The Traffic Club of Kalamazoo held its first monthly social 
meeting January 20. The honorary members of the club served 
as hosts. Dr. Allen Hoben, president, Kalamazoo College, spoke 
on “Play.” There was an attendance of 75. 





The Miami Valley Traffic Club will hold its fifth annual 
dinner at the Miami Hotel, Dayton, O., February 9. Lieut.-Col. 
William M. Mumm, Columbus, O., M. I. D., Ohio Reserve Corp., 
U. S. Army, will speak on “Citizenship and National Defense”; 
Robert S. Binkerd, N. Y., vice-chairman, committee on public 
relations, Eastern railways, will speak on “The American Citizen 
and His Railways”; Frank D. Slutz, principal, Moraine Park 
School, will speak on “Citizenship and the Book of Rules.” 





The Women’s Traffic Club of Los Angeles held a meeting 
January 19. Stanley Olafson, president, Export Service Bureau, 
Inc., spoke on “Our Opportunities in Foreign Trade.” The Los 
Angeles Chamber of Commerce has set aside January 29 as 
“Women’s Traffic Club Day,” in recognition of the progress 
made by the club. The club will give its annual dance January 29. 





In the January 22 issue of The Traffic World it was stated 
that the Traffic Club of the Rochester (N. Y.) Chamber of Com- 
merce would hold its annual dinner January 24. The date 
should have been February 24. 





The Traffic and Transportation Association of Pittsburgh 
will hold a “Lincoln Birthday Dinner” at the Fort Pitt Hotel 
February 10. 





The Ford Motor Company at Kansas City invited the Traffic 
Club of Kansas City to inspect its plant January 27. Guides were 
furnished to conduct the tour through the plant. Following the 
tour, a moving picture was shown. 





The Grand Rapids Traffic Club has elected the following 
officers: President, L. M. MacPherson, American Seating Co.; 
first vice-president, T. A. McMillen, Pennsylvania R. R.; second 
vice-president, J. E. Chamberlain, Leonard Refrigerator Co.; 
secretary, P. F. Burns, Michigan R. R.; treasurer, W. R. Cor- 
nelius, Wolverine Brass Co.; directors, one year, W. F, Gleason, 
New. York Central; R. L. Tuttle, American Box Board Co.; di- 
rectors, two years, A. Van Keulen, Van Keulen & Winchester 
Lumber Co., and W. S. Nixon, Goodrich Transit Co. 





The Transportation Club of San Francisco has ratified the 
resolution pertaining to the consolidation of railroads, and the 
education program, adopted by the Associated Traffic Clubs of 
America at its Milwaukee meeting. 





The Indianapolis Traffic Club held its annual election at the 
Elks Club January 20. The following were elected: President, 
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O. R. Davies, general agent, Erie; first vice-president, Herbert 
L. Smith, traffic manager, Indiana Portland Cement Co.; second 
vice-president, M. O. Parker, inspector of transportation, Big 
Four; third vice-president, Albert Stump, attorney; secretary- 
treasurer, M. D. Collins, traffic manager, E. C. Atkins & Co.; 
governors, two years, L. P. Mattox, traffic manager, Dena 
“Brothers Pump Co.; EB. E. Mills, traffic manager, Fairbanks, 
Morse Co.; W. P. Bash, traffic manager, Link Belt Co.; and F. L. 
Ackerman, traffic manager, Indianapolis & Cincinnati Traction 
Co. F. C. Baldridge, retiring president, automatically becomes 
a member of the board. 





The Traffic Club of Minneapolis held its annual election in 
its club rooms at the Nicollet Hotel, January 20. The following 
were elected: President, G. R. Martin, executive vice-president, 
Great Northern; first vice-president, C. C. Crellin, traffic man- 
ager, Washburn Crosby Co., Minneapolis; second vice-president, 
W. W. Gibson, attorney; treasurer, J. C. Goodsell, local freight 
agent, C. St. P. & O.; secretary, L. L. Sanford; directors, three 
years, A. E. Dypwick, traffic manager, St. Anthony & Dakota 
Elevator Co.; J. George Mann, traffic manager, Northrup, King 
& Co.; I. M. Spellacy, vice-president and manager, Murphy Trans- 
fer & Storage Co.; and L. D. Veltum, traffic manager, N. W. 
Yonsolidated Milling Co. 





The Traffic Club of Baltimore will hold its fourteenth annual 
dinner at the Rennert Hotel February 1. Captain Irving O’Hay, 
U. S. Army (retired), will be the principal speaker. The nom- 
inating committee will present its ticket. There will be vaude- 
ville and music. The program is to be broadcast. 





The Transportation Club of St. Paul held a joint meeting 
with the Midway Club, in the club rooms of the latter, Jan- 
uary 25. 





The Traffic Club of Little Rock has elected the following 
officers: President, G. A. Weldon, traffic manager, Scott Mayer 
Commission Co.; vice-president, A. W. Aylin, assistant general 
freight agent, Missouri Pacific; secretary-treasurer, J. Meaders, 
chief clerk, St. L. S. W. 
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The Traffic Club of Wichita held a meeting January 27. H. 
M. Van Auken, executive secretary, Wichita Chamber of Com- 
merce, was the speaker. 





The Augusta Traffic Bureau held its annual dinner at the 
Bon Air-Vanderbilt Hotel January 28. The principal speaker 
was General T. B. Ashburn, president, Inland Waterways Cor- 
poration. Judge William H. Barrett, United States court, south- 
ern district of Georgia, was toastmaster. The Savannah River 
Improvement committee cooperated with the bureau in making 
arrangements. 





The Transportation Club of Evansville, January 19, ratified 
the educational program and the resolution pertaining to the 
consolidation of railroads, adopted by the Associated Traffic 
Clubs of America at its Milwaukee meeting. It also adopted 
the slogan, “Shipper and Carrier Cooperation in Transportation.” 





The Traffic Club of Erie held its annual meeting and elec- 
tion at the Reed House, January 20. The following were elected: 
President, Parke W. Herrick, assistant traffic manager, Hammer- 
mill Paper Co.; vice-president, Robert C. Foster, traffic manager, 
Odin Stove Manufacturing Co.; treasurer, O. L. Fleeger, agent, 
Bessemer & Lake Erie; secretary, M. W. Eismann, Manufac- 
turers’ Association of Erie. The annual banquet of the club 
will be held at The Lawrence March 17. 





The application of the Knoxville Traffic Club for member- 
ship in the Associated Traffic Clubs of America has been unani- 
mously accepted by mail vote of the directors. 





The Traffic Club of Kalamazoo has elected the following 
officers: President, H. W. Moore, agent, Pennsylvania; vice- 
president, A. J. Dunning, traffic manager, Kalamazoo Vegetable 
Parchment Co.; secretary, C. H. Winslow, Kalamazoo Chamber 
of Commerce; treasurer, A. J. Wolcott, traffic manager, Kala- 
mazoo Stationery Co. 





The Traffic Club of New England will hold its sixteenth 
annual banquet at the Copley-Plaza February 17. Captain Irving 
O’Hay, U. S. Army (retired), and Samuel O. Dunn, editor of 
the Railway Age, will be the speakers. 





The Los Angeles Transportation Club will hold a “Great 
Northern Railway Company Day” in its club rooms January 31. 
Edward F. Flynn, assistant to vice-president and general counsel, 
Great Northern, will be the speaker. W. E. McCormick, general 
agent, Great Northern, will be chairman. 
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Questions and Answers 


In this department will be answered questions of both legal and 
t nature that confront swap ieliog with traffic. A specialist 


will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man ot long experience 
and wide knowledge will answer questions lane Bay practical traffic 
lems. We do not desire to take the place of traffic man but to 

Ip him in his work. y : 

The right is reserved to refuse to answer in this department any 
—_ legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ¢ 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Combination Rule—Reference Necessary in Rate Tariff 

West Virginia—Question: I am interested in determining 
the basis upon which the examiner of the Interstate Commerce 
Commission based his decision, or rather his proposed report, 
which was handed down by the Commission in the Sligo Iron 
Stores Case, 62 I. C. C. 643, and 73 I. C. C. 551. 

In The Traffic World, Nov. 6, 1926, issue, page 1058, I 
notice that a proposed report has been made in I. C. C. Docket 
No. 18328, Federal Clay Products Co. vs. A. C. L. et al., rates 
on fire brick, the examiner said, since none of the tariffs gov- 
erning the movement contained a reference to a combination 
rule, the principle announced in the Sligo Iron Stores case was 
not applicable. 

Will you please advise what, in your opinion, rule, state- 
ment, reference, or. what, must a tariff bear to be in accordance 
with the above mentioned decision? 

Answer: As we construe the Sligo case, to which you refer, 
and other cases based on this decision, at least one of the tariffs 
used in making the combination must carry a rule for construct- 
ing combination rates or must carry a rule or item in which 
specific cross reference is made to another tariff which carries 
the combination rule—usually Jones’ Combination Tariff, I. C. C. 
U. S.-1, but not necessarily so. The cross reference must be 
specific. In other words, reference by means of the omnibus 
clause or a similar rule of a general nature would not, in our 
opinion, be a sufficient cross reference within the meaning of 
the term “a holding out of a rate so constructed which the 
publishing carrier must protect,” as used by the Commission. 


Rule 77—Tariff Circular 18-A 


Pennsylvania.—Question: There is a carload commodity 
rate from A to C which is less than the carload commodity rate 
from B to C. Movement from point A is via point B. Rates 
are published in separate tariffs, but are subject to rule 77. 
Kindly advise if carrier could be forced to refund to the basis 
of the low rate on the special docket of the Interstate Com- 
merce Commission. 

Answer: The carrier could not, on the special docket, be 
required to refund to the basis of the lower rate, because its 
agreement to do so is a condition precedent to an award of 
reparation on the special docket. However, see Western Metals 
Co. vs. Director-General, 100 I. C. C. 314. In this case, at page 
315, the Commission held that because of the 3414-cent com- 
modity rate in effect to Canon City, the intermediate point, rule 
77 was not applicable, citing Standard Asphalt & Refining Co. 
vs. Director-General, 66 I. C. C. 611. It, however, held that the 
3414-cent rate was unreasonable and awarded reparation to the 
basis of the 30-cent rate in effect to the more distant point, 
notwithstanding that the higher rate was protected by an appro- 
priate fourth section application. 


Therefore, while the carrier might refuse to refund on the 
special docket, recourse to the Commission is still open to you 
through the medium of a formal complaint, and if the rate 
from A to B is shown by you to be unreasonable and you have 
been damaged thereby, reparation will be awarded. See also 
Stauffer Chemical Company vs. T. & B. Ry. Co., 112 I. C. C. 
311; Swift & Co. vs. N. Y. C. R. R., 112 I. C. C. 554; Philip 
Carey Co. vs. C. N. O. & T. P. Ry., 96 I. C. C. 455; Pacific Grain 
Co. vs. Director-General, 85 I. C. C. 710, and cases cited therein. 


Routing and Misrouting—Shipper Must Specify Terminal Carrier 
and Not Merely Industry Siding 

Ohio.—Question: Several months ago this company shipped 
a carload of building material from one of its Ohio plants to a 
point in Maine which had three delivery stations. The point, 
proper, as listed in eastbound tariffs, is located on the Grand 
Trunk Railroad, while the other two stations are located on the 
Maine Central. 

In placing their order with us, our dealers, through an over- 
sight, made destination to the point, proper, whereas car should 
have been billed to one of the stations located-on the Maine 
Central. We billed shipment accordingly, routing via Grand 
Trunk. However, consignee specified delivery on “Gulf Island 
Siding,” which is an exclusive Maine Central delivery, and which 
appeared on our bill of lading. Car arrived at destination on 
Grand Trunk rails and, to effect the required delivery to con- 


on interstate commerce law, who is a member of our legal department, . 
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signee, it was necessary to give the car a road movement, re- 
sulting in additional freight charges of something like $100. 

We are willing to accept our share of responsibility as being 
primarily at fault, but we are of the opinion that the originating 
carrier is also liable for accepting the shipment billed to a 
specific switch delivery which it could not effect; in other words, 
signing for any thereby contracting to make a certain delivery 
which it could not carry out, under routing and freight rate as 
inserted on bill of lading covering; furthermore, we contend the 
delivering carrier is jointly at fault in accepting this shipment 
from its connections, billing for which called for a terminal 
delivery it was not in position to make. 


We recently filed an overcharge claim against our originat- 
ing carrier which has been declined, such action being based on 
Conference Ruling 214, section G. It is the wrtter’s opinion 
that this ruling provides a joint responsibility between carrier 
and shipper and does not entirely absolve the former from blame 
in such cases. 

We are willing to amend our claim to any reasonable basis 
of settlement and will appreciate your valued opinion as to 
shipper’s and carrier’s liability in this case, quoting, if you 
please, any decisions that may touch on the points at issue. 

Answer: Under the Commission’s decision in Traffic Bureau, 
Chamber of Commerce (Lynchburg, Va.) vs. Southern Railway, 
115 I. C. C. 625, the carrier is not, in our opinion, liable in the 
instant case for misroute. In that case, with respect to similar 
facts, the Commission, on page 626, said: 


The mere designation of the siding of the National Biscuit Com- 
pany at Elizabeth, without specifying the name of the carrier on 
whose rails the siding was located was not sufficient to insure de- 
livery of the car at the rate of 43.5 cents. Ohio Iron & Metal Co. 
vs. C., M. & St. P. Ry., 28 I. C. C. 703; Hooven Owens & Rentschler 
Co. va. C. H. & D. Ry., 31 I. C. C. 550. 


The Commission then went on to hold that the shipment 
was not misrouted by the carrier and that the rate charged was 
not unreasonable. 

Tariff Interpretation 

New York.—Question: The Trans-Continental Tariff Bureau 
of Chicago, issues a tariff which quotes a rate on starch, C. L., of 
85c, Chicago to Deming, New Mexico. Are Texas points inter- 
a and is this tariff and this rate of 85c applicable to these 
points 

Leland’s tariff carries a rate of $1.03 and $1.05 to most 
Texas points from Chicago. Has the Commission ever given an 
opinion on this question? 

Answer: Item 15, Southwestern Line Tariff 1-P, Johanson’s 
I. C. C. 1807, reads: 


If the rates and charges published in Transcontinental Tariff No. 
1-V, R. H. Countiss’ I. C. C. No. 1114, effective from points of origin 
named in this tariff to Deming, N. M., make lower charges than are 
provided” herein from the same points of origin respectively to desti- 
nations in this tariff made subject to this rule, the said rates and 
charges in aforementioned tariff of R. H. Countiss, as in effect to 
Deming, N. M., will apply. 

The above rule is applicable on westbound or southbound traffic 


ly. 

All destination in Texas are subject to the above rule, 

The provisions of this item will not apply on traffic moving to 
or from points in differential territory on the G. H. & S. A., stations 
Nora, Tex. (Index 585) to Eagle Pass, Tex. (Index 605), inclusive. 
Stations Tynan, Texas (Index 610) to Kerrville, Tex. (Index 760), 
inclusive. St. L. B. & M., Saug. & G. 1-GN, SAS, SB & RGvV, Tex., 
Mex. abd R. G. & E. P. To such points the maximum rates referred 
to will be subject to the addition of differentials as named in this 
Tariff. (See Exception.) 

Exception—Will not apply on traffic to Rio Grande Crossings on 
business destined Mexico. 

Departure from the Commission’s rules in the publications of 
alternative rate bases authorized in this item, is permitted until 
further order of the Commission, under authority of Special Permis- 
sion of the Interstate Commerce Commission No. 50323, as amended, 
of December 31, 1921. 


See also, item 16, page 190 of T. C. F. B. Tariff 1-A, Toll’s 
I. C. C. 1177, and note “D” referred to therein as carried on the 
title page of this tariff. As you will observe these rules are 
issud under the same authority and work in conjunction with 
each other. In other words, the Commission has authorized the 
carriers to alternate these rates and apply the Deming, N. M., 
Phoenix, Ariz.; Lago, Utah and other transcontinental border 
point rates as maximum at intermediate points for the purpose 
of avoiding just such situations as you describe. The purpose, 
of course, is to prevent Fourth Section violations of the Inter- 
state Commerce Act. Observe in Item 15 of the Southwestern 
Lines Tariff all points in Texas are subject to this rule with 
the exceptions noted. Therefore, if your Texas destination is 
not one of the excepted points as per Item 15 referred to above, 
or carries no individual exception, then the Deming‘ rate is, if 
lower, applicable thereto. 
Rates—Application of—Loaded Car Transported in Error as 

Empty 

In connection with our answer to “ILLINOIS,” under the 
above caption on page 178 of the Jan. 15th, 1927, Traffic World, 
see the opinion of the Commission in Docket 17472, Manufactur- 
ers’ Association of Chicago Heights vs. Chicago Heights Ter- 
minal Transfer Railroad*Company (Mim.), decided December 29, 
1926. In this case the Commission held that the defendants’ 
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ST. PAUL, MINNESOTA 








**To Serve the Northwest” 


ST. PAUL TERMINAL WAREHOUSE CO. 
Storage of Merchandise — Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 















Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 
“The Leading Hotel of Denver” 


“CHIEF”? GONZALEZ and HIS *““ROYALS” 
EVERY EVENING 
CHARLES F. CARROLL, General Manager 
The “Metropole” is now an Annex to the ‘“‘Cosmopolitan” 


Middlesex Transportation Co. 
PIER 13, NORTH RIVER, NEW YORK CITY 


Operates Daily (.&;7,) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 
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PANAMA MAIL S.8S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Can 
From—SAN FRANCISCO AND Los SNGELES 
To-HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
Fro p Pell Francisco “Francisco. From Los Angeles 
. 8. COLOMBIA bruary 19 February 21 


8.8. VENEZUELA 2 March 14 
S$. 8. ECUADOR April 4 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
a Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 I at caeay Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover 8q., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE CO. 


GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Datch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore a New York, N. Y. 
H. KENNEDY, General Western Agent 
320 Merchants ye ta Building St. Louis, Mo. 
W. J. SMITH, General Agent 
209 South La Salle Street Chicago, Ill, 





PACKAGE PROTECTION 


Use “MAQUAS” Gummed Sealing Paper 


HUDSON BAG CO., INC., Scholes, Bogart and Meserole Sts., BROOKLYN, N. Y. 
(The only manufacturer of tape producing the paper and gumming it) 
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failure to ascertain whether a car tendered to them by com- 
plainant was empty did not result in the assessment of charges 
which were unreasonable, unjustly discriminatory or unjustly 
prejudicial, the complaint being dismissed. The facts in this 
case appear to be very similar to those set forth in the question 
of “Illinois.” 

Forwarding Agent—Liability of For Charges in Excess of Rail 

Rates Via Direct Route 

Maryland.—Question: Please refer to your issue of Decem- 
ber 25th, page 1516, and be advised from article headed “Mary- 
land” query of December 8th was not thoroughly understood. 

The forwarding company in question operates a receiving 
and delivery platform‘iz a local freight terminal. They receive 
shipments and handle with their own forces, loading cars to 
various break bulk points throughout the middle west. They 
furnish rates in pamphlet form and signed bills of lading and 
are, in accordance with the rulings of the Interstate Commerce 
Commission, a-common carrier, see your issue of October 16th, 
page 898. 

Shipment on which we desire your opinion was delivered to 
said forwarding company on their bill of lading. They, in turn, 
loaded shipment in Chicago car which they billed to “A” Rail- 
way, entered on a blanket waybill and forwarded as carload 
shipment. On reaching Chicago car was worked at local rail- 
road terminal and reforwarded for delivery to consignee by the 
Santa Fe. 

It later develops had shipment been forwarded via Alex- 
anadria, rate of $2.48 per 100 lbs. would have applied instead of 
$3.25 per 100 lbs., assessed via the Chicago Gateway. 

It is our contention that the forwarding company had no 
right to forward shipment unless they first investigated to find 
the shippers’ wishes as the Commission has ruled repeatedly 
that lowest possible combination should be protected. The for- 
warding company claims that they called our (at that time 
shipping clerk) who stated shipment was to go by Chicago re- 
gardless of rates. 

It is our opinion that the Commission has ruled that when 
such action is desired it is incumbent upon the carrier to have 
the bill of lading endorsed to that effect. 

We would therefore appreciate your opinion on the above 
and reference to any rulings that you may be in position to 
quote. 

Answer: While in the second of our answers to which you 
refer, namely our answer to “Massachusetts” on page 898 of the 
October 16, 1926, Traffic World, under the caption “Forwarding 
Agents—Status of” we cited several cases in which it has been 
held that a forwarding agent, who receives goods for transporta- 
tion, issues bills of lading, makes contracts in his own name 
with the railroad company for carriage, is, as to a person with 
whom he contracts for the delivery of goods, a common carrier 
and liable as such, the charges of a forwarding company, as 
we stated in our answer to “Maryland” on page 1516 of the 
December 25, 1926, Traffic World, under the above caption, are 
not filed with the Commission, and are not required to be filed, 
-unless the forWarding company falls within the category of a 
common carrier subject to the jurisdiction of the Interstate 
Commerce Commission, as in the case of express companies. 


Therefore, as we stated in the last referred to answer, it 
is our opinion that the liability of the forwarding company must 
depend upon the terms of the contract entered into with respect 
to the handling of the shipment in question, and that unless the 
terms of this contract so specified, any refund to which you may 
be entitled need not necessarily be measured by the rate on file 
with the Interstate Commerce Commission and applicable via the 
direct route from point of origin to destination. 


It seems apparent that, under the decisions of the courts 
referred to in our answer to “Massachusetts” on page 898 of the 
October 16, 1926, Traffic World, under the caption “Forwarding 
Agents—Status of,” a forwarding agent, so far as its relation 
with the shipper is concerned, may be a common carrier, but 
that insofar as the provisions of the Interstate Commerce Act 
and the jurisdiction of the Interstate Commerce Commission 
are concerned, a forwarding company may not be a common 
carrier, that is, in the sense that an express company is a com- 
mon carrier. 


State Versus Interstate Traffic 


Louisiana.—Question: With reference to your answer to 
“New York” under the above caption, page 1516, of the December 
25th Traffic World, we note you refer to the opinion of the Com- 
mission in the Goldsboro Chamber of Commerce vs. A. C. L, 
91 I. C. C. 315, as authority for application of interstate rates 
on import shipments moving direct from ship side. 

The decision referred to is based on nitrate of soda, and as 
we understand it applied on all shipments moving direct from 
ship side regardless of change of ownership at point of entry. 
However, we have before us a decision rendered by the District 
Court of the United States for the Eastern District of North 
Carolina in Equity No. 611, S. A. L. and A. C. L. Railroad com- 
plainants, vs. William T. Lee, et al, in which it appears that 
the courts held a different view. 

I will appreciate your opinion as to whether or not the last 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 5 


named decision would have the effect of nullifying the decision 
in the Goldsboro case. 

Answer: Insofar as the conclusions of the Commission, as 
expressed on page 321 of its opinion in Goldsboro Chamber of 
Commerce vs. A. C. L., 91 I. C. C. 315, that shipments from 
ship side at Wilmington, N. C., to North Carolina destination 
were import traffic and subject to its jurisdiction, it seems ap- 
parent that the decision in Seaboard Air Line Railway Co. vs. 
Lee, 14 Fed. (2d) 439, the decision of the District Court to which 
you refer, is in conflict with the opinion of the Commission in 
oa Chamber of Commerce vs. A. C. L. R. Co., 91 I. C. 

As we read the decision of the court in Seaboard Air Line 
vs. Lee, the decision of the court is based upon the premise that 
the dealer at the interior point must receive that portion of a 
cargo which was set aside and intended for him at the time the 
cargo was delivered to the ship at the port in Chile for trans- 
portation to the port in the United States. 

The effect of the decision of the court in the Lee case is to 
set aside the findings of the Commission in the Goldsboro case 
insofar as this class of traffic is concerned. 


Damages—Special—Delay to Goods Shipped Under Contract of 
Sale 


Georgia.—Question: A shipper buys, say, from a mill in 
Columbus, Georgia, consignment of cottonseed meal at $37.00 
per ton, based upon delivery of same in Atlanta, Georgia, not 
later than August 31st, 1925. 

The car was placed by the Central of Georgia Railway, at 
Columbus, Ga., the mill’s plant on August 26th, pulled on August 
27th, 1925, and according to their schedule should have arrived 
in Atlanta not later than August 31st, August 30th being Sunday, 
and in reality, according to our figuring on August 29th, the 
consignee having the goods sold under contract at $42.00 per 
ton, based upon August delivery, this being about $3.00 above 
the actual market price quoted in current market reports. 

The carriers placed the shipment for unloading on September 
3rd and it was necessary to sell same for $37.00 per ton, or, an 
actual loss based on their contract of $5.00 per ton, plus freight. 

It is our contention that the carriers are liable, since they 
admit of negligent delay, for the difference between what this 
— had the goods sold for and what they actually secured for 

em. 

We would like for you to advise us on this point, giving 
us citations, if you can, to these cases in point. 


Answer: A carrier who unreasonably delays the transpor- 
tation of goods shipped under a contract of sale is not liable 
for any special damages occasioned by the loss of the sale, as 
for instance, any profits the shipper would have made by delivery 
of the goods at destination according to the contract of sale, 
unless at or before the day of the shipment the carrier was 
notified of the existence of the contract and that the goods 
were being shipped in accordance therewith. The general rule 
is that, under the circumstances noted, the measure of damages 
is the difference between the market value of the goods at the 
time they ought to have been delivered and their market value 
at the time they were actually delivered, with such other and 
incidental damages as proximately flow from the delay. To 
this is to be added interest and the unpaid cost of transportation 
deducted. See East Tennessee etc. R. Co. vs. Johnson (Ga.), 
11 S. E. 809; Columbus, etc. R. Co. vs. Flournoy, 75 Ga 745; 
Mitsubishi Shoji Kaiska vs. Davis, 291 Fed. 882; Stavan Geren 
vs. S. S. Co., 250 Fed. 67; Wood & Co., vs. C., M. & St. P., 151 
N. E 229 

Rates—Reasonableness of—Rates in Opposite Directions 


Massachusetts.—Question: Will you kindly give us the 
benefit of your knowledge on the following proposition: 

There are commodity rates moving from A to B, between 
which points commodity in question moves quite extensively. 
There is, however, some substantial movement in the opposite 
direction, on which no commodity rates are in effect. 


Will you kindly advise any Commission’s decisions where 
the Commission has ordered a rate reduced and reparation made, 
using as a basis commodity rates in the opposite direction. We 
have seen reference in times past where opposite direction rates 
have been referred to in decisions, but we cannot at the moment 
locate any, nor do we recollect to what extent the Commission 
used that as the basis for their decision. 


Answer: See, with respect to this question the Commis- 
sion’s report in Mayo Milling Co. vs. C. & O., 49 I. C. C. 25, on 
page 26 of which the Commission said: 


The fact that the rate in one direction is in excess of the rate 
between the same points in the opposite direction does not demon- 
strate the unreasonableness of the higher rate, especially when it is 
a class rate and the movement of the particular traffic is not of 
sufficient volume to warrant the establishment of a commodity rate. 
Parlin & Orendorff Co. vs. S. P. Co., 42 I. C. C. 29. 


See, also, Hyman Michaels Co. vs. Director General, 80 I. 
Cc. C. 703, on page 705 of which case the Commission said: 


Though the maintenance of a higher rate than that which applied 
for a movement between the same points in the opposite direction 
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HARTMAN'S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 





LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
EASY TO READ AND ALWAYS UP TO DATE 





41 Park Row, New York 


YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


> With Care, Speed 
~ and Courtesy 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued om all Dg Pacific 
Coast Ports, Hawaii and the Far meee 
For rates, dates of sailing and other information apply 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Groen 7394 
a ee 


And at our Branch Offices at ports of call, etc. 


W. J. HARTMAN, Publisher 


732 Federal St., Chicago 


1,500,000 SQUARE FEET 


Modern Fireproof ie . Pesce im in aoe Angeles and at the Port 


Free and U. s ps homes Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution—Cartage 
Space Leased for Private Warehouse, Office ons Displa 
Desk Space with Desk and Office Service Re nted. ° 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your ie by requesting the rates for our specialized service. 
Union Terminal Warehouse Corporation 


Shattuck & Nimmo Warehouse Company 
UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From From 


Mobile New Orleans 
Feb. 5th 
Feb. 19th 
Mar. 5th 


COASTWISE GULF SERVICE 


From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 


Sailings every 10 da; every 10 days 


TRANSMARINE_LINES 


Port Newark Terminal 5 In St., “Now ¥ York City 
4300 Telephone 
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ordinarily requires explanation, the higher rate can not be condemned 
solely on that circumstance. 


However, see Bulkley, Dunton & Co. vs. P. R. R., 102 I. C. C. 
347; Penn Grains & Feed Co. vs. Reading Co., 102 I. C. C. 100; 
Lone Star Gas Co. vs. C. C. C. & St. L. Ry. Co., 101 I. C. C. 4653 
Duluth Chamber of Commerce vs. C. St. P. M. & O. Ry. Co., 
98 I. C. C. 352, and Galloway Lithographing Co. vs. So. Pac. Co., 
95 I. C. C. 11, in which cases the Commission evidently con- 
sidered rates in the opposite directions as of some controlling 
influence in its determination of what was a reasonable rate be- 
tween given points. 

Liability of Carrier for Loss of Shipment Where Conflict Exists 
Between Marks on Package and Address on Bill of Lading 

Maryland.—Question: Will you kindly advise whether or 
not there is any decision which has been made covering the 
following instance: 

On a shipment of a perishable nature, forwarded via the 
American Railway Express Co., intended for a point in the 
State of Maryland, shipment so described on the express receipt 
which was signed without exception, it appears that the ship- 
ment was actually marked on the cases to point in Pennsyl- 
vania, bearing the same name as point to which shipment was 
intended, the consignee operating at both points. The Pennsyl- 
vania representative refused the shipment and express agent 
sold the goods, returning the salvage money to the consignor. 
The claim was filed to cover difference between the salvage and 
actual cost of the goods. Claim was declined on the strength 
of argument by express company that it is incumbent upon them 
to handle shipments according to marks, and that any loss that 
occurs due to marks not corresponding with shipping receipt 
cannot be charged to negligence on their part. 

Answer: So far as the question of the liability of a carrier 
for misdelivery, where there is a conflict between the bill of 
lading and the marks on the package, is concerned, it seems 
apparent from the decisions in American Railway Express Co. 
vs. Ewing, Thomas Converting Co., 292 Fed. 335; Union Pacific 
R. R. Co. vs. Burke, 255 U. S. 317; N. Y. C. & H. R. R. R. Co. 
vs. Samuel Goldberg, 250 U. S. 85; New York Central vs. Lazarus, 
278 Fed. 900; Guillaine vs. General Trans-Atlantic Co., 3 N. E. 
489, that as the bill of lading constitutes the contract between 
the parties, the provisions thereof govern in determining the 
duty of the carrier in making delivery of such a shipment. 

Furthermore, this is the holding in the case of Wall vs. 
American Railway Express Co., 272 S. W. 76. See, also, Waltham 
Mfg. Co. vs. N. Y. & T. S. S. Co., 90 N. E. 550 (204 Mass. 253). 
Damages—Recovery of—Where Resulting From Carrier’s Ac- 

ceptance of Shipment to Point Against Which Embargo 

Existed at Time of Receipt of Shipment by Carrier 

Indiana.—Question: In your issue of April 21, 1923, page 
902, under the heading “Disregard of Embargo,” also under head- 
ing of “Damages,” on page 1520 of The Traffic World of June 
23, 1923, the two citations in question pertain to the liability 
of the carriers in executing a bill of lading in the face of an 
embargo, etc. I further note, in the latter case, that you men- 
tion that likewise damages of any other nature caused by the 
failure of the carrier to complete its contract of shipment, doubt- 
less might be recovered. 

The question I have in mind is one where the consignee’s 
plant was embargoed by the terminal switching line and the 
line-haul carrier’s agent signed an order bill of lading which 
was drawn on sight in the face of the embargo. Car was trans- 
ported to the Chicago district and the terminal carriers, of 
course, refused to accept delivery. In the meantime, there was 
a decline in market on the material shipped... Claim was filed 
with originating carrier and collected, and now the carriers 
claim that same was paid in error, exempting themselves from 
delay in transit or liability account of the embargo against the 
consignee’s plant, which was no fault of theirs, claiming that 
there was no failure on their part to complete its contract of 
shipment, etc. 

Claim is now more than four years old. The bill of lading 
was surrendered to the delivering carrier immediately upon its 
arrival at the bank. For your information, in some manner this 
particular car was delivered in our plant several weeks later, 
irrespective of the fact that the embargo was still on. Any 
information that you may have to offer whereby it will be pos- 
sible to clarify this matter will be appreciated, including cita- 
tions, etc. 

Answer: With respect to this question, see the decision in 
Meany & Laisselin, Inc., vs. Erie R. Co., 173 N. Y. S. 96. In 
this case it was held that where a carrier, because of conges- 
tion, placed an embargo on shipments of onions, it was liable 
for late delivery on a shipment of onions received for trans- 
portation during the embargo. 

In this case the court said: 


Phe defendant received perishable goods without notifying 
the shipper that these goods were received subject to delay, and 
its reception was therefore in itself an assurance to the plaintiff 
that it should at once and without delay be sent to its destination. 
Tierney vs. N. Y. C. & H. R., 76 N. Y. 306. 

The undisputed evidence shows that the shipment of one car- 
load in question was made after the embargo was placed upon 
the shipment of onions, and in my opinion, as a matter of law, 
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the defendant was negligent in receiving this shipment, and is 
liable for the damages consequent upon the delay. 


See, also, Burns Grain Co. vs. Erie R. Co., 172 N. Y. S. 740; 
Thero vs. Mo. Pac., 129 S.. W. 266, and Conover vs. Wabash 
Ry. Co., 208 Ill. App. 105. 

Tariff Interpretation—Publication of Rates Under Rule 77 

In connection with our answer to “Massachusetts” on page 
34 of the January 1, 1927, Traffic World, see the Commission’s 
opinion in Docket 17603, Lawrence Construction Co. vs. Louis- 
ville & Nashville Ry. Co. (mimeographed), decided December 
29, 1926, in which the Commission -held that the defendant’s 
contention that a tariff reference to rule 77 of Tariff Circular 
18-A was inapplicable because Milton (the intermediate point) 
is not directly intermediate to Pensacola (the more distant 
point) over defendant’s exclusively used route through Flomaton, 
Ala., but is beyond Pensacola over that route, could not be sus- 
tained, in the absence of any tariff restriction as to routing from 
Milton to Pensacola. 


Delivery—What Constitutes 

Missouri.—Question: We are an industry with a private 
siding and a track assigned to us for our private use by the 
switch line performing our switching service. On several occa- 
sions cars have been placed on our track which were not ac- 
cessible either for loading or unloading. We can handle at our 
dock only six cars, but as many as nine cars have been placed 
on our track away from our dock, three of which we could not 
handle. 

The point which we want to determine is whether cars 
placed on our track, but not spotted at our dock, are actually 
delivered to us, and who, in your opinion, would be responsible 
for any loss which might occur to cars so placed. 

As we interpret American Railway Association Tariff 4-F, 
actual placement is made only when a car is spotted and in 
accessible position for loading or unloading, and whereas the 
placing of cars on our tracks would constitute notification to us, 
we contend that, until the cars are spotted at our dock, it is 
up to the carrier to protect them. The switch line takes an 
opposite view, stating that the mere placing of cars on our 
tracks, whether or not they are in an accessible position to 
handle, constitutes delivery to us. 

Answer: With respect to this question, see the decisions 
in the following cases: Arkansas Midland R. Co. vs. Premier 
Cotton Mills, 158 S. W. 148; Brooks Mfg. Co. vs. Sou. Ry. Co., 
68 S. E. 243; Dunlap Lumber Co. vs. N. C. & St. L., 165 S. W. 224; 
Yount vs. Wabash R. Co., 119 S. W. 1; Beaumont vs. P. & R. 
Ry. Co., 38 Pa. Super. Ct. 224; N. Y. C. & H. R. R. R. Co. vs. 
General Electric Co., 114 N. E. 115, and C. & O. Ry. Co. vs. 
Westinghouse Co., 270 U. S. 260. 

In the case first referred to it was held that carload ship- 
ments of cotton which had not been spotted on private spur 
track, as was the customary manner of delivering shipments 
to the consignee, were not delivered prior to its destruction by 
fire, although the consignee had taken from the car cotton needed 
for its immediate use and had paid the freight and receipted 
for the cotton. 

In the second case it was held that a carrier handling its 
cars onto the private track of the consignee for unloading must 
place the car in such a position that it may be accessible for 
unloading. * 

With respect to the obligation of a carrier to spot cars, the 
Supreme Court of the United States in C. & O. Ry. Co. vs. West- 
inghouse Co., 270 U. S. 260, said: 


The service of spotting cars was included in the line-haul 
charge under both interstate and state tariffs. The railway con- 
tends that under the tariffs no obligation rested upon the carrier 
either to furnish spotting service solely for the convenience of 
a shipper or to furnish him special facilities to met abnormal and 
unprecedented conditions; that the contract was, therefore, not 
without conditions; that the contract was, therefore, not without 
consideration; and that, being for rental of equipment, it was not 
for a common carrier service and, henee, a contract therefore 
was legal under the interstate commerce act, although no tariff 
provided for the charges. The service by special engine and crew 
contracted for and given was not spotting solely for the con- 
venience of the shipper. It was the spotting service covered by 
the tariff. Compare Car Spotting Charges, 34 I. C. C. 609; Downey 
oe Oe Corp. vs. Staten Island Rapid Transit Ry. Co., 60 


It seems apparent from the above that a delivery has not 
been made on the consignee’s sidetrack until the car has been 
spotted. 


Notice of Claim—Carrier by Water 
lowa.—Question: The bill of lading form of the X Transit 
Company has the following clause on the back thereof: 


The shipowner shall not be liable for any claims whatsoever, 
unless written notice thereof shall be given to the shipowner 
before the removal of the goods from the wharf, even though 
such removal be by customs authorities, or within three days 
after the vessel shall have finished discharging, if the goods shall 
not have been removed sooner. Suit to recover for loss or damage 
shall not in any event be maintained against the shipowner un- 
less instituted within two months after the giving of written 
notice as above provided. No agent nor employe shall have au- 
thority to waive any of the provisions or requirements of this 
bill of lading. Any action by the shipowner or its agents or 
attorneys in considering or dealing with claims where the pro- 
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visions or requirements of this bill of lading have not been com- 
plied with, shall not be considered a waiver of such requirements, 
and they shall not be considered as waived except by an express 
waiver. 


We have filed with the X Transit Company a claim cover- 
ing loss to a shipment destined Miami, Fla., from which there 
there was a shortage of a number of articles. Shipment was 
delivered November 5, 1925. Claim was filed April 17, 1926. 

In view of the fact that the X Transit Company operates 
in connection with the rail carriers, are they not amenable to 
the provisions of the interstate commerce act, and, if so, have 
they a right to limit their ability as provided in section 13, of 
their bill of lading? 

Our claim has been declined on the ground that it was not 
filed within the specified time. Your opinion in this case will 
be appreciated. 

Answer: With respect to this question, see Victor Produce 


Co. vs. Western Transit Co., 160 N. W. 248; Tapestry Mills vs. - 


New England S. S. Co., 146 N. E. 177; Florida Cotton Oil Co. 
vs. Clyde S. S. Co., 125 N. E. 855; South & Central American 
Commercial Co. vs. Panama R. R. Co., 142 N. E. 666, and A. C. L. 
Hasse & Sons Fish Co. vs. Merchants Despatch Trans. Co., 122 
S. W. 362. 

In the case first referred to the court in the syllabus by the 
court said: 


Plaintiff shipped a carload of freight from Mankato to Duluth 
over the Omaha Railway, which delivered it to plaintiff at the 
latter place. Plaintiff (Products Co.) then delivered it to defend- 
ant (Western Transit Co.) for transportation from Duluth to Hart- 
ford, Conn., and defendant issued a through bill of lading there- 
for. It was damaged after defendant had delivered it to a con- 
necting carrier. The Omaha company did not undertake to cause 
the shipment to be carried beyond Duluth and did not know that 
it was to be carried beyond that point. Held, that defendant was 
the initial carrier within the purview of the Carmack amendment 
(act Cong. June 29, 1906, c. 3591, sec. 7, pars, 11, 12, 340 Stat. 595; 
U. S. Comp. St., 1913, sec. 8592). 


In paragraph 1-A of section 1 of the interstate commerce 
act it is provided that the provisions of the act apply to the 
transportation of passengers or property partly by railroad and 
partly by water when both are used under a common control, 
management, or arrangement for a continuous carriage or ship- 
ment. As to what constitutes a common arrangement for a 
continuous carriage or shipment, see Levy vs. Old Dominion 
S. S. Co., 154 N. Y. S. 227, and Mutual Transit Co. vs. United 
States, 178 Fed. 664. 


In the Levy case it was held that: 


Under interstate commerce act Feb. 4, 1887, c. 104, sec. 1, 
24 Stat. 379 as amended by act June 18, 1910, c. 309, 36 Stat. 544 
(U. S. Comp. St. 1913, sec. 8563), providing that the act shall apply 
to any common carrier engaged in the transportation of passen- 
gers or property wholly by railroad, or partly by railroad and 
partly by water, when both are used under a common contract, 
management, or arrangement in interstate or foreign commerce, 
section 20 of the act, as amended by Act June 29, 1906, c. 3591, 
sec. 7, 34 Stat. 593 (U. S. Comp. St. 1913, sec. 8592), imposing on 
the initial carrier liability for damages to a shipment on the 
line of any carrier does not apply to a shipment by water and 
rail, where the steamship company by its bill of lading agreed 
to deliver to destination if on its line, otherwise to deliver to 
another carrier, and there was no evidence of any common ar- 
rangement between the steamship company and the railroad com- 
pany, or even that there was a joint through rate. 


Sufficient facts are not given in your letter for the deter- 
mination of whether or not there was an arrangement for a 
continuous carriage or shipment of the freight in question, but 
if so, the provisions of the Cummins amendment, namely, sec- 
tion 20 of the interstate commerce act, are applicable thereto, 
and under the provisions of paragraph 11 thereof the time 
within which a claim must be filed with the carrier could not 
be less than four months, in accordance with the following 
provision: 


Provided further, That it shall be unlawful for any such com- 
mon carrier to provide by rule, contract, regulation, or otherwise 
a shorter period for giving notice of claims than ninety days, for 
the filing of claims than four months, and for the institution of 
suits than two years, such period for institution of suits to be 
computed from the day when notice in writing is given by the 
carrier to the claimant that the carrier has disallowed the claim 
or any part or parts thereof, specified in the notice. 


We assume that a bill of lading was issued to cover the 
movement in question, in which event the provisions of the bill 
of lading, subject to the limitations of paragraph 11 of section 
20 of the act, as quoted above, govern the time within which 
a claim must be filed, assuming, of course, that there was an 
arrangement for continuous carriage or shipment. If the bill 
of lading contained no applicable provision, it being our opinion 
that the clause quoted in your letter, namely, section 13 of the 
steamship company’s bill of lading, is not applicable to a through 
movement, in view of the phrase therein reading, “Unless writ- 
ten notice thereof shall be given to the shipowner before the 
removal of the goods from the wharf,” what constitutes a rea- 
sonable time is a question for a court to decide. See South & 
Central American Commercial Co. vs. Panama Railroad Co., 142 
S. E. 666, which holds that courts of law, when determining the 
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measure of diligence that may be fairly exacted in the prose 
tion of a claim, will resort to the standards and analogies a 
cognate statutes to inform and regulate their judgment. 


Assuming that no through bill of lading was issued, but th 
the shipment moved under an arrangement for a Continuo 
carriage or shipment, the provisions of the uniform bill of ladiy 
would, in our opinion, govern the time within which a claj 
or notice thereof should be filed with the carrier. See Weste 
Maryland Ry, Co. vs. Cross (W. Va.), 123 S. E. 572, and Lazar 
vs. N. Y. C., 271 Fed. 93, reversed on other grounds, in 278 Fe 
900. 



















Delivery—Surrender of Straight Bill of Lading 

Massachusetts.—Question: On a straight non-negotiable }; 
of lading is there any provision in the bills of lading act whig 
gives the common carrier a right to demand that consign 
present his bill of lading to the carrier before he can obtaj 
his goods specified in the bill of lading in a case where the ca 
rier is delivering the, goods to the party lawfully entitled to th 
goods, and also where the carrier has no doubts about the pari 
to whom he is delivering the goods as being the party lawful 
entitled to same? 

Answer: The fact that the carrier may waive its right t 
require the surrender of a straight bill of lading as a conditi 
precedent to the delivery of a shipment does not necessarily 
mean that the consignee may demand delivery of a shipment 
without surrender of the bill of lading, unless required to do w 
by a statutory provision, i. e., the provisions of the federal bil 
of lading act. 

For instance, a carrier may waive its right to require th 
prepayment of freight charges, but, on the other hand, my 
refuse to accept freight for shipment unless its charges ar 
prepaid. 

Whether or not the bill of lading act requires the surrende 
of the bill of lading on such a shipment as that described in you 
letter is, we believe, to be determined from the provisions of 
section 8 of the bill of lading act, set foth below: 





















That a carrier, in the absence of some lawful excuse, js 
bound to deliver goods upon a demand made either by the con- 
signee named in the bill for the goods or, if the bill is an orde 
bill, by the holder thereof, if such a demand is accompanied by-— 

(a) An offer in good faith to satisfy the carrier’s lawful lie 
upon the goods; 

__(b) Possession of the bill of lading and an offer in gooi 
faith to surrender, properly indorsed, the bill which was issued 
for the goods, if the bill is an order bill; and 

(c) A readiness and willingness to sign, when the goods ar 
delivered, an acknowledgment that they have been delivered, if 
such signature is requested by the carrier. 

In case the carrier refuses or fails to deliver the goods, in 
compliance with a demand by the consignee or holder so accon- 
panied, the burden shall be upon the carrier to establish the 
existence of a lawful excuse for such refusal or failure. 


In the following cases statements are made with respec 
to the delivery of a shipment moving on a straight bill of lading 
without the surrender of the bill of lading, but only in the case 
first referred to does the statement relate to the right of the 
carrier, under the bill of lading act, to refuse to make delivery 
except upon presentation of the bill of lading. The cases t0 
which we have references are: Interstate Window Glass Co. 
vs. N. Y. N. H. & H. R. R. R. Co., 133 Atl. 102; Dixon vs. So. 
Pac. Co.,. 177 Pac. 14; Pa. R. Co. vs. Titus, 142 N.Y. S. M4; 
Ensign vs. Ill. Cent. R. Co., 180 Ill. App. 382; Wall vs. Americal 
Ry. Express Co., 272 S. W. 76. 

In Interstate Window Glass Co. vs. N. Y. N. H. & H,, the 
court said: 


The act does not require the carrier to secure the surrendel 
of the bill of lading before delivery of the shipment, but it gives 
it the privilege of refusing to make delivery except upon its 
production and surrender. 


While it is clear that under the provisions of section 8 o 
the bill of lading act quoted above, the surrender of an ordet 
bill of lading is a condition precedent to obtaining delivery of 
the goods, it does not seem to us that, under the wording of this 
section, the surrender of the bill of lading is a condition prec 
dent to obtaining delivery of goods moving on a straight bill o 
lading.” 





Conversion—Liability of Carrier 
Ohio.—Question: Regarding the answer under the headiné 
of ‘Storage Charges—Conversion of Shipment by Carrier,” 
“OHIO,” on page 594 of The Traffic World of September 11, 1926, 
the delivering carrier in this matter refuses to make paymell 
of this claim based on the following statement in their lette! 
of August 30: j 





This is to advise that our position in the matter will be. that 
our agent at destination used ordinary diligence in ascertaining 
the consignee’s identity and delivered the shipment to the only 
man of the same surname in his city, engaged in some busines 
that would warrant the receipt of a shipment of this character 
and quantity. 


Also statement made in their letter of December 23, # 
follows: 





I thought I made it quite clear in prior correspondence with 
relation to whether delivery had been made to C. I. Plumb. 
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advised you that he was unknown at Goodland. We certainly did 
not make delivery to C. I. Plumb, or to his authorized agent, 
because there was no C. I. Plumb to deliver to. 


All the time we have admitted that there was no C. I. Plumb, 
although we do hold a written order, sent to us through the 
United States mails; we made inquiry, through our usual credit 
sources, for information concerning this matter and party, and 
were advised that he was considered “good,” although the parties 
giving us this inforamtion have advised us since that the party 
in mind at that time was C. A. Plumb of the Plumb Motor Com- 
pany. 

However, we believe that the fact that C. I. Plumb was a 
non-existent person does not enter into the settlement of this 
claim, due to the fact that the railroad company made no effort 
to ascertain whether he was an existent, but simply made de- 
livery to the authorized drayman of C. A. Plumb immediately 
upon arrival of shipment. 

It is our understanding that it is the duty of the railroad 
company to deliver all shipments to the proper person, and that 
this duty is absolute; also no question of care arises, for in such 
the carrier acts at his peril and is liable regardless of negligence. 

Later the railroad company recovered this shipment and 
notified us that it was on hand ynclaimed, asking disposition. 

It is our contention that, because of the railroad company’s 
wrongful handling of this shipment, at the time of wrongful 
delivery, converted the shipment, it is up to us, as owners of 
the shipment (or shipper) to elect whether we will accept the 
return of shipment in mitigation of damages. 

Under the circumstances existing, due to the fact that 
freight and storage charges on the shipment would amount to 
more than the value of the shipment itself, there would be no 
mitigation of damages were we to accept the return of the 
shipment. 

Can you give us any further information regarding this mat- 
ter, advising whether our stand in the matter is correct? We 
have based our stand upon absolute conversion at time of de- 
livery to C. A. Plumb, and from court cases decided, which we 
interpret to mean that we have the privilege of electing whether 
we will accept the return of the shipment after it has been re- 
possessed by the party at fault. 

Of course, the railroad company takes the stand because 
of the non-existent party, and the fact that we had not given 
disposition, that we are not entitled to payment. 

Answer: While there is a conflict of opinion as to the lia- 
bility of a carrier for delivery of a shipment to a party who has 
ordered the shipment under a fictitious name, in the event that 
the carrier delivers the goods to that party (see Kimbrough vs. 
American Railway Express Co., 270 S. W. 518; Fox River Butter 
Co. vs. Lightning Motor Line, Inc., 210 N. Y. S. 172; Sword vs. 
Young, 14 S. W. 481; Price vs. Oswego R. Co., 10 Amer. Rep. 
475), there is no conflict of opinion as to the duty of the carrier 
to deliver the shipment to the party named in the bill of lading. 

In our answer, to which you refer, we cited a number of 
cases holding the carrier liable for delivery of goods to a party 
other than that designated in the bill of lading. See also Gar- 
den City Fan Co. vs. P. C. C. & St. L., 220 Ill. App. 126; Myers 
vs. Amer. Ry. Express Co., 137 N. E. 654; Equitable Power Mfg. 
Co. vs. St. L. & S. F., 188 S. W. 964. 

In the case first referred to, it was held that the absolute 
duty of delivery by a carrier to the proper person is such that 
it acts at its peril, and is liable for delivery to the wrong person, 
regardless of negligence or mistake 

Under the facts, as recited by you, it seems clear that there 
was a conversion of the shipment by the carrier in the delivery 
of the same to C. A. Plumb, the consignee being designated in 
the bill of lading as C. I. Plumb. 

In view of the conversion of the shipment by the carrier, it 
seems very doubtful whether there could be an accrual of stor- 
age charges for which the shipper is liable, and it seems certain 
that no court would require a shipper to accept the return of 
such a shipment in mitigation of damages subject to any storage 
charges for which the shipper is not responsible. See G. F. & A. 
Ry. Co. vs. Blish Milling Co., 82 S. E. 784. 

Damages—Delay Due to Carrier’s Acceptance of Diversion In- 
structions for Movement to Embargoed Point 

Michigan.—Question: A shipment of grapes is billed from 
California to Detroit, Mich., and after arrival at Detroit is di- 
verted to Youngstown, O. This new destination is embargoed 
against all shipments of grapes, except by permit. Both con- 
signee and railroad agent at Detroit overlook the embargo and 
shipment is forwarded, being later held up by connecting line 
at interchange point, Toledo, O. Permit is secured two days 
later and car is then forwarded. Carrier’s reconsigning tariff 
carries provision “diversion orders will not be accepted to point 
against which an embargo is in force.” Is the carrier respon- 
sible for delay account their acceptance of this diversion order? 

Another shipment in the same category is forwarded from 
interchange point via another line on which there is no embargo, 
contrary to shipper’s order (routing), but avoiding delay. Is 
carrier responsible for loss in misrouting? 

Answer: In Empire Lumber Co. vs. Director-General, 88 
I. C. C. 424, the Commission holds that in accepting diversion 
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instructions for the movement of a shipment to a point against 
which an embargo existed at the time the diversion instructions 
were given and accepted by the carrier, the carrier had mis- 
routed the shipment. In this case the Commission, on page 
425, said: 


» 


Conference Ruling 474 (c) provides that if a carrier accepts a 
bill of lading containing provisions which are conflicting or im- 
possible of execution it is liable for all damage directly flowing 
from that act. In Gibson lruit Co. vs. C. & N. W. Ry. Co., 21 
I. C. C. 644, we found the provisions of that ruling applicable in 
connection with reconsigning orders. In Graham County Lumber 
Co. vs. S. Ry. Co., 50 I. C. C. 231, we found the initial carrier liable 
for misrouting in accepting a shipment routed over an embargoed 
route without first calling the shipper’s attention to the embargo. 
In the case now before us the Director-General of Railroads erred 
in accepting complainant’s instructions to reconsign the car to 
an embargoed point and is liable for any damage incurred by 
complainant as a proximate result of that error. For convenience 
he, as well as the Director-General of Railroads, as agent, will 
hereinafter be called defendant. 


In Wm. Danzer & Co. vs. G. & S. I., 69 I. C. C. 59, the Com- 
mission held that it had jurisdiction to award damages in the 
nature of those incurred by you where the damages resulted 
from a violation of the interstate commerce act. On page 61 
of its opinion in this case the Commission said: 


The misrouting here was clearly a violation of the interstate 
commerce act, and the complainant having elected to prosecute 
its claim before us, we may award reparation for whatever dam- 
ages resulted as a consequence of such unlawful act. 


The above relates to your first question. 
With respect to your second question, see Conference Ruling 
No. 83, in which the Commission said: 


A carrier accepted a carload shipment for movement to a 
point beyond its line. After delivering the shipment to a con- 
nection at a junction point it was advised that the connecting 
line had been closed by floods. The initial carrier accepted the 
return of the car from that line and ordered it forwarded to 
destination via another route carrying higher rates, taking this 
action without instructions from the shipper: Held, That the 
initial line was responsible to the shipper for the resulting in- 
crease in the transportation charges. (See rulings 146, 147, and 
213a; also Woodward & Dickerson vs. L. & N. R. R. Co., 15 I. C.C. 
173; Weyl-Zuckerman & Co. vs. C. M. Ry. Co., 27 I. C. C. 495; and 
Morse Lumber Co. vs. L. & N. R. R. Co., 33 I. C. C. 572.) 


Applying to the principle of the Commission’s Conference 
Ruling No. 83, above quoted, the findings of the Commission in 
the Danzer case, 69 I. C. C. 59, it seems apparent that the carrier 
is responsible for such damages as resulted from its unlawful 
act in forwarding the shipment via the route which was not 
embargoed without instructions from the shipper. 


Shipper’s Load and Count 


Missouri.—Question: Some time ago we shipped a carload 
to a point in Indiana, shipper’s load and count bill of lading. 
The car was transferred at St. Louis into another car and, on 
arrival at destination, checked short ten items. We filed claim 
for the loss of these items and same has been declined by the 
interested carriers, with information that shipment was delivered 
at destination without any exceptions and consignee did not 
make any complaint of the shortage at the time delivery was 
made. They also state that their connecting line at St. Louis, 
when transferring the car reported that it checked these ten 
items and one other item short under Kansas City seal. Later 
on their traveling claim adjuster made a trip to St. Louis, and 
took the matter up with the connecting line, and now reports 
that there was only one item that checked short, which was 
not one of the ten items for which we filed claim. Our ware- 
house at destination, to whom this shipment was consigned, 
reported to us that these ten items checked short and they also 
made a report to the delivering carrier. They also sent us an 
affidavit regarding this shortage, made by the party unloading 
the shipment, which accompanied our claim. Our shipping clerk 
also made an affidavit as to all of the items being loaded into 
the car and agreed with the items as listed on the bill of lading. 
We believe that we have a legitimate claim, inasmuch as the car 
was transferred en route and that the delivering carrier’s ac- 
count indicates that there was a shortage of one item. 

We would appreciate your opinion and also citation of any 
cases bearing on this subject. ; 

Answer: Where a shipper’s load and count notation 18 
placed on the bill of lading by the carrier, the receipt given by 
the carrier, as evidenced by the issuance of the bill of lading, 
is a qualified one, and it becomes a matter of proof when suit 
is brought by the shipper, as to whether the amount specified 
in the bill of lading was actually loaded, after it has show? 
that a lesser amount was delivered at destination. The fact 
that the loading and counting was done by the shipper, without 
supervision or check by the carrier, necessarily places upon the 
shipper the burden of showing the amount stated in the bill of 
lading was, in fact, loaded into the car. 

How this burden of proof is to be met is a matter to be 
determined by the shipper in a given case, the handling accorded 
the shipment by the carrier being a circumstance to be takeD 
into consideration in weighing the evidence submitted by the 
shipper, which may consist of the testimony of the party who 
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loaded the car, as to the loading and counting of the shipment, 
when it was placed in the car. See the decisions in Lewis 
Poultry Co. vs. N. Y. C. R.’R., 105 Atl. 109, and Palmetto Fer- 
tilizer Co. vs. C. N. & L., 83 S. E. 36. 

The decision in Brewster vs. N. Y. C. & H. R. R. Co., 129 
N. Y. S. 368, indicates the form of proof which a shipper should 
offer in support of his allegation of loss or damage by a casrier. 

With respect to the legal sufficiency of an affidavit, see our 
annswer to “New York,” on page 1684 of the June 19, 1926, 
Traffic World, under the caption, “Proof of Loss and Damage— 
Affidavits.” 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 8-14, inclusive, was 319,481, as compared with 326,837 
cars in the preceding period, while the average daily shortage 
was 39 cars, made up of 24 gondola and 15 hopper cars, accord- 
ing to the car service division of the American Railway Associ- 
ation. The surplus was made up as follows: 


Box, 153,409; ventilated box, 488; auto and furniture, 24,531; total 
box, 178,428; flat, 9,900; gondola, 56,129; hopper, 37,993; total coal, 
94,122; coke, 656; S. D. stock, 20,949: D. D. stock, 3,346; refrigerator, 
10,802; tank, 183; miscellaneous, 1,095; total, 319,481. 


Canadian roads reported a surplus of 21,600 cars, made up 
of 18,300 box, 1,200 flat, 250 gondola, 875 S. D. stock, 700 
refrigerator, and 275 miscellaneous cars. 


“LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
received January 27 by telegraph from 359 of the larger soft- 
wood lumber mills of the country, for the week ended January 
22, showed that lumber buying was in about the same volume 
as a year ago, but production and shipments fell off noticeably. 
As compared with the previous week, however, it is orders that 
have decreased while production and shipments show some 
gains. Employment of 15,000 men is affected by suspension, or 
reduced running time, of West Coast mills. 

Reports from 129 hardwood mills reveal an emphatic ex- 
pansion of current orders, which is paralleled by production, 
with shipments also notably increased, in comparison with the 
preceding week. Compared with a year ago, however, hard- 
wood orders are about the same, production is heavier and 
shipments a little less. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1926 1927 (Revised) 
MMII ats aids scasko piclecvle sores 343 338 345 
REOGMCUION  ooviccccees 192,780,565 203,148,303 188,980,700 
SMIPMMONUB. 0.0.0 0.0050000 194,981,881 211,244,642 183,844,934 
Orders (New Bus.)... 211,999,449 223,616,376 226,450,304 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
three weeks of 1927 with the same period of 1926: 


Production Shipments Orders 
ee ee 546,427,183 531,317,663 600,736,154 
BON S vicdedy nes Reatwaks 558,408,711 593,188,536 648,801,644 


COAL PRODUCTION AND SHIPMENT 

“Production of bituminous coal continues to increase,” said 
the Bureau of Mines of the Department of Commerce in its 
weekly coal report. “The total output for the week ended 
January 15 is estimated at 13,550,000 net tons, a gain of 297,000 
tons, or 2.2 per cent, over the revised estimate for the preceding 
week. Preliminary telegraphic returns of cars loaded on the 
first two days of the week January 17-22 indicate still fur- 
ther gains.” 

Production of anthracite the week ended January 15 was 
estimated at 1,834,000 net tons, an increase of 466,000 tons, or 
34 per cent, over the output in the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 15 totaled 474,859 net tons, of which 
252,676 tons were for New England delivery, and 9,181 tons were 
dumped at Charleston, S. C., for export and bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended January 8 were reported 
as follows: Bituminous, 4,032; anthracite, 1,792. 


RAILROAD REPAIR SHOPS 

The Department of Commerce announces that, according to 
data collected at the biennial census of manufactures taken in 
1926, the repair shops of steam and electric railroad companies 
reported work done in the year 1925 to the aggregate value of 
$1,332,679,000, a decrease of 12.3 per cent as compared with 
$1,520,093,000 for 1923, the last preceding census year. For 
steam-railroad repair shops alone the total was $1,248,867,000, 
a decrease of 12.9 per cent as compared with 1923, and for 
electric-railroad repair shops it was $83,812,000, a decrease of 
3 per cent. 
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Of the 2,363 repair shops reporting for 1925, 231 wer 
located in Pennsylvania, 183 in Ohio, 181 in New York, 178 jp 
Illinois, 123 in Texas, 110 in Indiana, 86 in California, 79 in Iowa, 
73 in Minnesota, 71 in Missouri, 67 in Michigan, 67 in Wisconsin, 
54 in West Virginia, 50 in Washington, 47 in Massachusetts, 
47 in Virginia, 45 in New Jersey, 44 in Kansas, 39 in Georgia 
36 in Montana, 34 in Kentucky, 33 in Colorado, 33 in Louisiana, 
33 in Oklahoma, 30 in Connecticut, 28 in Alabama, 27 jj 
Nebraska, 26 in Maryland, 26 in Tennessee, and 282 were dis. 
tributed throughout the remaining 19 states and the District of 
Columbia. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) a 
of January 1 -was 68.8, according to the semi-monthly bulletin 
of the car service division of the American Railway Association, 
By districts the percentages were as follows: Eastern, 56.9: 
Allegheny, 73.7; Pocahontas, 70.2; Southern, 70.5; Western, 73.4 
By classes of equipment, for the country as a whole, the per. 
centages were as follows: Box, 63.5; refrigerator, 76.6; coal 
and coke, 70.2; stock, 89.5; flat, 78.4; tanks and others, 95. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of January 1, showed 
the following: Eastern district, 98.3 as against 95.4 a year 
ago; Allegheny district, 102.7 as against 99.8 a year ago; Poca 
hontas district, 88.7 as against 81.5 a year ago; Southern dis. 
trict, 98.2 as against 110.5 a year ago; Western district, 975 
as against 96.9 a year ago; all districts, 98.5 as against 98) 
a year ago; Canadian roads, 98.2 as against 93.9 a year ago. 


I. CC. C. LAW AND DECISIONS 

Senator Hawes, of Missouri, a member of the Senate inter. 
state commerce committee, has offered a resolution (S. Res. 334) 
calling on the Commission to make a compilation of the inter. 
state commerce laws with decisions of the courts and of the 
Commission under each part of the laws dealt with in such 
decisions. Mr. Hawes said he believed such a compilation would 
be a valuable aid to members of Congress and others. He said 
he got the idea for such a document from one that was pre 
pared some time ago with reference to the Constitution of the 
United States. The text of the resolution, which was referred 
to the interstate commerce committee, follows: 

Resolved, That the Interstate Commerce Commission is hereby 
requested to prepare a manuscript, in a form suitable to be printed 
as a Senate document, covering the text of the various acts ad- 
ministered by the Interstate Commerce Commission and related Fs 
visions of law, annotated with digest following each section, of all 
pertinent decisions of the courts and the Commission and other 
administrative agencies and with regulations of the Commission, to- 
gether with an index, and to transmit such manuscript to the secre 
tary of the Senate on or before October 1, 1927. Such manuscript, 
when received, is authorized to be printed as a Senate document. 


COAL, ILLINOIS TO MISSOURI 


Hearing in I. & S. 2807, bituminous coal from southem 
Illinois to stations on the St. L. & S. F. in Missouri, was held 
before Examiner Howell at Chicago, January 24. 

The rates under suspension were published by the Big Four 
from mines on their lines in southern Illinois via the N. L. & N. 
to points on the St. L. &-S. F. south of St. Louis - betweel 
Gravois and Ste. Genevieve, Mo. The proposed schedule raised 
the rate of $1.40 to $1.71. 

The protestant, on whose appeal the rates were suspended, 
did not appear at the hearing. 

W. L. Dewey, assistant general freight agent, Big Four, said 
the protestant had withdrawn his objections to the rates 1 
question after the purpose of the road was explained to him 
Mr. Dewey explained that the $1.40 rate was put in by his 
road through a clerical error on January 1, 1926; that the only 
available route to the territory in question was circuitous ani 
it was the company’s intention to go out of that business. He 
said there were $1.40 rates over a number of other routes from 
southern Illinois to that territory. He made numerous ralt 
comparisons to substantiate his contention that, for the mileag 
involved the rate of $1.71 was a reasonable rate. He said the 
minimum distance of the route via the Big Four to the tel 
tory involved was 148 miles and the maximum 202.5, and the 
minimum via the Missouri Pacific was 20.4 miles and the mar 
imum 166.6. Similar comparisons were made with other route 


serving the territory, all showing excessive mileage over the 


Big Four route. in fou 


section violations. 


He said the $1.71 rate resulted 


SERVICE, SPRINGFIELD, MASS., TO CHICAGO 

The Canadian Pacific has inaugurated a through merchal 
dise service from Springfield, Mass., to Chicago, giving fifth 
morning delivery in Chicago. Shipments from the followin’ 
points will be loaded in this car, thereby getting the benefit ° 
the carload service: Amherst, Mass.; Bondsville, Mass.; Bright 
wood, Mass.; Chicopee, Mass.; Chicopee Falls, Mass.; Easthair 
ton, Mass.; Florence, Mass.; Northampton, Mass.; Ware, Mass. 
So. Deerfield, Mass.; New Britain, Conn.; New Haven, Com. 
Westfield, Mass. 
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_ Digest of New Complaints _ 


No. 19076. United Verde Copper Co., Clarksdale, Ariz., vs. Atchison, 
Topeka & Santa Fe and Southern Pacific. 

Unjust and unreasonable rates on ore from Clarksdale, Ariz., 
to Kennet, Calif. Asks for reparation. 

No. 19077. The Philip Carey Manufacturing Co., Lockland, O% vs. 
Baltimore & Ohio et al. 

Charges on asphaltum in tank cars form Wood River, IIll., to 
Lockland, O., as being illegal in violation of the sixth section. 
Ask for reparation. 

No. 19078. William L. Crow Construction Co., New York, N. Y.,' vs. 
Montpelier & Wells River et al. 

Unjust and unreasonable rate on building granite from Barre, 

Vt., to New York, N. Y. Ask for just and reasonable rate and 


reparation. 
No. oa Julian Petroleum Corp., Los Angeles, Calif., vs. Santa Fe 
et al. 


Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on wrought iron pipe from McKeesport, Pa., and South 
Lorain, O., to points in California. Asks for just and reasonable 
rates, and reparation. 

No. wey ~— Shore Material Co. et al., Chicago, Ill., vs. C. M. & 

- FP. et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates, also in violation of the sixth section, on sand from Riton 
Wis., to points in Illinois. Asks for just and reasonable rates and 


reparation. : 
No. = Marquardt Hewitt Corp., New York City, vs. Pennsylvania 
et al. 


Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates and charges on ‘‘government pulp’’ or macerated 
currency from Washington, D. C., to Newton, Lower Falls, Mass., 
South Manchester, Conn., Beaver Falls, N. Y., Troy, . ‘ 
Jersey City, N. J., Boston Mill, O., and Oakmont, Pa. Asks for 
reasonable rates, and reparation. . 

No. ea The H. B. Smith Co., Westfield, Mass., vs. Pennsylvania 
et al. 

Unjust and unreasonable rate on pig iron from Johnstown, Pa., 


to Westfield, Mass. Asks for just and reasonable rates, and 
reparation. 

No. — Simms Oil Co., Dallas, Tex., vs. St. Louis-San Francisco 
et al. 


Unjust and unreasonable rates on iron pipe between points in 
Texas and points in Oklahoma. Asks for just and reasonable 
rates, and reparation. 

No. — Nettleton Lumber Co., Nettleton, Miss., vs. C. R. I. & P. 
et al. 

Unreasonable and illegal rate on lumber from Nettleton, Miss., 
to Des Moines, Iowa. Ask for an order requiring the defendants 
to “protect the Thebes combination,’’ and reparation. 

No. 19085. Elmira Steel Co., Inc., Elmira Heights, N. Y., vs. Lehigh 
Valley et al. 

Rates in violation of first three sections of the act, on rolled 
iron and steel products, from Elmira, N. J., to Jersey City, Ho- 
boken, Newark, Paterson and other contiguous points in New 
Jersey and points in the metropolitan district of New York. Asks 
rates for future. 

No. —o oppmenae Glass Co. et al., Los Angeles, Calif., vs. Santa 

e et al. 

Rates and charges in violation of sections 1 and 6 of the act, on 
silica sand from San _ Pedro, Wilmington, and East San Pedro to 
Los Angeles, Long Beach and Torrance, Calif., said shipments 
having orignated in foreign countries. Asks rates for future and 
reparation. 

No. 19087. William Fraser, Jr., Inc., Memphis, Tenn., vs. B. & O. et al. 

Alleges illegal rates and charges on cottonseed hull shavings by 
reason of change in billing by carriers to cotton linters. Asks for 
reparation. 

No. 19088. The Blanton Co., St. Louis, Mo., vs. A. & V. et al. 

Unjust, unreasonable, unduly preferential rates on cottonseed 
oil from Arkansas and Oklahoma, refined at St. Louis, and for- 
warded to destinations east of the Mississippi and north of the 
Ohio and Potomac Rivers, including the District of Columbia and 
the Dominion of Canada, the preference alleged being in favor of 
Cincinnati, Ivorydale and St. Bernard, O., Louisville, Ky., and 
Jeffersonville, Ind. Asks for just, reasonable, non-preferential 
and non-prejudicial through routes and ‘joint rates via St. Louis 
subject to transit privileges similarly maintained via Cincinnati 
and Louisville. 


No. ws pave Stock Traffic Assn. et al., Ft. Worth, Tex., vs. A. & 

- et al. 

Excessive, unjust and unreasonable rates and charges on cattle, 
calves, sheep and goats, from Texas points of origin set out in 
Johanson’s I. C. C. 1759 to points in Indiana, Ohio, and Kentucky 
(west of the line of the C. N. O. & T. P. from Cincinnati, O., 
to Stearns, Ky.), and intermediate points, such shipments being 
of the type known in the majority of instances as stocker and 
feeder animals. Asks for just and reasonable rates on cattle, 
sheep and goats, in single and double deck cars, and rates not 
in excess of 75 per cent of those applicable on fat cattle to be 
used on shipments of stocker and feeder animals. 

No. yg Northern Casket Co., Fond du Lac, Wis., vs. Ann Arbor 
et al. 

Unjust, unreasonable and unduly preferential or prejudicial 
rate from Middletown, O., to Fond du Lac, Wis., on galvanized 
sheet iron via the car ferry routes across Lake Michigan. Asks 
for just and reasonable rate, and reparation. 

No. 19091. Tulsa Rig, Reel & Manufacturing Co., Tulsa, Okla., vs. 
Santa Fe et al. 

Excessive, unjust and unreasonable rate and charges on lum- 
ber from Apperson, Okla., to Skiatook, Okla., via an interstate 
route. Asks for authorization of waiver of undercharge by way 
of reparation. 

No. 19092. Stoll Oil Refining Co., Louisville, Ky., vs. L. & N: et al. 

Unduly prejudicial rates on crude petroleum to complainant at 
Louisville in comparison with refiners at Toledo, O., by reason of 
transit arrangements for refining of crude petroleum at Toledo 
and the transportation thence of refined products to various 
destinations. Asks that the rates at Louisville be lowered or 
the rates by way of Toledo raised so as to bring the two cities 
on an equal basis on petroleum rates. 

No. 19093, A. L. Randall Co., Chicago, Ill, vs. American Railway 
Express Co. et al. 

Unjust and unreasonable classification and rates on cut flowers, 

in carloads, from points in Mississippi and other states to Chi- 
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cago, by reason of the rating being the same on carloads and less 
than carloads. Asks for just and reasonable rates. 
No. 19094. Peerless Explosives Co., Wilkes-Barre, Pa., vs Central of 
New Jersey. ti, = A 
Unreasonable, unjustly discriminatory and unduly prejudicial 
rate on nitrate of soda imported through New York Harbor to 
White Haven, Pa. Asks for just, reasonable, non-discriminatory 
and non-prejudicial rate, and reparation. 
No. 19095. Globe Grain & Milling Co., Los Angeles, Calif., vs. Chicago 
& North Western et al. 
Unlawful, unreasonable and excessive rates and charges on 
oats in bulk from Waco, Tex., to Los Angeles. Asks for repara- 
Tennessee Extract Corporation, 


tion. 
No. 19096. Nashville, 
Louisville & Nashville et al. : ine 

Unjust, unreasonable, unduly prejudicial, unjustly discrimina- 
tory and unduly preferential rates on liquid and dry tanning ex- 
tract from Nashville, Tenn., to points in New York, Pennsylvania, 
Maryland, West Virginia and other states, and the Province of 
Ontario in Canada, the undue preference being alleged for com- 

titors at Chattanooga and Knoxville, Tenn., Canton, N. C,, 

ynchburg, Va., and other points in Tennessee, North Carolina 
and Virginia. Asks for just, reasonable and non-prejudicial rates, 
and reparation. 

No. 19097. Badger Body Manufacturing Co. et al., Omaha, Neb., vs. 
Chicago & North Western et al. . : 

Unjust, unreasonable, unjustly ‘discriminatory and unjustly 
preferential rates on freight truck cabs and bodies completely 
knocked down, from Oshkosh, Wis., to Omaha, Nebr. Asks for 
just and reasonable rates and reparation. i 

No. 19098. Jones & Lamson Machine Co., Springfield, Vt., vs. New 
York, New Haven & Hartford et al. q 

Unjust and unreasonable rates on sea sand from Provincetown, 
Mass., to Springfield, Vt. Asks for reasonable rates and repara- 
tion. 

No. 19099. Willow Springs Creamery Co., Inc., Willow Springs, Mo., 
vs. Illinois Central et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on butter from Willow Springs, Mo., 
to New Orleans, La. Asks for just, reasonable, non-discrimina- 
tory, non-preferential and non-prejudicial rates and_ reparation. 

No. 19100. Imperial Oil Marketing Co., Tulsa, Okla., vs. San Antonio 
& Aransas Pass et al. ‘ 

Unjust, unreasonable and unduly prejudicial rates on fuel oil 
from San Antonio, Tex., to points in Indiana and Illinois. Asks 
for reparation. 

No. 19101. Jackson Traffic Bureau (Jackson, Miss.) for Betta Feed 
Mills, Inc., Jackson, Miss., vs. A. & V. et al. 

Unlawful rates in violation of section 6 of the act, on shipments 
of grain and grain products, because of alleged inapplicability of 
rule governing cars held for surrender of order notify ladings. 
Asks cease and desist order and reparation. 

No. 19102. Roodin and Company, Kalamazoo, Mich., vs. Pere Mar- 
quette et al. 

Rates in violation of sections 1, 2, 3, 6 and 8 of the interstate 
commerce act and section 1 of the Elkins act, on scrap metal, 
iron or steel, or turnings, from Allegan, Muskegon and Holland, 
Mich., to points in Ohio, Pennsylvania and West Virginia. Asks 
rates for future and reparation. 

No. 19103. Mérchants Exchange of St.: Louis, Mo., vs. Abilene & 
Southern et al. ; 

Rates in violation of sections 1 and 3 of the act, on grain and 
seed to St. Louis and East St. Louis from points in Texas and 
New Mexico. Asks rates for future. 


No. 19104. Butler Manufacturing Co., Kansas City, Mo., vs. Santa 
Fe et al. 

Unreasonable rates and charges on one steel tank, k. d., between 

Santa Anna, Calif., and Farmington, N. M. Asks reparation. 
No. 19105. E-Z Opener Bag Co., Decatur, Ill., vs. Erie. 

Charges in violation of section 1 of the act, on one carload of 
paper bags from New Orleans, La., to Scranton, Pa., and recon- 
signed to Scranton, Central of New Jersey delivery. Asks for 
reparation. 

No. 19106. Beaman Elevator Co., Beaman, Iowa, vs. Chicago & North 
Western et al. 

Unreasonable rates and charges on grain from Beaman, Iowa, 
to St. Louis, Mo. Asks rates and charges for the future, and 
reparation. 

No. 19107. H. F. Watson Co., Erie, Pa., vs. B. & O. et al. 

Rates on crushed stone or stone chips or roofing granules and 
crushed slate from Gladhill, and Slate Hill, Pa., to Erie, Pa., in 
violation of Sections 1, 2 and 3 of the act. Asks rates for the 
future and reparation. 

No. — Laurel Oil & Fertilizer Co., Laurel, Miss., vs. G. M. & N. 
et al. 

Unreasonable charges on cottonseed from Cairo, IIl., to Laurel, 
Miss. Asks rate for the future and reparation. 

No. 19109. Muscle Shoals Traffic Bureau for Ware Brothers Agency, 
Tuscumbia, Ala., vs. A. G. S. et al. 

Unreasonable charges on cotton bagging from Charleston, s. 

C., to Northport, Ala. Ask rates for the future and reparation. 
No. 19110. Acme Brick Co., Fort Worth, Tex., vs. Mo. Pac. et al. 

Rates in violation of sections 1 and 6 of the act, on brick and 
clay products from Fort Smith, Ark., to points in Okla. Ask rep- 
aration. 

No. 19111. Gutmann and Co., Chicago, Ill., vs. Baltimore & Ohio et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rates on quebracho and other tanning extracts from 
Atlantic ports to Chicago via standard and differential routes. 
Asks for just and reasonable rates and reparation. | ; 

No, 19112. Kansas City Produce Co. et al., San Antonio, Tex., V5. 
Galveston, Harrisburg & San Antonio et al. 

Unjust and unreasonable rates on bananas and cocoanuts from 
New Orleans to San Antonio, Austin and Corpus Christi, Tex. 
Ask for reparation. 

No. 19113. Galesburg Horse and Mule Co. et al., Galesburg, IIl., vs 
Chicago & North Western et al. 

Unjust, unreasonable, unduly prejudicial and unduly prefer- 
ential rates on horses and/or mules from South Dakota points 
east of Missouri River to Galesburg, Ill. Asks for just, reasonable 
and non-prejudicial rates and reparation. ‘ 

No. 19114. The Koppers Co., Pittsburgh, Pa., vs. Chesakeape & Ohio 
et al. 

Unjust, unreasonable, unduly discriminatory and unduly pref’ 
erential or prejudicial rates on coal from mines on the Pond For: 
and Bald Knob Railroad in West Virginia to points in Virginia, 
Illinois and New Jersey. Asks for reparation. E 

No. For gl — Lumber & Export Co., Tampa, Fla., vs. Florida 
ast Coast. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 


Tenn., vs. 
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Asks HERE seems to persist a feeling of uneasiness with regard to the immediate fu- 
| Feed ture prosperity of the Middle West and the Great Southwest. There is no 
foundation for such fear. The facts are that, barring some unforeseen nation- 
mat wide or world wide calamity, there is every reason to expect a continuation of the 


dings. generally satisfactory conditions which have prevailed. Numerous facts and factors 
contribute to this belief. Among them may be listed: 


The normal increase in population. 


Mar- 


pier The yearly increase in total and per capita wealth, 
olland. The daily increase of about a million dollars a day in savings accounts. 
Asks The remarkably fine physical condition of the railroads. 


The tremendous extension of highway systems. 








aie The increasing domestic demand for the products of farms and factories. 
in and The comparative little unemployment. 
us and The spread of enlightenment—education. 
Santa _ And a factor that must not be overlooked is the intention of the railroads to again 
»tween this year spend nearly a billion dollars of new capital for extensions and improvements 
i to the existing railroad plant. Not only will the improved service which will result 
be helpful in the general situation, but also the actual spending of the new capital will 
oad of be a most valuable contribution to the total volume of business of the country. 
recon- 
ks for The Great Southwest will continue for the next few years the greatest agricultural 
development and expansion in the history of the country. This development is pro- 
North ceeding along sane and sound lines—not in any sense a “boom”. 
“a The railroads have inaugurated new and additional service as needed, and today 
Bs the entire country is enjoying the best and most reliable railroad transportation in 
all history. To continue necessary improvements and expansions to meet the growing 
2s and requirements of this ever-developing country, owners of railroad securities must be 
Pa., = permitted to earn a fair return on their investment. On this is dependent the con- 
or te tinuation of record-breaking efficient service and good wages for the necrly two million 
&N. § employes, and million men and women in allied industries. 
aurel, _ In ‘the last five years public sympathy has swung noticeably to the side of the 
railroads. What is needed now, in addition to sympathy, is serious, intelligent study 
gency, of the railroad situation on the part of the public to the end that your railroads be 
on, & fairly treated so they may continue to lead the way to further development of the entire 
tion. country and a continuation of prosperity. 
al. ° . 
Kk and I solicit your co-operation and suggestions. 
rep- 
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ential or prejudicial rates on lumber from points in Florida to 
Key West, destined to points in Cuba. Asks for reparation. 

No. 19115, Sub. No. 1. St. Andrews Bay Lumber Co., Sherman, Fia., 
vs. Florida East Coast. 

Unjust, unreasonable, unjustly discriminatory, and unduly 
prejudicial rates on lumber from points on its line to Key West. 
for export to Cuba. Asks for reparation. 

No. 19117. Trenton Chamber of Commerce, for Circle Mfg. Co., Tren- 
ton, N. J., vs. New York Connecting et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
and charges on electric socket shells from Waterbury, Conn., 
to Trenton. Asks for just and reasonable rates and _ reparation. 

No. 19116. Kay Manufacturing Co. et al., Brooklyn, N. Y., vs. Ann 
Arbor et al. 

Unjust, unreasonable, and unduly prejudicial and disadvan- 
tageous and unjustly discriminatory ratings on less than carloads 
of spring assemblies in Official, Western and Southern Classifica- 
tion territories. Ask for just, reasonable, non-prejudicial and non- 
discriminatory ratings on spring assemblies and reparation. 

Ne. 19118. H. F. Stanley Lumber Co., Jackson, Miss., vs. Yazoo & 
Mississippi Valley et al. 

Illegal charges on a carload of lumber from Brandon, Miss., to 
Depew, Okla., in 1924. Asks for reparation. 

No. 19119. J. R. Beggs & Co. et al., Minneapolis, Minn., vs. Chicago 
& North Western et al. 

Alleges car supply rules in relation to potato and vegetable 
shipments between points in North Dakota, Minnesota, Wisconsin, 
Illinois and other states are unjust and unreasonable and in 
violation of section 20, paragraph 11, resulting in unreasonable 
rates on potatoes and vegetables. Ask for a rule relating to 
car supply which will require complainants to order car in writ- 
ing, pe which will not require them to specify the type of car 
required. 

No. 19120. The New York Butchers Dressed Meat Co., Chicago, IIl., 
vs. Pennsylvania et al. 

Unlawful, unjust and unreasonable rates and charges on cattle 
from Taylorville and Willeys, Ill., to New York City. Asks for 
reparation. 

No. 19121. W. S. Dickey Clay Manufacturing Co., Texarkana, Tex., 
vs. Texas & Pacific et al. 

Unjust, unreasonable,-unjustly discriminatory and unduly preju- 
dicial rates on clay sewer pipe from Texarkana to Laredo, for 
export to Mexico. Asks for reparation. 

No. 19122. Gennett Lumber Co., Genett, Tenn., vs. Tennessee Rail- 
road et al. 

Unjust, unreasonable and confiscatory rates on slabs, edgings, 
flitches and boards from Gennett, Tenn., to Canton, N. C. Asks 
for just and reasonable rate and reparation. 

No. 19123. Acme Brick Co., Fort Worth, Tex., vs. Chicago, Rock 
Island & Gulf et al. 

Unjust and unreasonable rates on hollow building tile from 
—— Falls to Danforth Switch (Anton), Tex. Asks for rep- 
aration. 

No. 19124. Baker Joslyn Co., San Francisco, Calif., vs. Chicago, 
Burlington & Quincy et al. 

Unjust and unreasonable rates on insulators (pottery) from 
Macomb, Ill., to Los Angeles and San Francisco, Calif. Asks for 
reparation. 

No. 19125. Allied Packers, Inc., et al., Chicago, Ill., vs. B. & O. et al. 

Unjust and unreasonable rates on hogs from Sioux City, Ia., in 
double deck cars, to Wheeling, W. Va. Asks for reparation. 

No. 19126. Transcontinental Oil Co. et al., Tulsa, Okla., vs. Denver 
& Rio Grande Western et al. 


Unjust and unreasonable rates on oil well supplies from Delta, 
= to Opal, Wyo. Asks for just and reasonable rate and repara- 

on. 

No. 19127. J. P. Womack & Sons, Inc., Atlanta, Ga., vs. Southern et al. 

Illegal rates and charges on office furniture from Atlanta, Ga., 
to Bradenton, Fla. Asks for reparation. 

No. 19127, Sub. 1. Mather Brothers, Atlanta, Ga., vs. Southern et al. 

Illegal rates and charges on furniture from High Point, N. C., 
to Orlando, Fla. Asks for reparation. 

No. 19128. Chris Thompson; Goodrich, Colo., vs. C. B. & Q. 

Illegal charges for feeding sheep and lambs at Montgomery, 
Ill., in transit from Fort Collins, Colo., and other points, on 
through billing to Chicago. Asks for reparation. 

No. 19128, Sub. 1. W. R. Woodson, administrator of the estate of 
J. A. Woodson, Hamilton, Mont., vs. Chicago, Burlington & Quincy. 

Illegal charges for feeding sheep and lambs at Montgomery, III., 
moving on through billing from Fort Collins, Colo., and other 
points, to Chicago, Ill. Asks reparation. 

No. 19129. Jackson Traffic Bureau, Jackson, Miss., vs. Chicago & 
North Western et al. 

Unlawful rates that are unjust and unreasonable, unjustly 
discriminatory and unduly prejudicial, on forest products from 
Jackson to various destinations in comparison with rates from 
Vicksburg to consuming points such as St. Louis, Cairo, Cin- 
cinnati, Louisville, Chicago and Milwaukee. Asks for rates on 
hardwood lumber from Jackson no higher than from Vicksburg. 

Na. 19130. California Growers’ and Shippers’ Protective League, San 
Francisco, Calif., vs. Santa Fe et al. 

Unjust, unreasonable and unduly prejudicial rates on deciduous 
fruits, other than apples, from points in California to destinations 
in Transcontinental Groups from A to J to the extent they ex- 
ceed $1.44 per 100 pounds. Asks for hearing before a commis- 
sioner and argument before entire Commission without observance 
of the proposed report procedure, and a rate of $1.44 to all groups. 

No. 19131. Zion Institutions and Industries (Wilbur Glenn Voliva), 
and the City of Zion, Ill., vs. Inland Waterways Corp. et al. 

Alleges that rail defendants have refused to participate in joint 
rates and through routes on all classes and commodities with 
the barge line defendant between Zion, Ill., and the Twin 
Cities via Dubuque and Clinton, Ia., and that such refusal is in 
violation of section 1 of the act and in direct contravention of 
section 500 of the transportation act. Asks that complaint be 
heard with No. 19017, Inland. Waterways Corp. vs. Chicago Great 
Western et al., and that defendants be required to establish joint 
rates, not to exceed 80 per cent of the current all-rail rates. 


No. 19132. Commercial Club of Fargo, N. D., vs. the Inland Water- 
ways Corp. et al. 

This complaint also refers to No. 19017, Inland Waterways Corp. 
vs, Chicago Great Western et al. Complainant says if rates as 
sought in that proceeding (joint rail and barge rates) are ordered 
in by the Commission, Fargo and its interests will be greatly 
prejudiced to the preference of the Twin Cities in violation of 
section 3 of the act and in direct contradiction of the findings 
of the Commission in the Fargo case, 98 I. C. C. 691. Asks for 
consolidation of complaint with No. 19017 and joint through 
routes and rates on classes and commodities between Fargo and 
points in Illinois, Indiana, Missouri and Iowa. 
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No. Be ge North American Provision Co., Chicago, Ill, vs. M- 

-T et al. 

Unjust and unreasonable rates and charges on live hogs from 
East St. Louis, Ill., to Oklahoma City, Okla. Asks for just and 
reasonable rates, and reparation. 

Na, 19134. The National Supply Co. et al., Toledo, Ohio, vs. N. Y. 
Central et al. 

Unjust and unreasonable rates on rough iron castings from 
Toledo to Carnegie, Pa. Asks for just and reasonable rates and 
reparation. 

No. 19135. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. ; 

Unjust, unreasonable and podustly discriminatory sixth-class 
rates on rough lumber from Columbia City, Ind., to Buffalo and 
North Tonawanda, N. Y. Asks for just and reasonable rates and 
reparation. 

No. 19135, Sub. 1. S. J. Peabody Lumber Co., Columbia City, Ind., vs. 
Pennsylvania et al. 

Charges in violation of the first three sections of the act, on 
rough lumber from Columbia City and Bourbon, Ind., to Belding, 
Mich. Asks rate not in excess of 17.5 cents, and reparation. 

No. 19136. Minnesota Potato Growers’ Exchange et al., St. Paul, 
Minn., vs. Santa Fe et al. 

Unjust and unreasonable charges on potatoes between points 
in Minnesota and points in Oklahoma, rate alleged to be in viola- 
tion of the aggregate-of-intermediates part of the fourth section. 
Asks for just and reasonable rates, and reparation. 

No. 19137. Pennsylvania Oil Co. of Evanston, Ill., vs. Santa Fe et al. 

Unjust, unreasonable and unduly prejudicial rates on petroleum 
and its products from Group 3, Oklahoma, to Evanston, Ill. Asks 
for just and reasonable rates, and reparation. 

No. 19138. The Babcock & Wilcox Co., New York, N. Y., vs. Pennsyl- 
vania et al. 

Unjust and unreasonable rates and charges in violation of the 
fourth section, on iron and steel articles from Rankin and other 
points in Pennsylvania to Barberton, Ohio, and from Barberton to 
Munhall and Rankin, Pa. Asks for reparation. 

No. . —— Bag & Cotton Mills, Atlanta, Ga., vs. C. N. O. & T. 

. et al. 

Unjust, unreasonable and unjustly discriminatory rates and 
charges, in violation of the long-and-short-haul part of the fourth 
section, on burlap bags from Cleveland and Detroit to Atlanta. 
Asks for reparation. 

No. Bele ne — Leach Co., Oshkosh, Wis., vs. Pittsburgh & Lake 
rie et al. 

Excessive rate or charge on two shipments of angles and chan- 
nels from Pittsburgh, Pa., to Oshkosh, Wis., because in excess 
of the legal rate. Asks reparation. 

No. 19141. The Refuge Cotton Oil Co. et al., New Orleans, La., vs. 
Alabama & Vicksburg et al. : 

Rates in violation of sections 1 and 3 of the act, on cottonseed 
from points in Kentucky, Mississippi and Tennessee, to Gretna 
and New Orleans, La., Greenville, Rosedale and Vicksburg, Miss., 
and Memphis, Tenn., as compared with rates from same points 
of origin to Cairo, East St. Louis and Louisville. Asks rates for 
the future. 

No. 19142. Mississippi Farm Bureau Cotton Assn., Jackson, Miss., vs. 
Illinois Central et al. 

Rates in violation of sections 1 and 6 of the act, on cotton 
from points of origin on the Illinois Central from the Jackson, 
Tenn., district, reaching from Grenada, Miss., to Holly Springs, 
Miss., and from origins in the Aberdeen district to Memphis, 
Tenn., both for compression and reshipment en route and to 
be warehoused at Memphis and reshipped. Asks cease and de- 
sist order, and reparation. 

No. 19143. J. C. Burns, LaCrosse, Wis., vs. C. B. & Q. et al. 

Illegal rate on car of strawberries from Bradford, Ark., to 
LaCrosse, Wis. Asks reparation. 

No. P ay Semen Portland Cement Co., Allentown, Pa., vs. L. & 

. et al. 

Charges in excess of rates published in defendants’ tariffs and 
in violation of section 6 of the act, on cement from Boyles, Ala., 
to New Iberia, La. Asks cease and desist order, and reparation. 

No. 19145. Jackson Traffic Bureau, for Cabell Electric Co., Jackson, 
Miss., vs. Boston & Albany et al. 

Rates in violation of sections 1 and 4 of the act, on copper wire 
and/or cable from points in Atlantic seaboard states to Jackson, 
Miss., for sale and distribution in competition with firms located 
at New Orleans, Shreveport and Memphis. Asks application of 
rate not in excess of $1 per 100 pounds as compared with rate 
of $1.23 charged, and reparation. 

No. 19146. Knoxville Freight Bureau et al., Knoxville, Tenn., vs. 
Southern et al. 

Unjust, unreasonable and unduly prejudicial rates, also in 
violation of the long and short haul part of section 4, on corn 
starch from the Chicago district to Knoxville, Tenn. Asks for 
just, reasonable and non-prejudicial rates and reparation. 

No. 19147. Aetna Foundry Co., Inc., et al., Philadelphia, Pa., vs. At- 
lantic City Railroad et al. 

Rates and charges in violation of section 1 of the act, on com- 
mon and molding sand from various sand shipping points in 
New Jersey to complainants’ plants in Pennsylvania and Delaware. 
Asks cease and desist order, and reparation. 

No. 19148. The Bancker-Nicholls Brokerage Co., Denver, Colo., vs. 
Boston & Maine et al. 

Rates in violation of sections 3 and 20 of the act, on canned 
blueberries from Island Pond, Vt., to Denver, Colo. Asks cease 
and desist order. 

No. 19149. Providence Fruit & Produce Exchange et al., Providence, 
R. L, va. N. ¥. N. H.. & Bet at. 

Rates in violation of sections 1 and 4 of the act, on green cab- 
bage, kale and spinach from Port Norfolk, Va., to Providence, 
R. I. Asks cease and desist order, and reparation. 

No. 19150. All Metal Snow Fence Co. et al., Sioux Falls, S. D., vs. 
Ahnapee & Western et al. 

Unjust, unreasonable and discriminatory relationship of class 
rates from Chicago and St. Louis to Sioux Falls in comparison 
with rates to Sioux City and Council Bluffs, Ia., Omaha, Neb., 
Hawarden, Ia., Canton, S. D., and Pipestone, Mankato, St. Paul 
and Minneapolis, Minn. Ask for class rates from Chicago and 
St. Louis to Sioux Falls which will bear a proper and reasonable 
relationship to the rates maintained to the points alleged to be 
preferred and reparation. 

No. 19151. New Orleans Joint Traffic Bureau et al., New Orleans, La., 
vs. Gulf, Mobile & Northern et al. 

Unjust, unreasonable, unduly preferential or prejudicial, and 
unlawful rates, in violation of Section 6, on uncompressed cotton 
from stations on the G. M. N., in Mississippi and Tennessee, 
and stations on the B. & N., J. & E. and M. & W. Ry., to New 
Orleans. Asks for just and reasonable rates and reparation. 
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NO CHANCE FOR DAMAGE HERE 


These light gauge drums, which are easily The entire success of the Acme “Unit-Load” 
damaged, will arrive in perfect condition method of bracing with flat steel bands hinges 
on that one principle. 


because there are no bracing timbers in the 


car for them to butt against. The cost for labor and material is small, average 


about $1.67 a car. One man can do the job in 
When a shock occurs, they just slide a few 30 minutes or less. 
inches as a compact unit. Likely as not the 


: If you ship anything that must be braced in a 
next shock will come from the opposite 


box car, mail the coupon below for further 


direction, shifting the unit back to its origi- details. Our “Unit-Load” engineers are ready 
nal position, and so on. Simple, isn’t it? to help you. 
Manufacturers Since 1880 CHICAGO 2840 Archer Avenue 


BROOKLYN ATLANTA NEW ORLEANS SAN FRANCISCO SEATTLE 


Cl ee een nn ee el ne ee ee 


ACME STEEL COMPANY 
2840 Archer Avenue, Chicago, Illinois 


Gentlemen:—Send us complete particulars about the Acme “Unit-Load” method of bracing 
freight in box cars with flat steel bands. 





324 


No. 19152. The Viscose Co., Marcus Hook, Pa., vs. Alabama Great 
Southern et al. 

Illegal rates on cottonseed hull fiber or shavings from Birm- 
ingham, Ala., to Nitro, W. Va., by reason of failure to furnish 
size of car ordered and improper calculation of charges on car 
furnished. Asks for reparation. 

No. 19153. Fitchburg Gas & LHlectric Light Co., Fitchburg, Mass., vs. 
Boston & Maine et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on tidewater coal from Salem, Mass., to Fitehbure, 
j reason of failure of the New Haven and Boston & Maine to 
absorb switching charges at Salem. Asks for just and reasonable 
rates, tariffs or charges. 

No. 19154. Superior Pine Products Co. et al., Kalamazoo, Mich., vs. 
aA. OC. Ie otal. 

Unjust, unreasonable and excessive rate on second-hand rosin 
barrels from Kalamazoo to points in Georgia and Florida. Asks 
for just and reasonable rates and reparation. 

No. 19154, Sub. No. 1. Superior Pine Products Co. et al., Kalamazoo, 
Mich., vs. A. C. L. et al. 

Unjust, unreasonable and excessive rate on second-hand rosin 
barrels from North Milwaukee, Wis., to points in Georgia and 
Florida. Asks for just and reasonable rates and reparation. 

No. 19155. —_— Grain & Milling Co., Los Angeles, Calif., vs. Santa 
Fe et al. 

Alleges misrouting of ten carloads of wheat from Council Bluffs, 
Ia., to Los Angeles, whereby complainant was deprived of transit 
privileges, and that exceptions to specified tariffs were un- 
reasonable, indefinite, ambiguous, unintelligible and not plain, 
in violation of section 6. Asks for an order declaring the ex- 
ceptions specified to be null and void, and that the balance due 
charges claimed by the railroads are unlawful and unreasonable, 
and commanding defendants to desist from demanding any bal- 
ance due charges. 

No. 19155, Sub. 1. Globe Grain & Milling Co., Los Angeles, Calif., vs. 
Santa Fe et al. 

Excessive, unreasonable and unjust charges on wheat from 
points in Colorado, Iowa, Missouri and Nebraska to Los Angeles, 
in violation of the first and sixth sections. Asks for a cease and 
desist order, and reparation. 


No. 19155, Sub. 2. Globe Grain & Milling Co., Los Angeles, Calif., 
vs. Santa Fe et al. 

Excessive and unlawful charges on corn, in bulk, from points 
in Nebraska to points in California. Asks for a cease and desist 
order as to demands for balances due. 

No. 19156. Muscle Shoals Traffic Bureau, for Stricklin Lumber Co., 


Florence, Ala., vs. Macon, Dublin & Savannah et al. 

Unjust and unreasonable, and in violation of the long and short 
haul provision of section 4, rate on one carload of dry kiln outfit 
from Jacksonville, Fla., to Florence, Ala. Asks for just and rea- 
sonable rate, and reparation. 

No. 19158. The Globe Machine & Stamping Co., Cleveland, O., vs. New 
York Central et al. 
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Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial and preferential rates on mixed shipments of steel tool 
bixes, automobile luggage boxes and luggage racks, from Cleve- 
land, O., to Seattle, Wash. Asks for cancellation of a balance 
due freight bill rendered by the carriers. 

No, 19159. Waverly Paper Board Co., Newark, N. J., vs. B. & M. et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates, also in violation of the fourth section, 
on chip and news board from Waverly to Boston, Athol, Fitchburg, 
Holyoke, Lowell and Worcester, Mass. Asks for just and reason- 
able rates, and reparation. 

No. 19160. Burnham Boiler Corp., Irvington, N. Y., vs. New York 
Central et al. 

Unjust and unreasonable, unjustly discriminatory and unduly 
prejudicial rates on heating boilers, iron and steel, from Lan- 
caster, Pa., to Troy, N. Y., Irvington, N. Y., Elizabeth, N. J., 
Boston, Mass., Springfield, Mass., and Paterson, N. J.; from 
Elizabeth, N. J., to Lancaster, Pa., and from Irvington, N. Y., to 
Johnstown, Pa.; and on radiators from McKeesport, Pa., Johns- 
town, Pa., and Zanesville, O., to Irvington, N. Y. Asks for just 
and reasonable rates, and reparation. 

No. 19161. Muscle Shoals Traffic Bureau, for King Co., Sheffield, Ala., 
vs. Santa Fe et al. 

Unreasonable rates on household goods, office furniture, flasks, 
and iron and steel articles, moved from St. Joseph, Mo., to 

. Sheffield. Asks for reparation. 

No. 19162. The Southern Cotton Oil Co., New Orleans, La., vs. Illinois 
Central et al. 

Rates on cottonseed from points in Kentucky, Tennessee, and 
Alabama, to Pensacola, in violation of the first and third sec- 
tions. Asks for reasonable and non-prejudicial rates. 

No. 19163. V. L. Highland and R. A. Hill, receivers for the Inter- 
— Window Glass Co., Kane, Pa., vs. Chicago Great Western 
et al. 

Unjust and unreasonable rates on common window glass from 
Okmulgee, Okla., to St. Cloud, Minn. Asks for reparation. 

No. 19164. The Salina Chamber of Commerce et al., Salina, Kans., vs. 
Alabama Great Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on cast iron pipe and fittings from points in Ala- 
bama, Georgia, Tennessee, and North Carolina, to Salina. Asks 
for just, reasonable and non-prejudicial rates and reparation. 

No. 19165. The Procter and Gamble Manufacturing Co., Cincinnati, 
O., vs. Akron & Barberton Belt et al. 

Unreasonable and excessive rates and charges on carload ship- 
ments of inedible grease and tallow from numerous points in 
Pennsylvania, Maryland, Delaware, New Jersey, New York, Con- 
necticut, Massachusetts, Vermont, New Hampshire, Maine and 
the District of Columbia to complainant’s Ivorydale (Cincinnati), 
Ohio, plant; and to its Port Ivory, Staten Island, N. Y., plant, 
from points in the states mentioned above and Illinois, Indiana, 
Michigan, Ohio, West Virginia and Virginia. Asks for just and 
reasonable rates. 














Note, items in the Docket marked with an asterisk (*) are new, 
raving been added since the last issue of The Traffic World. Cancel- 
tations and postponemente announced too late to show the change In 
this Docket will be noted elsewhere. 


January 31—Washington, D. C.—Examiners Marchand and Faris: 
Valuation No. 900—In re tentative valuation of the properties of the 
D. L. & W. R. R. et al. 
Valuation No. 890—In re tentative valuation of property of the 
Harlem Transfer Co. 
Valuation No. 891—In re tentative valuation of the property of 
Lackawanna & Montrose R. R. 
Valuation No. 899—In re tentative valuation of the property of the 
Sussex R. R. Co. 
January 31—New Orleans, La.—Examiner Smith: 
1. & S. 2806—Lumber from Louisiana and Texas to Illinois and 
Missouri destinations. 
January 31—Houston, Tex.—Examiner Mackley: 
18716—Texas Chemical Co. vs. Ark. & La. Mo. Ry. et al. 
January 31—Kingston, N. Y.—Examiner Worthington: 
18779—The Ulster & Delaware R. R. vs. N. Y. C. R. R. et al. 
January 31—New York, N. Y.—Examiner Satterfield: 
17489 (and Sub. Nos. 1 and 2)—Certain-teed Products Corp. vs. A. 
& R. R. R, et al. 
January 31—Argument at Washington, D. C.: 
17916—Curtiss Aeroplane & Motor Co., Inc., vs. Penna. R. R. et al. 
18278—Murphysboro Paving Brick Co. vs. Ill. Cent. R. R. 
18348—Star Co. vs. N. Y. C. R. R. et al. 
17893—Joseph W. Cottrell Lumber Co. vs. B. & O. R. R. et al. 
January 31—Charieston, S. C.—Examiner Konigsberg: 
18518—Charleston Traffic Bureau vs. A. & R. R. R. et al. 


January 31—Washington, D. C.—Examiner Schutrumpf: 
Finance No. 6015—Application of Mo. Pac. R. R. for authority to 
acquire control, by lease, of the railroad and properties of the 
Marion & Eastern R. R. 


February 1—Argument at Washington, D. C.: 

Finance No. 5149—Application Detroit & Ironton R. R. for authority 
to acquire control of D. T. & I. R. R. and Toledo-Detroit R. R. 
by purchase of stock. 

Finance No. 4807—Application Detroit & Ironton R. R. for authority 
to acquire control and operate the lines of D. T. & I. R. R. and 
Toledo-Detroit R. R. 

Finance No. 5150—Application Detroit & Ironton R. R. for authority 
to issue securities and assume certain obligations. 

February 1—Houston, Tex.—Examiner Mackley: 

= as Sub. 1)—Beaumont Iron Works vs. G. C. & S. F. Ry. 
et a. 

February 1—Washington, D. C.—Examiner Rasch: 

Valuation No. 901—In re tentative valuation of the properties of 
the Pittsburgh, Shawmut & Northern R. R. et al. 

February 1—Washington, D. C.—Examiner Faris: 

Valuation No. 898—In re tentative valuation of the properties of 
the Chicago & Northwestern Ry. et al. 

Valuation No. 549—In re tentative valuation of the properties of the 
Chicago, St. Paul, Minneapolis & Omaha Ry. 
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Valuation No. 758—In re tentative valuation of the properties of 
the Sioux City Bridge Co. 

Valuation No. 763—In re tentative valuation of the properties of 
the Wyoming & North Western Ry. 

Valuation No. 795—In re tentative valuation of the properties of the 
Pierre, Rapid City and North Western Ry. 

Valuation No. 653—In re tentative valuation of the properties of the 
Pierre & Ft. Pierre Bridge Ry. 


February 2—Argument at Washington, D. C.: 
11703—In the Matter of Intrastate Rates within the State of Illinois. 
14052—International Harvester Co. et al. vs. C. B. & Q. R. R. 


February 3—Washington, D. C.—Examiner Boyden: 
Valuation No. 757—In re tentative valuation of the property of the 
Virginia and Carolina Southern R. R. 


February 3—Argument at Washington, D. C.: 
16048—Iliff Bruff Chemical Co. et al. vs. C. & E. I. Ry. et al. 
15817 (and Sub. Nos. 1 to 5, incl.)—Hoopeston Grain and Coal Co. 
vs. C. & E. I. Ry. et al. 
15770—Federal Match Corp. vs. Gt. Nor. Ry. et al. 
— A _ Nos. 1 to 3, incl.)—Hulsey-Bessent Co. vs. Penna. 
. R. et al. 
17262—J. Nooney & Co., Inc., vs, Penna. R. R. et al. 
February 3—Washington, D. C.—Examiner Carter: 
18598—D. A. Stickell & Sons, Inc., vs. W. Md. Ry. et al. 
February 3—New Orleans, La.—Examiner Smith: 
18995 (and Sub. 1)—Quiroga & Co., Inc., vs. Santa Fe et al. 


February 3—Galveston, Tex.—Examiner Mackley: 
re ee Cotton Exchange and Board of Trade et al. vs. A. 
. Ry. et al. 


February 3—New Orleans, La.—Examiner Smith: 
18906— Quiroga & Co., Inc., vs. A. T. & S. F. Ry. et al. 


February 4—Argument at Washington, D. C.: 

16462 (and Sub. Nos. 1 and 2)—Georgia Peach Growers Exchange 
vs. A. G. S. R. R. et al. 

bef (and Sub. No. 1)—F. E. Nellis & Co. et al. vs. A. & R. R. R. 
et al. 

17861—American Fruit Growers, Inc., vs. A. & R, R. R. et al. 

17860—American Fruit Growers, Inc., vs. A. & R. R. R. et al. 

—_ _— Sub. 1)—Georgia Fruit Exchange et al. vs. A. & R. R. R. 
et al. 


February 4—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5999—Application Gulf, Mobile & Northern R. R. for 
authority to acquire control by lease, of railroad of Jackson & 
Eastern Ry. ; 
February 4—Washington, D. C.—Examiner Carter: 
16570—The Joint Council of the International Apple Shippers Assn. 
et al. vs. N. Y. N. H. & H. R. R. et al. (further hearing). 
February 4—Oklahoma City.—Examiner Disque: . 
* 1. and S. 2841—Grain between Kansas, Nebraska, Missouri and 
Oklahoma. 
February 5—Charleston, S. C.—Examiner Konigsberg: 
18866—Alcolu R. R. vs. A. C. L. R. R. 
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, Wahesh Red Ball means 
je fast freight service! 


WABASH FREIGHT TRAFFIC AGENCIES: 


ATLANTA, GA., 620 Healey Bldg. FORT WAYNE, IND., Freight Station OTTUMWA, IA., Passenger Station 
BIRMINGHAM, ALA., 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight Station PPORIA, ILI, 828 Jefferson Bldg. 
3s. A. BOSTON, MASS., 331 Chamber of Commerce Bldg. HOUSTON, TEX., 1029 Bankers’ Mortage Bidg. PHILADELPHIA, PA., 1206 Widener Bldg. 
. BUFFALO, N. ¥., 972 Ellicott Square Bldg. INDIANAPOLIS, IND., 413 Roosevelt Bldg. Pe a PA., 1720 Oliver Bldg. 
CHICAGO, ILd., 309 MeKinlock Bldg., Cor. of Jack- KANSAS CITY, MO., 318 Railway Exchange Bldg. go NCY, ILL, Passenger Station 
son _ and Wells KEOK IA., 228 Johnson St. LOUIS, MO., 324 ta Bl 
COCA, ¢.- 1007 Neave Bldg. LITTLE ROCK, ARK., 216 Gazette Bldg. SALr LAKE CITY, UT 206 Judge Bldg. 
EVELAND, 804 Park Bldg. CAL., 930 Van Nuys Bldg. ST. THOMAS, ONT., Faster Station 
DAT Lay TEX., 1207 Kirby Bldg. MEMPHIS, TENN., 728 Exchange Bldg. SAN FRANCISCO, CAL., 917 Monadnock Bldg. 
nge DECATUR, ILi., Passenger Station MILWAUKEE, WIS., 1214 Majestic Bldg. SEATTLE, WASH., 561 Stuart Bldg. 
ang’ DENVER LO. 3 MINNEAPOLIS, MINN., 616 Metropolitan Bldg. SPRINGFIELD, ILL., 802 Myers Bldg. 
MOBERLY, MO., Passenger Station 0., 440 Spitzer Bldg. 
Li DETROIT, MICH., ‘1716 First National Bank Bldg. NEW ORLEANS, LA., 1113 Hibernia Bldg. TORONTO, ONT., 1101 Royal Bank Bldg. 
HAST ST. LOUIS, ILI., 211 Arcade Bldg. NEW YORK, N. Y., 815 Singer Bidg. TULSA, OKLA., 316 Kennedy Bldg. 
OMAHA, NEB., 1907 Harney St. 
2. R. “FOLLOW THE Flag” 
on \ n\ GENERAL OFFICES: RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 
\\ \\ 
a } _ W SH 
ROUTE YOUR FREIGHT—CARE WABA 


and 
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February 7—Charleston, S. C.—Examiner Konigsberg: 
18524—T: Association of the South Atlantic Ports vs. A. & R. 
R. R. etal. 


February 7—Atlanta, Ga.—Examiner Davis: ; 

* Finance No. 5955—Application Reorganization Committee of Security 
Holders of Gainesville Midland Ry., receivers of Gainesville Mid- 
land Ry. et al., for authority to abandon a portion of the rail- 
road of that company. 

Finance No. 5967—Application Gainesville Midland R. R. for au- 
thority to acquire a portion of the line of railroad formerly owned 
and operated by the Gainesville Midland Ry. 

Finance No. 5968—Application of Gainesville Midland R. R. for 
authority to issue capital stock and other securities. 

* Finance No. 5970—Application of Seaboard Air Line Ry. for au- 
thority to acquire control of the Gainesville Midland R. R. by 
purchase of capital stock. 

* Finance No. 5969—Application of Seaboard Air Line Ry. for au- 
thority to assume liability as guarantor or endorser of not more 
than $360,000 of the first mortgage 6 per cent gold bonds, Series 
A, of the Gainesville Midland R. R. 


February 7—Washington, D. C.—Examiner Johnson: 
* Valuation No. 710, In re tentative valuation of the properties of the 
B. R. & P. Ry. et al. 
February 7—Austin, Tex.—Examiner Mackley: 
1 & g. 2816—Iron and steel articles in mixed carloads between 
Shreveport, La., and points in Texas. 
February 7—Washington, D. C.—Examiner Norman: 
Valuation 400—In re tentative valuation of the property of the St. 
L.-S. F. Ry. et al. 
Valuation 358—In re tentative valuation of the property of the Ft. 
W. & R. G. Ry. 
ere > In re tentative valuation of the property of the K. C. 
> . Ry. 
Valuation 407—In re tentative valuation of the property of the 
Brownwood North and South Ry. 
Valuation 408—In re tentative valuation of the property of St. Louis, 
San Francisco & Tex. Ry. 
Valuation 409—In re tentative valuation of the property of Paris 
and Gt. Northern R. R. 
Valuation 455—In re tentative valuation of the property of Quannah, 
Acme & Pacific Ry. 
Valuation 518—In re tentative valuation of the property of Gulf, 
Florida & Alabama Ry. 
Valuation 636—In re tentative valuation of the properties of Birm- 
a R. R. and Metropolitan Rapid Transit, Light & 
ower Co. 
Valuation 637—In re tentative valuation of the property of the West 
Tulsa Belt Ry. 
February 9-10—Argument at Washington, D. C.: 
15007 (and Sub. 1)—Pittsburgh Coal Producers Assn. et al. vs. A. C. 
& I. Ry. et al. 
15423—Brackett Statistical Service vs. B. & O. R. R. et al. 


February 10—Washington, C.—Director Bartel: 
17849—Bangor and Aroostook R. R. vs. American Railway Assn. et al. 
February 10—Dallas, Tex.—Examiner Disque: 
19016—Modern Chemical Manufacturing Co., Inc., Dallas, Tex., vs. 
A. & 8S. Ry. et al. 


February 10—Dallas, Tex.—Examiner Disque: 
18739—Butler Bros. et al. vs. A. & R. R. R. et al. 


February 10—Washington, D. C.—Examiner Quimby: 
Valuation No. 902—In re tentative valuation of the properties of the 
New York, Chicago and St. Louis Railroad Company et al. 
Valuation No. %9—In re tentative valuation of the properties of 
the Lake Erie and Western R. R. et al. 
February 11—Argument at Washington, D. C.: 
17294—Lemon Cove-Woodlake Growers and Shippers Assn. vs. A. 
T. & S. F. Ry. et al. 
February 11—Argument at Washington, D. C.: 
17329—American Distilling Co. vs. A. C. & Y. Ry. et al. 
February 14—Fort Worth, Tex.—Examiner Disque: 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R, I. & P. Ry. 


et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 


February 14—Louisville, Ky.—Examiner Esch: 
1. & S. 2814 and ist supplemental order—Coal from Illinois, Kentucky 
and Alabama to Alabama, Mississippi, Tennessee, Arkansas, Louisi- 
ana and Texas. 


February 14—Washington, D. C.—Examiner Carter: 
18202—L. D. Goldstein, et al., vs; Penna. R, R., et al. 


February 15—Little Rock, Ark.—Arkansas Railroad Commission: 

Finance No. 5791—Application of Reader R. R. for a certificate of 
public convenience and necessity authorizing the construction of 
a line of railroad from Hope to El Dorado, Ark. 

Finance No. 5792—Application of Reader R. R. for a certificate of 
public convenience and necessity authorizing the construction of a 
line of railroad from a point on its existing line in Section 36, 
Township 13 South, Range 21 West, Southerly to McNeill, Ark. 


veepery 16—Chicago, Ill—Commissioner Campbell and Examiner 
ul: 


cs 


* 


1. & S. 2658 (and ist supplement)—Iron and steel between points 
in Illinois Freight Committee territory. 

1. & S. 2713—Iron and steel articles from Brazil and Terre Haute, 
Ind., to Chicago. 

1. & S. 2780 (and ist supplement)—Iron and steel between points in 
Chicago Switching District. 


February 16—Argument at Washington, D. C.: 
16393—Birkett Mills et al. vs. D. LL. & W. R. R. et al. 
17004—-Chemical Lime Co. et al. vs. Bellefonte Cent. R. R. et al. 
17005—Chemical Lime Co. et al. vs. A. C. & Y. Ry. ét al. 
17217—George C. Meyer et al. vs. Bellefonte Central R. R. et al. 
17684—-American Book Co. vs. A. A. R. R. et al. 


‘ebruary 17—Lakeland, Fla.—Commissioner McManamy and Special 
Examiner Rogers: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina, and Virginia 
to points in Official Classification territory. 
February 17—Chicago, Ill—Examiner Howell: 
19131—Zion Institutions and Industries (Wilbur Glenn Voliva) et al. 
vs. Inland Waterways Corp. (operating Mississippi-Warrior Serv- 


ice et al). 
19132—Commercial Club of Fargo, N. D., vs. Inland Waterways 
Mississippi-Warrior Service et al.). 


Corp. (operatin 
18119—New York Insulated Wire Co. vs. N. Y. N. H. & H. R. R. 
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February 17—Argument at Washington, D. C.: 

Finance No. 5679—In the matter of application of K. C. S. Ry. for 
authority to acquire control ~ stock ownership, not involving 
consolidation, of the M.-K.-T. R. R. 

Finance No. 5680—In the matter of application of M.-K.-T. R. R, 
for authority to acquire control through stock ownership, not 
involving consolidation, of the St. Louis Southwestern Ry. 

February 18—Argument at Washington, D. C.: 
§ S. 2635—Milk and cream between New England Points. 
February 18—Washington, D. C.—Examiner Carter: 
* |. & S. 2838—Class and commodity rates between New England and 
Eastern Trunk Line Territories via Boston (Mystic Wharf) and 
M. & M. T. Co. 
February 19—Argument at Washington, D. C.: 

17551—Swift & Co. vs. Ga. & Fla. Ry. et al. 

17745—-National Petroleum Assn. et al. vs. B. & O. R. R. et al. 

17964—Chicago Coal Merchants Assn. vs. B. & O. R. R. et al. 


February 21—Argument at Washington, D. C.: 

17840—Ceramic Traffic Assn. vs. Penna. R. R. et al. 

18110—Plymouth Quarries, Inc., vs. N. Y. N. H. & H. R. R. et al. 

18131—Masson & Sons, Ltd., et al. vs. Penna. R. R. et al. 

18367—Harlem & Morrisiana Transportation Line, Inc., vs. N. Y. 
N. H. & H. R. R. ; 

1. & & 2760—Bait, Fish, from and to points on New York, New 
Haven & Hartford R. R. 

February 23—Washington, D. C.—Examiner Carter: 

16407 (and Sub. Nos. 1 and 2)—Security Cement & Lime Co. vs. 
B. & O. R. R. et al. 

February 23—Washington, D. C.—Examiner Conway: 

Valuation No. In re tentative valuation of the properties of the 
Hocking Valley Ry., Wellston & Jackson Belt Ry., and Pomeroy 
Belt Ry. 

February 23—Washington, D. C.—Examiner Hays: 

Valuation No. 906—In re tentative valuations of the properties of 

the Des Moines Union Ry. Co. and Des Moines Terminal Co. 
February 23—Argument at Washington, D. C.: 

17658—Dawkins Lumber Co. vs. C. & O. Ry. et al. 

17933—Wm. Schulderberg-T. J. Kurdle Co. vs. B. & O. R. R. et alk 

a ee Manufacturing Co. et al. vs. Carolina Western R. R. 


et al. 
18238—-Atlas Waste Material Co. vs. Penna. R. R. 
February 23—Washington, D. C.—Examiner Macomber: 


Valuation No. 912—In re tentative valuation of the property of the 
McKeesport Connecting R. R. 


Februory 24—Washington, D. C.—Examiner Fuller: 
1. é5 $e 2787—Coal from Kentucky and Tennessee to Tennessee and 
r 


February 24—Argument at Washington, D. C.: 
18060—National Association of Ice Cream Manufacturers vs. Amer. 
Ry. Exp. Co. et al. 


February 24—Washington, D. C.—Examiner Conway: 

* Valuation No. 179—In re tentative valuation of the property of 
Nelson & Albemarle Ry. Co. 

* Valuation No. 457—In re tentative valuation of the properties of 
the C. & O. Ry. et al. 

* Valuation No. 477—In re tentative valuation of the property of the 
C. & O. Ry. of Indiana. 


age 4 24—Atlanta, Ga.—Commissioner McManamy and Examiner 
eal: 
a on common brick between points within the state of 
orgia, . 
17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 
1. & S. 1885 and 1938—Brick and clay products from, to, and between 
points in southern territory. 


February 25—Argument at Washington, D. C.: 
1 The Merchants & Planters Compress & Warehouse Co. vs. 
es and Storage Bureau, Galveston Bay Lines, Galveston, 
ex., et al. 
17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 
17947—Lone Star Gas Co. vs. A. T. & S. F. Ry. et al. 


February 26—Argument at Washington, D. C.: 
16504—Burlington Shippers’ Assn. et al. vs. Ark. Cent. R. R. et al. 
17344—M. C. Peters Mill Co. vs. Director General, as agent. 
17440—Burlington Shippers’ Assn., for its members Crittenden & 
Eastman Co. vs. C. B. & Q. R. R. et al. 


February 26—Argument at Washington, D. C.: 
17376-—E. W. Prentiss, an individual doing business as Phoenix Desk 
& Chair Co. vs. Sou. Pac. Co. et al. 
17392—Joshua Hendy Iron Works vs. Sou. Pac. Co. 


February 28—Washington, D. C.—Examiner Carter: 
18650—Peninsula Produce Exchange vs. Penna R. R., et al. 


February 28—Montgomery, Ala.—Commissioner McManamy and Ex- 
aminer Seal: 
18444—-Rates on common brick between points within the state of 
Alabama. 
1. & S. 1885 and 1938—Brick and clay products from, to, and between 
points in southern territory. 
February 28—Washington, D. C.—Examiner Walton: 
Valuation No. 913—In re tentative valuation of the property of the 
Johnstown and Stony Creek R. R. 
February 28—Argument at Washington, D. C.: 
13548—Maritime Association of Boston Chamber of Commerce et 4l. 
vs. A. A. R. R. et al. . 
February 28—Knoxville, Tenn.—Railroad and Public Utilities Commis- 
sion of Tennessee: 
Finance No. 4360—Abandonment of Morristown-Corryton Line by 
Southern Ry. (Further hearing.) Rien 


March 1—Washington, D. C.—Assistant Director Burnside: 
Finance No. 2602—Deficit settlement with the Butte, Anaconda & 
Pacific Ry. : 
March 1—Washington, D. C.—Examiner Boyden: r , 
Valuation No. 915—In re valuation of the property of the Minne- 
apolis, Northfield & Southern Ry. 


March 1—Washington, D. C.—Examiner Law: 
wraense No. 36833—Excess Income of the Bessemer & Lake Erie 


Finance No. 3966—Excess Income of the Union R. R. Co. (of Pa.). 


March 1—Washington, D. C.—Examiner Haley: 
yh gs No. 3978—Excess Income of the Warren & Ouachita Valley 
y. Co. 
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THE SS DIO SAILS FROM GULFPORT FEBRUARY 22, 1927, FOR 
LOS ANGELES HARBOR (WILMINGTON) AND SAN FRANCISCO. 
THE SS ABRON WILL FOLLOW ABOUT THE MIDDLE OF MARCH 


THE FLEET OF THE REDWOOD LINE ALSO INCLUDES THE STEAMERS DOCHET, 

SABOTAWAN AND MANHATTAN ISLAND, AND ALL FIVE ARE UNIFORM IN TYPE 

AND SIZE. THEY ARE ALL-STEEL OIL BURNERS, OF 7700 D.W.T., CARGO CAPACITY 
6500 TONS AND CARRY A-1 INSURANCE RATING. 





WeE ARE BOOKING GENERAL CARGO BETWEEN GULFPORT AND LOS ANGELES HARBOR 
(WILMINGTON) AND SAN FRANCISCO, WITH CALLS AT SAN DIEGO, OAKLAND, PORTLAND, SEATTLE AND 
TACOMA, AS CARGO OFFERS. 


THE PORT FACILITIES AT GULFPORT ARE MODERN AND AMPLE. CAR TO SHIP AND SHIP TO 
CAR HANDLING IS THE USUAL METHOD, AND WE HAVE A WELL-EQUIPPED WAREHOUSE ON WEST PIER 
FOR SHIPMENTS ARRIVING BETWEEN SAILINGS. 


Our GENERAL PACIFIC COAST AGENTS, THE McCORMICK STEAMSHIP COMPANY, WITH OFFICES 
IN ALL PACIFIC COAST PORTS, ARE PREPARED TO GIVE UNEXCELLED SERVICE IN TRANS-SHIPPING TO 
NORTH COAST PORTS: WHEN THE REDWOOD LINE DOES NOT CALL DIRECT. 


WE soticitT YouR INQUIRIES TO THIS OFFICE, OR TO 
OUR GENERAL AGENTS 


CHICAGO. ST. LOUIS BIRMINGHAM 
HARRY ROGERS, IRVING H. HELLER, H. B. ROX, 
715 STRAUS BLDG. 1218 PIERCE BLDG. 108 BROKERS BLDG. 
FINKBINE-GUILD TRANSPORTATION GOMPANY 
W. E. GUILD J. W. SOMERVILLE E. L. THROGMORTON 
President ‘Vice-Pres. and Gen. Mgr. Traffic Manager 


GULFPORT, MISSISSIPPI 


THE REDWOOD LINE 2 
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March 2—New Orleans, La.—Examiner Keeler: 
17000—Rate Structure Investigation, Part 4, Petroleum and Petrol- 
eum Products. 
18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River, and south of Ohio 
River, and east of Indiana-lIllinois State Line, and from points 
without to points within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. * 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. ; 
18007—-Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—-Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
18061 (Sub. 1).—Piedmont Oil Co. vs. A. & V. Ry. et al. 
18253 (Sub. No. 1 and 2).—Pure Oil Co. et al. vs. A. & R. R. R. et al. 
March 2—Little Rock, Ark.—Arkansas R, R. Commission: 
Finance No. 5602—Joint application of St. Louis Southwestern Ry. 
and Central Arkansas & Eastern R. R. for authority to abandon 
a line of railroad between Rice Junction and Hazen, Ark. 
sont ~ Sica N. C.—Commissioner McManamy and Examiner 
eal: 
18442—Rates on common brick between points within the state of 
North Carolina. 
1. & S. 1885 and 1938—Brick and clay products from, to, and between 
points in southern territory. 
March 7-—-Washington, D. C.—Examiner Carter: 
* 16243—Indiana Coke & Gas Co. vs. A. & W. Ry. et al. 


March 7—Washington, D. C.—Examiner Trezise: 
12681—In re charges for wharfage, handling, storage, and other 
accessorial services at Atlantic and Gulf ports (further hearing). 
March 7—Washington, D. C.—Examiner Hendon: 
Valuation 911—In re tentative valuation of the property of the 
Washington Run R. R. 
March 8—Washington, D. C.—Director Bartel: 
17801—Rules for car-hire-settlement. 
4181—Second Industrial Railways Case in the matter of allowances 
to short lines of railroad serving industries. 
1. & S. 414—Cancellation of rates in connection with small lines by 
carriers in Official Classification territory. 
10174 (Sub. 1)—National Tube Co. vs. Penna. R. R. et al. 
11367—Benwood & Wheeling Connecting R. R. Co. vs. P. C. C. & St. 
L. R. R. et al. 
11485—Birmingham Southern R. R. vs. Director General, as agent, 
A. G. S. R. R: et al. 
11983—Moshassuck Valley R. R. vs. N. Y. N. H. & H. R. R. et al. 
13118—Valley & Siletz R. R. vs. Sou. Pac. Co. 
13614—The Hanging Rock Iron Co. vs. N. & W. Ry. et al. 
13757—Jefferson & N. W. Ry. vs. M. K. & T. Ry. Co. of Tex. et al. 
14433—Limerock R. R. vs. Maine Cent. R. R, 
15420—Virginia Blue Ridge Ry. vs. Sou. Ry. 
15517—Morehead & North Fork R. R. vs. C. & O. Ry. et al. 
15697—Greenville & Northern Ry. vs. Sou. Ry. 
15771—Greenbrier & Eastern R. R. vs. Sewell Valley R. R. et al. 
16420—South Manchester R. R. vs. N. Y. N. H. & H. R. R. 
16473—Kosciusko & S. E. R. R. vs. I. C. R. R. 
16546—Skaneateles R. R. vs. N. Y. C. R. R. 
16597—The Wabash, Chester & Western R. R. and J. F. Gilster, 
receiver, vs, I. C. R. R. et al. 
16972—Big Sandy & Kentucky River Ry. vs. C. & O. Ry. 
March 10—Washington, D. C.—Examiner Potter: 
Valuation No. 907—In re tentative valuation of the property of the 
Montour R. R. 
March 14—New Orleans; La.—Examiner Disque: 
* 16002—R. A. Gibson vs. K. C. S. Ry. et al. 
* 18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 


March 14—Washington, D. C.—Examiner Walton: 
Valuation No. 893—In re tentative valuation of the property of the 
New Orleans Public Belt R. R. 


March 16—Washington, D. C.—Examiner Haley: 
Finance No. 3845—Excess Income of the Montour R. R. 


March 16—Pittsburgh, Pa.—Commissioner Campbell and Examiners 
Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
17878—Rates on iron and steel articles, in carloads, within state of 


Ohio. 
eo Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 


March 23—Washington, D. C.—Examiner Law: 
Pinance ai 3984—Excess Income of the West Virginia Northern 


oe Sane. P. pen manag Keeler: 
e ructure Investigation, Part 4, - 
\cgum Products. pe Petroleum and Petrol 
es on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River, and south of Ohio 
River, and east of Indiana-lIllinois State Line, and from points 
without to points within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—-Mid-Continent Refin:rs Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Of: Co. vs. A. & V. Ry. et al. 
18189—-Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—-The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 


18653—Empire Refineries, Inc., vs. A."T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1).—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. No. 1 and 2).—Pure Oil Co. et al. vs. A. & R. R. R. et al. 


April 15—Washington, D. C.—ExXaminer Haley: 


Finance No. 4086—Excess Income of the D. T. & I. R. R. Co. 


April 18—Washington, D. C.—Examiner Faris: 


* 


ve 


* 


4 


* 


* 


Valuation No. 898—In re tentative valuation of the properties of 
the Chicago & North Western Ry. et al. 

Valuation No. 549—In re tentative valuation of the properties of 
the C. 8t. P. B. & O. ; 

Valuation No. 758—In re tentative valuation of the properties of 
the Sioux City Bridge Ry. 

Valuation No. 763—In re tentative valuation of the properties of 
the Wyoming & North Western Ry. 

Valuation No. 795—In re tentative valuation of the properties of 
the Pierre, Rapid City & North Western Ry. 

Valuation No. 653—In re tentative valuation of the properties of 
the Pierre and Fort Pierre Bridge Ry. 


April 18—Washington, D. C.—Examiner Law: 


x 


Finance No. 3829—Excess Income of Midland Valley R. R. 


April 19—Columbus, O.—Commissioner Campbell and Examiners 


Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
17878—Rates on iron and steel articles, in carloads, within state of 


oO. 

ae Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 

18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 

18627—-Cumberland Steel Co. vs. B. & O. R. R. et al. 

18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 

18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 

18951—-The Detroit Board of Commerce vs. A. & E. R. R. et al. 

19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 

19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 

19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 

19062—Krupp Foundry Co. vs. Reading Co. et al. 

19066—The Motor Wheel Corp. vs. A. & E. R, R. et al. 

19085—Elmira Steel Co., Inc., vs. L. V, R. R. et al. 


April 25—Detroit, Mich.—Commissioner Campbell and Examiners 


Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
— on iron and steel articles, in carloads, within state of 
Oo. 
ba aa Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. ; 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—-Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—-The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 


| 2—Washington, D. C.—Examiner Law: 
n 


ance No. 3886—Excess income of the Pere Marquette Ry. Co. 


May  12—Chicago, Ill.— Commissioner Campbell and Examiners 


Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
— on iron and steel articles, in carloads, within state of 


Ohio. 
18547—The Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 


et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 


RAILROAD TICKET BILL 
A subcommittee of the House committee on judiciary held a 


hearing January 21 on H. R. 5582, a bill introduced by Represen- 
tative Johnson, of Washington, to amend section 9 of the Clay- 
ton act by including therein language to cover illegal use or 
disposition of any token, ticket, stub or pass relating to inter- 
state transportation. The committee was advised that the rail- 
roads were losing hundreds of thousands of dollars each year as 
the result of transactions involving railroad tickets, which would 
be forbidden by the proposed amendment. 


TELEPHONE COMPANY EARNINGS 
Seventy telephone companies, each with annual operating 


revenues in excess of $250,000, had an operating income of 
$192,480,553-in the eleven months ended with November, 1926, 
as compared with $170,628,572 in the corresponding period of 
1925, an increase of 12.8 per cent, according to the monthly 
compilation of company reports made by the Bureau of Statistics 
of the Commission. For November the operating income was 
$19,262,342, an increase of 13.7 per cent over that for November, 
1925. At the end of November the number of company stations 
in service was 13,784,674, an increase of 822,683, or 6.3 per cent, 


— with the number in service at the end of November, 


—SS~IIIC*C*L|===SSSaBa==—_—_—_—_—_—_—_—_—__—_——S— 


J. K. MOORE 


Commerce Counsel 
Transportation Matters Exclusively 
Practice Before Interstate and State Commissions 


206 Oklahoma Savings & Loan Building 
OKLAHOMA CITY, OKLA. 
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Universal 
Carloading and Distributing 
Company 








TRUE ECONOMY 
IN FREIGHT COSTS 


The reputable manufacturer 
practices economy up to that 
point beyond which he cannot 
go without affecting the in- 
tegrity of his product. 


The Universal Carloading and 
Distributing Company reduces 
L.C.L. freight rates to the 
lowest point consistent with 
safe and efficient transporta- 
tion. 


The experienced traffic man- 
ager takes advantage of this 
true economy in freight costs 
as his contribution to economy 
in production. 


QUALITY 
IN FREIGHT SERVICE 





For Rates or further information apply to our 
local office in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Blvd. Telephone Wabash 5102 
CHICAGO, ILL. 
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BOSTON 
BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 




















PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 

























Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 














PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. aa. Gen. Mgr. and 


reasurer 
10 Chestnut St., Philadelphia 
Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available—Fully sprinklered 
—Lowest insurance rates—Exceptional fa- 
cilities for handling both general and bulk 
cargoes—No lighterage—Railroad storage 
yard 500-car capacity—Tracks extend entire 
length all 3 piers—25 acre yard adjacent to 
piers for storage and distribution of lumber. 


Shippers: 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 


THE TRAFFIC WORLD 


The Chain of Tidewater Terminals 


Allied Inland 









The above means great money saving to you. 
your freight to be delivered to these splendid terminals, and warehouses. 


and security with lowest possible insurance rates. 





NEW YORK 





| 
d i 


Warehouses | 


NEW YORK 


ATLANTIC TIDEWATER TERMINAL 


G. W. Green, V. P. & Gen’l Mer. 
17 State St., New York 

Two modern fireproof double-decked piers. 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 













BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 
Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 














y 









NORFOLK 
NORFOLK TIDEWATER 
TERMINAL 
J. A. Moore, Manager 

Norfolk, Va. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space—Fully sprinklered—Ware- 
houses served by depressed tracks and 
concrete drives. Receiving, delivering and 
classification yards have over 4,000-car ca- 
pacity—Every modern device for rapid and 
economical handling, all classes of cargo— 
Forty acres open storage space for lumber, 
metals and ores. 


\S 















SS 


Read carefully—then direct 


7 
seaminianiaat 


Our Single Unit Policy of administration under a 


Vol. XXXIX, No. 6 


management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more—why pay as much for less? 
Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. | 
HARVEY C. MILLER, President 

319 Commercial Trust Building, Philadelphia, Pa. 
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DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway............. Pennsylvania........... 
Canadian National Railways.......... via Rouses Point, N. Y. Lehigh Valley .......... |i Wilkes-Barre Pa. 
sae eg & Southern........ - ~e a R. R wee... 
ston SS a aareee Ok ere Hoke via Mechanicville, N. Y. theta sa #s 6449 —" 
Boston & Albany................... via Albany, N. Y. Lackawanna........... via Binghamton, N. Y. 


Lehigh Valley.......... via Owego, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 










Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 



















ALBANY, N. Lg yg en 3380 eer ig N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, — Freight Agent, 
D & H Building .191 Main Stree 
c. at —- Genera Eastern Freight Agent, PHILADELPHIA, PA—Telephone Rittenhouse 1271 
ATLANTA, GA.—Telephone Walnut 5464 a oe Hoe 
ate Re LF on Commercial Agent, 1420-26 South Penn Square 
— MASS. Telephone mg 4 4106-4107 = a. Y. Baldwin, Po preg #- Department, 
F. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
Bias ase Rat of Commerce ced H. A. Dietz, General Suneeting Coal Agent, 
BUFFALO, N. Y.—Telephone Seneca 853 513-614 Bessemer Building 
eee mgeel Agent, cesta Department, PLATTSBURG, N. vison Peach 698 
on it 
CHICAGO, ILL—Telephone Wabash S994 Bg ny Te cece 
J. “iutiaa We IT» ——— — Freight Dept., SCRANTON, P w-wh ~ sr il Bell 4751 
MONTREA 1 QUE. Sie ke U: ¥ ore Passenger Stati oh 
— tewn 742. tion 
James Fitssimons, nae ht ne telly — ST. LOUIS, MO.—Telephone Garfield 1 
6 Drummond Blidg., 511 St. Catherine 8t., ny J. B. Stewart, General Agant t. Freight, Department, 
NEW YORE. N. Y.—Telephone Whitehall 5648 and 564 1021-1022 Pierce ry 
Max V. Beckstedt, General Agent, Freight Dept., TROY, N. Y.—Telephone 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


a 


W. G. Story, yr 3 Freight “yr Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight A: Bey hy N. Y. 6 
F. W. Nyland, Coal Freight Agent, saibeny, N 

C. E. Relfe, Assistant General Traffic Manager, Albany, N. RS 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


9 Ww. J. MULLIN, J. T. LOREE 
9 


General Traffic Manager Vice-President and General Manager 
ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE an 
BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 






ROUTE OF 
THE MONTREAL LIMITED 
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You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
age service. The L MS owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity ex- 
ceeds 100,000,000 feet! Direct 
rail connections between 
warehouses. 


The L M S 1s the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise 1s delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and 10,000 teams con- 
tinuously employed. 


FREE—bBooklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Warehouse Storage 





at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


Recently a prominent Ameri- 
can Exporter sold merchandise 
to a British customer for future 
delivery. He shipped directly 
to - the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere frac- 
tion of cost which same storage 
would be anywhere in the 
United States. Delivery of the 
merchandise was given to buyer 
by special LMS motor truck 
service on exact delivery date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating 
how L M S Service assists Amer- 
ican business. Watch for the next 
example—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of 


GREAT 


BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway, New YorK CIty 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Between 


All Points 
in the 


esthevest 


Western Canada 
North 
Pacific Coast 


4500 Miles 
of its 
Own Lines 


\ EDMONTON g 


VANCOUVER 


ALWAYS DEPENDABLE 


AGENCIES 
Kansas City, Mo., 788 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St., 
Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 
quette Ave. 
Neenah, Wis. 
New ¥ork, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bidg. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iro- 
quois Bldg. 
Chicago, Ill, 707 Standard 
Trust Bld 
Chippewa Falls, Wis. 
Cincinnati, O., 709 ‘Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 811 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indiana nd., 522 Merch. Bank Bldg. 


Heart of the 
Great 
Northwest 


THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
_ initial point with the shipment and ac- 
, company same to Canadian port ef 


, SAULT SAINTE MARIE 


5 
MENOMINEE 


. MANITOWOC 
SAINT PAUL ° 


MILWAUKEE 
Portland, Ore., 8rd and Pine Sts. © 
St. Louis, Mo., 2050 Railway Exch. Bldg. 
St. ie Minn., 1112 Merchants Nat'l Bank 


San ~~ Cal., 675 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart Bldg. 

Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 

Tacoma, Me 1113 Pacific Ave. 
Waukesha, W: 

Winnipeg, Man. 603-604 Lombard Bldg. 


Our Freight | House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - 


CARE SOO LINE 
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Merchants Bank Bldg. 


® KANSAS CITY 


Railway Exchange Bldg 


® INDIANAPOLIS 





Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@ HAVANA 





Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


@® CLEVELAND 





Southern Pacific Bldg. 
DEPT., 38 West Jackson 


CHICAGO—FREIGHT DEPT. 





@ CHICAGO—PASSENGER 


@ 






Ellicott Square Bldg. 
CINCINNATI 





Dixie Terminal 





® BUFFALO 


® 





Old South Bldg. 





‘Woodward Bldg. 
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“Another Golden Spike” 


Southern Pacific Again Demonstrates the 
Pioneer Spirit for Which It Is Famous. 


On January 11th the Southern Pacific Lines of 
Texas entered the famed “Magic Valley” of the 
lower Rio Grande, Executive Vice-President H. M. 
Lull driving the golden spike which binds Southern 
Pacific to the further development of a section in 
southwest Texas that bids fair to become a tremen- 
dous factor in the commercial life of the Lone Star 
State. The ceremony occurred in the thriving city 
of Edinburg, county seat of Hidalgo County, but 
a few miles removed from the Mexican border, amid 
the acclaim of ten thousand of the Valley residents 
and representative delegations from all of the im- 
portant cities of Texas and their civic organizations. 


Two days were devoted to the ceremonies and, 
following a barbecue, the largest ever staged in that 
section of the State, Southern Pacific officials and 
visitors were given a hundred mile drive over splen- 
didly paved highways, bordered with citrus groves 
and vegetable farms and marked by the rapid de- 


velopment of a score of towns which have sprung 
into prosperous entity within the last few years. 


With a direct line of rails from San Antonio and 
Houston into Falfurrias, Edinburg, McAllen and 
Harlingen, Southern Pacific will give to the Valley 
an impetus and an additional development that should 
double its population and output within the next 
five years. The tremendous growth of its grape 
fruit and orange orchards insures a production of 
twenty tho-sand carloads by 1930, and thousands 
of carloads of perishable truck products now coming 
out of the Valley yearly will be augmented in an 
equal proportion as the wonderfully productive lands 
of the Rio Grande basin are put into cultivation. 


The “Magic Valley,” through which the Southern 
Pacific is rapidly spreading, is destined to rival in 
prosperity and progress, the most favored citrus and 
vegetable belts of the United States. 


For information 
Write, telegraph or ’phone 
® “General Agent, Southern Pacific Lines’’ @ 
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